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BOARD’S “BUSINESS” METHODS 


In a statement issued May 27, T. V. O’Connor, chair- 
man of the U. S. Shipping Board, announced that the 
board has adopted a resolution that two hundred desig- 
nated ships should be advertised immediately for sale as 
scrap. Advertisements calling for bids on the ships 
June 30 were published by the board. 


Approximately twenty bidders, apparently taking the 
board at its word, went to the expense of estimating 
what they could make if they bought any or all of the 
ships for scrapping, and then submitted their offers. 
None of the bids opened June 30 satisfied the board and 
it instructed the president of the Fleet Corporation to 
negotiate for new offers. This was done. The Ford 
Motor Company then submitted a bid for $1,706,000 for 
the vessels. Acceptance by the board of the Ford bid 
was recommended by the president of the Fleet Corpora- 
tion. 

At this stage of the proceedings, nothwithstanding 
that the board had adopted a resolution May 27 provid- 
ing that the 200 vessels should be offered for sale for 
scrapping, the question was raised in the board as to 
whether or not it had the authority, under the merchant 
marine act, to offer the vessels for sale on condition 
that they be scrapped. It was decided to have the At- 
torney-General of the United States pass on the question. 

Perhaps, when the board again advertises for bids on 
vessels it wishes to sell, those contemplating submitting 
bids will.first ask if the opinion of the Attorney-General 
has been obtained as to the legality of what is proposed ; 
or it may be that, having had one experience with the 
board, those who bid once will not bid again. 


CONSOLIDATION AS A CURE 
Senator Cummins, in a recent address before the Traf- 


fic Club of Sioux City, Iowa, thus states that phase of 
the railroad problem that relates to adequacy of rates: 

“Our problem is to bring about a consolidataion into 
such systems as will keep all these railroads in efficient 
operation and enable each system to earn a fair return 
upon the actual value of the railroad property in that 
system. Five years ago it was doubted whether this 
could be done, but that doubt has been cleared away 
and it is now admitted by all students of the subject 
that it can be done if the common good, instead of pure- 
ly selfish interests, can be made to prevail.” 

We are interested in this statement from two points of 
view—first, as to the efficacy of Senator Cummin’s sug- 
gested cure, if adopted, and, second, as to the truth of 
his statement that doubt among students of the sub- 
ject has been cleared away as to the practicability of the 
consolidation idea. 

Addressing ourselves, first, to the second matter, we 
may say that it is not true that doubt has been cleared 
away among students of the subject. We ourselves, for 
instance, are not only doubtful about the plan, but we 
believe it will not be adopted and are certain that it 
ought not to be adopted, though we might admit pos- 
sibilities, under the proviso laid down by Senator Cum- 
mins—“if the common good, instead of purely selfish 
interests, can be made to prevail.” But one trouble with 
men like Senator Cummins is that that they hope or 
expect more of human nature than can reasonably be 
expected and than ought to be expected. Of course, 
selfish interest is to be encountered in the railroad busi- 
ness. Does anyone know of any business in which it is 
not encountered, and properly so? Men are in business 
primarily for the purpose of making a living. All that 
can reasonably be asked or expected of them is that, 
in making a living, they do no injustice to others. Why, 
then, should the stockholders of a prosperous railroad 
be expected to take over a weak railroad and thus lessen 
or wipe out their legitimate profits? The only sound 
reason, from their point of view, for such a course would 
be a belief that they would profit more in the long run 
by putting the industry, as a whole, in the position that 
such consolidation might place it, than by some other 
course. But if they do not see their interest to be in 
such conduct, are they to be criticized for “selfishness”? 
It is always so easy for one on the outside, who may 
be ever so selfish in his own interest, to suggest an un- 
selfish course for others. 

So we believe that a proper knowledge of proper hu- 
man nature will convince that railroad consolidation, 
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MANUFACTURERS . 
1 know the advertising 
Maltin value of prompt service in 

TET getting goods to their custom- 

ee Revs ee oe en eee ers. They know that the 
| - ' products of even the most 
™ Mui iad aie ee reputable firms will not find 
favor with the public, if the 
buying public cannot get 
goods promptly. 
Manufacturers know that 
when they route shipments 

“via Traction,” either to the 

dealer or the consumer, that 

the shipment is safe, and that 
it will reach the consignee 
without loss of time in transit. 

Adequate motive power, 
personal service, and frequent 
trains make this prompt serv- 
ice to the manufacturer pos- 
sible. 









































-There’s a Traction Representative 
In Your Territory | 


RACTION REPRESENTATION is NY one of the following off-line repre- 


not confined to the territory im- sentatives is at your service: 


mediately served by the Illinois Traction D. R. PECK, 208 S. La Salle St., Chicago 


System. L. B. KELZ, 11 Moore St., New York City 
C. A. CANNING, 
Metropoliten Life Bldg., Minneapolis 






OR the convenience of the shipper in 







the national field the Traction main- C. F. BEACH, 703 Free Press Bldg., Detroit 
tains traffic representatives at the E. D. FORDE, 312 Park Bldg., Pittsburgh 
principal shipping centers. L. W. GENT, 211 Ry. Exchange, Kansas City 






W.H. Wylie, Traffic Manager, Ninth and Adams Streets, Springfield, Illinois 


° fngud— GS 









Augus 


along 
mean 
yolun 
whet 
is and 
mins 
cons 
to be 
comp 
with 
profi 
ness 
busi 
tion 
men 
but, 
witl 





lem 
ena 
like 
the 
nu 
tat 





August 2 1925 


along the lines suggested by Senator Cummins, as a 
means of leveling revenue, will never come about through 
yoluntary action on the part of the railroads; as to 
whether they can be compelled to put it into effect, that 
is another question, but we do not believe Senator Cum- 
mins will be successful in bringing about compulsory 
consolidation—first, because we do not believe it ought 
to be compelled, and, second, because we do not believe 
compulsion would be legal. And we are certain that, 
with the element of “selfishness’—that is, the desire for 
profits and the opportunity to earn them through busi- 
ness initiative and hustle—removed from the railroad 
business, we should have increasingly poor transporta- 
tion facilities and service. It may be unfortunate that 
men are urged to efficiency by the desire to make money, 
but, it is the fact, nevertheless, and must be reckoned 
with. 

Senator Cummins correctly states the revenue prob- 
lem to be to keep the railroads in efficient operation, 
enabling them to earn a fair return on their value, but, 
like all riders of hobbies, he believes his remedy to be 
the one and only cure. It might be a cure for the reve- 
nue trouble, if it could be brought about, either volun- 
tarily or by compulsion, but, if it cannot reasonably be 
expected that the railroads will adopt the plan, and if 
it is not fair or legal to force it on them, then it is cer- 
tainly not an adequate remedy. Besides, even under 
consolidation of the railroads into several large systems, 
we should doubtless still have the old question of in- 
equality of revenue; there would soon be strong systems 
and weak systems, instead of strong and weak individual 
roads; and objections to these huge consolidations on 
other scores ought to be set against any benefits to be 
expected in the way of equalizing revenue. 

But, if Senator Cummins is not convincing when urg- 
ing his particular remedy, he is so in urging the need 
for some remedy. Illustrating the inequalities in the 
revenues of some of the railroads that operate in lowa, 
he says: 

The Atchison, Topeka and Santa Fe had a net operating in- 


come of $38,348,299 and it operated 9,070 miles, or $4,200 per 
mile. (In 1924.) . 

The Chicago and Northwestern railway had a net operating 
income of $16,784,051 and it operated 8,462 miles, a little less 
than $2,000 per mile. ; 

The Chicago, Burlington and Quincy had a net operating 
income of $28,742,112 and it operated 9,407 miles, or about 
$3,000 per mile. asa 

The Chicago Great Western had a net operating income of 
$2,234,046 and it operated 1,500 miles, or about $1,500 per mile. 

The Chicago Milwaukee and St. Paul had a net operating 
income of $18,972,106 and it operated 10,987 miles, or about 
$1,700 per mile. ; 

The Chicago, Rock Island and Pacific had a net operating 
income of $16,191,390 and it operated 7,611 miles, or $2,100 per 
mile. 
jou & pey eyeWIO pue syodeauulp ‘neg 3S ‘oSeotyy OY TL 
operating income of $3,408,989 and it operated 1,750 miles, or 
about $1,900 per mile. 

The Minneapolis and St. Louis had no net operating income 
but operated at a loss of $960,000. It operated 1,647 miles. 

The Wabash railway had a net operating income of $9,347,780 
and operated 2,490 miles, or about $3,700 per mile. 

The Illinois Central had a net operating income of $23,761,- 
649 and it operated 4,850 miles, or about $4,900 per mile. 

The Great Northern had a net operating income of $24,201,- 
000 and it operated 8,251 miles, or about $2,900 per mile. 

I shall not mention several of the shorter and less important 
lines operating at a loss. It may be said, in this connection, 
that the railroads which serve the state of Iowa, with one, or 
Possibly two exceptions, are among the stable, prosperous 
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roads of the United States and there is vastly less difference 
in the earning power of these railroads than in the railroads 
which serve other parts of the country. 

You will observe that the range is from less than nothing, 
for the Minneapolis and St. Louis, to $4,900 per mile for the 
Illinois Central. To say that a mile of railroad in lowa has at 
least the average value of a mile of railroad in the United 
States is startling the matter most conservatively. The Inter- 
state Commerce Commission fixed the value of all the rail- 
roads in the United States, on the first of September, 1920, 
at $18,900,000,000. With $2,000,000,000 added since that time 
we have a value of $20,900,000,000. This means an average 
value of something like $81,000 per mile and a return of 5 
per cent, which in my judgment is somewhat less than a fair 
return, would be $4,050 per mile. There are just two railroad 
systems operating in Iowa which earn that return and there 
are but eight which earn one-half that return. I am not, how- 
ever, attempting to discuss the value of railroad property. I 
am simply endeavoring to show that without consolidation and 
without a more even distribution of the net operating income 
which the railroads are now earning, somewhere from 60,000 
to 90,000 miles of road, now in operation, must be abandoned 
and the communities which these roads serve exclusively will 
be deprived of any railway transportation unless the govern- 
ment acquires these properties and operates them, paying the 
losses sustained from the proceeds of general taxation. If this 
should be the result with respect to these nonprofitable roads, 
everybody knows that the inevitable consequence will be that 
the government will take over-and operate all the railroads. 

As a further reminder of what is actually happening to 
these properties that are either operating at a loss or not earn- 
ing a sufficient income, it may be remarked that there are now 
something like 66 railroad companies with a mileage of about 
28,000 miles whose properties are in the hands of receivers, not 
on account of mismanagement nor dishonesty but because 
these companies are not earning enough to give them the 
credit necessary to refund their maturing obligations or be- 
cause they cannot earn enough to pay their operating expenses. 

The time at my command will not permit me to mention 
the names of the various railroad companies, which make up 
the vast railway mileage, which cannot live and render efficient 
service under present conditions, but the facts I have already 
submitted show conclusively the imperative need of consolida- 
tion if we are to continue the policy of private ownership. It 
may well be that a few hundred or even a few thousand miles 
of our present system could be abandoned without serious 
disturbance, but that anywhere from 60,000 to 90,000 miles of 
our existing railways should cease to operate is simply un- 


thinkable. 

The picture Senator Cummins thus draws of what is 
likely to happen if general consolidation is not adopted 
as our railroad policy is startling. He may have over- 
drawn it, but the fact remains that something must be 
done to equalize revenue if we are to have a satisfactory 
situation. But Senator Cummins makes his first mistake 
in urging that disaster can be avoided only by the adop- 
tion of his particular remedy, and, second, in our opinion, 
in assuming that government ownership must be the re- 
sult of failure to adopt the remedy. Of course, he is try- 
ing to make as strong a case as possible, but it is not al- 
together logical to urge that failure to adopt the policy 
that he thinks is best should result in the adoption of 
the policy that he thinks is worst and to which, in 
this same speech, he says he is “unalterably op- 
posed” for the reason that it would inflict on the peo- 
ple “irretrievable disaster.” So, though we are as much 
opposed as is Senator Cummins to government owner- 
ship or operation, we believe that enough others will 
also be opposed to it to prevent its adoption even if 
railroad consolidation is not selected as the proper policy 
and a way found to induce or compel it. There are 
other ways of meeting the situation. Mark W. Potter, 
for instance, is suggesting one for western carriers. 
With certain modifications it might fill the bill. At 
least, it serves to indicate that there are possible ways, 
under present laws, of equalizing revenue, without gov- 
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ernment ownership or consolidation of the railroads into 
a few great systems. If no way can be found under 
present laws, perhaps it might be well to stop trying to 
hoist ourselves by our boot-straps and to abolish some 
of the regulation ‘and restriction that seem to make it 
necessary to equalize revenue, permitting the railroads a 


little of the individualism that we permit in other 
business. 


ACQUISITION OF LINE 


The Muscle Shoals, Birmingham & Pensacola Railroad Com- 
pany has applied to the Commission for authority to issue 
$2,500,000 of common capital stock in respect of acquisition of 
the railroad formerly owned by the Muscle Shoals, Birmingham 
& Pensacola Railway Company, which was recently bought at 
foreclosure sale by John W. Malone, trustee. The line extends 
from Kimbrough, Ala., to Pensacola, Fla. 


NICKEL PLATE MERGER HEARING 


The Traffic World Washington Bureau 


Revised estimates of savings that would be effected by uni- 
fication of the Nickel Plate, Chesapeake & Ohio, Hocking Valley, 
Erie and Pere Marquette properties, submitted by J. J. Bernet, 
president of the Nickel Plate, afforded the basis for extended 
cross-examination by H. W. Anderson, counsel for the portesting 
C. & O. stockholders. Mr. Bernet’s estimates indicated that the 
properties as a unified system could be operated at an annual 
saving of approximately $6,000,000. He also estimated that there 
would be an increase of approximately $6,000,000 in revenues. 
Mr. Anderson asked about every detail of the estimates submit- 
ted by Mr. Bernet. 

Herman M. Griggs, manager of the Ore and Coal Exchange, 
who made a study of the coal and other traffic of the Chesapeake 
& Ohio, testified in favor of the Nickel Plate plan. He outlined ad- 
vantages which he said would accrue to the Chesapeake & Ohio 
‘as a part of the proposed greater Nickel Plate system. 

Just before O. P. Van Sweringen left the witness stand after 
nearly a week of cross-examination, he said in response to a 
question put by one of the attorneys for the protesting stockhold- 
ers, that his salary as chairman of the board of the Nickel Plate 
was $45,000 a year. He made reply to the question after con- 
sulting one of his secretaries. That reply stood in the record, 
although Nickel Plate officials later said a mistake had been 
made as the salary was $25,000. Mr. Van Sweringen said he re- 
ceived nothing as chairman of the board of the Chesapeake & 
Ohio. 

George W. Burpee, of Coverdale & Colpitts, consulting en- 
gineers, put in a mass of statistical data relating to the construc- 
tive original cost to date of the properties to be operated as 
one system, and assets and liabilities of each of the companies, 
based on constructive costs. His exhibits also were designed 
to show what each company would contribute to the new com- 
pany. R. S. Marshall, assistant to the president of the Ches- 
apeake & Ohio, testified in explanation of exhibits designed 
to show that C. & O. stockholders would enjoy greater benefits 
as stockholders in the new company than C. & O. experience 
in the past had demonstrated that they enjoyed as stockholders 
of that company. W. W. Colpitts returned to the witness stand 
for cross-examination as to testimony previously given by him 
with reference to the bases for exchange of stock of the new 
company for stocks of the old companies. 

Emory R. Johnson, professor of transportation and commerce 
of the University of Pennsylvania, testified in favor of the 
Nickel Plate application, saying that such unification of rail 
properties was contemplated by paragraph 2 of section 5 of the 
interstate commerce act and that it would be in the public 
interest. On cross-examination he said in effect that he had 
made no detailed study of the Nickel Plate proposals and that 
his general statements were based on the statements made by 
O. P. Van Sweringen and J. J. Bernet. 

Another adjournment in the hearings was forecast at the 
session July 30. Mr. Anderson, counsel for the C. & O. minority 
stockholders, urged that an adjournment be taken until Sep- 
tember. Mr. Colston, for the applicant, protested against fur- 
ther delay in the proceeding, but said he would not object to an 
adjournment until the middle of August. 

Mr. Anderson said that, with limited resources, he could 
not examine exhibits put into the record by witnesses for the 
applicant unless time were allowed for that purpose. 

“IT am not stampeded by all this talk about delay and I do 
not think that the Commission is either,” said he. 

Mr. Colston said he was prepared to close his case with 
the submission of additional testimony by two witnesses who 
had been on the stand before. He said he did not think that it 
was necessary to adjourn for the month of August to permit 
examination of the exhibits. 


Commissioner Meyer suggested that counsel reach an agree- 
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ment as to the length of the adjournment. Mr. Colston sgaijg 
he could not reach an agreement with Mr. Anderson becauge 
the latter desired an adjournment for a month and he woulq 
not agree to an adjournment for more than fifteen days, byt 
would, of course, accept any ruling made by the commissioner 

Mr. Anderson said he had never practiced in any court or 
tribunal that sat in the month of August and that it was a new 
experience to him to be required to attend a hearing in that 
month. He said it was never done in England. Then he ap. 
nounced that he was not going to participate in the case in the 
month of August—if he continued to feel as he felt at the time 
he made the statement. Commissioner Meyer indicated that a 
ruling would be made later. 

John E. Oldham, of Boston, who had previously testified ip 
support of the application, gave additional testimony as to why 


he thought the approval of the unification proposed would be 
in the public interest. 


ELK COUNTY’S POSITION 


C. H. Hudson, traffic manager for the Elk County Manufac. 
turers’ Association, objects to the abstract of his testimony, 
Traffic World, July 25, p. 196, in the hearing in the eastern class 
rate investigation. The part about railroad attorneys calling his 
attention to the reduction in sixth class and suggesting that 
members of that association would derive benefits rather than 
suffer damages by reason of what was being proposed, was an 
error. It probably arose, the correspondent explains, from the 
eye falling on the notes concerning the preceding witness when 
writing was resumed after an interruption. Questions were not 
asked him about sixth class and the reductions therein. 

As to the other part of his objection, that he approved the 
proposal to base rates on mileage scales, but objected to a re- 


vision that would result in higher charges, Mr. Hudson says: 

1. We objected to failure on the part of carriers to compute mile- 
ages via junction points where physical connections exist, thereby in- 
flating mileages, calling particular attention to the fact that the car- 
riers had not used Josephine and Curwensville, Pa., as junctions 
between the B. R. & P. and P. R. R. in computing mileages, which has 
the effect of inflating all the mileages between this territory and the 
entire southern part of Trunk Line territory, and would mean heavy 
increases in our rates in case a straight mileage scheme of class rates 
is adopted. 

2. With respect to traffic between C. F. A. territory and most of 
the points where our members are located, we asked to be placed on 
the Pittsburg-Buffalo basis, supporting the proposal of E. A. Niel, 
freight traffic manager, B. R. & P. Ry. ‘This means changing the 


*border line between Trunk Line and C. F. A. territory and would 
involve all the territory along the line of the B. R. & P. south of 


Salamanca, N. Y., as well as points west of the line of the B. R. & 
P. located on the P. R. R., B. O., and a few smaller lines. You can 
readily see that this is a very important part of our testimony and 
one in which a great many shippers are interested. Likewise we are 
the only shippers to bring this to the attention of the Commission, 
which is a much needed change to eliminate flagrant violations of the 
fourth section. 


Our general statement as to rates within Trunk Line territory 
and between Trunk Line and New England territory was as follows: 
We appreciate that a mileage scale of class rates must form the 
base for making such rates and that uniformity as well as proper 
relationship between the different classes is desirable, but we have 
seen nothing in the evidence thus far placed in the record by the 
carriers that would warrant such a high level of class rates as pro- 
posed by them. We therefore are opposed to the scales of class rates 
submitted by the carriers in this proceeding and object to any scale 
of rates based on mileage where we are not accorded short line mile- 
age via junctions where physical connections exist.’ 


RELOCATION OF LINE 


The Louisiana Railway & Navigation Company has applied 
for authority to abandon that part of its line between Moreau- 
ville and Naples, La., a distance of 17.2 miles, and to construct 
in lieu thereof 19 miles of road over a new route from a point 


just below Moreauville to a point on the Mississippi river 
opposite Angola, La. 


OPERATION OF LINE 


The Helena Southwestern has been authorized by the Com- 
mission to operate a line of railroad from West Helena to Glen 
Mary, Ark., thence over Missouri Pacific tracks to Somerset, 
La., and thence over tracks of the Chicago Mill & Lumber Com- 


pany to a connection with the Missouri Pacific in East Carroll, 
La. 


ABANDONMENT OF LINES 


The Butte, Anaconda & Pacific Railway Company has applied 
for authority to abandon 16.75 miles of railroad between Brown’s 
and Southern Cross, Deer Lodge county, Mont., because of 
cessation of mining operations that produced traffic for the line. 

The Combs, Cass & Eastern Railroad Company has applied 
to the Commission for authority to abandon 9.08 miles out of 
16.12 miles of line, extending from Cass to Frazer, Ark., because 
of cessation of lumbering operations. 

The Southern has applied for authority to abandon part of 
its old single track line between White Oak and Danville, Va., 
a distance of approximately eight miles. A cut-off has elimi- 
nated the need for the line, the applicant said. 
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7 
| Current Topics 


| in Washington 





Bankers and Lawyers Lose.—It is a comparatively common 
thought that, if the reorganization of railroads has been profit- 
able for bankers and lawyers, that kind of work will be less 
remunerative hereafter, because of the observations of the 
Commission and Commissioner Eastman on the subject of com- 
pensation of reorganization managers and their counsel in the 
compensation phase of finance docket No. 1250, covering the 
reorganization of the Missouri-Kansas-Texas. Perhaps it would 
be more illuminating to say because of the amputations of the 
Commission and the observations of Mr. Eastman. The former 
reduced the compensation of the bankers and the lawyers who 
doctored the Katy by $860,000, in round figures. The compen- 
gation of the former was reduced from a possible $1,614,249 to 
$900,000. The lawyers were cut a mere trifle, from $750,000 
to $600,000, “in so far as the amounts may be paid from the 
above-mentioned securities issue.’ The Commission was re- 
lieved from the necessity of determining whether the compen- 
sation that might be allowed, in fact, would be paid out of the 
proceeds of the securities authorized or out of the assessments 
on the stockholders of the old company, by the reorganization 
managers and their lawyers agreeing to take, as compensation, 
whatever the Commission might decide should be paid. Mr. East- 
man discussed the subject as if there were no question about 
the Commission having full power in the matter. He pointed 
out, among other things, that the fees to be paid would be net, 
because the managers and their lawyers had been reimbursed 
for out-of-pocket expenditures and had had work done at the 
expense of the railroad company. He talked publicly, as many 
men have talked privately in discussing the fees that have been 
taken by financial doctors for their services in restoring health 
to diseased corporations; also about the fees of bankers and 
lawyers in bankruptcy and estate settlement cases genereally. 
To many laymen (and Mr. Eastman is one of them) it has 
seemed at times, as if all rules of decency had been suspended 
when financiers and their lawyers were called in to deal with 
the estate of a bankrupt or of a dead man. The Commission, 
however, admitted the complexity of the matter by saying that 
there was no definite formula by which services of that sort could 
be evaluated. In cutting off $860,000, however, it may be sug- 
gested, the Commission was not timid in using the knife. Mr. 
Eastman would have been satisfied had his colleagues cut off 
$300,000 more. As gentlemen, the reorganization committee and 
the lawyers would have been bound to take even that reduced 
sum, because they had made an agreement that they were 
under no compulsion to make. The whole case raises a delicate 
question as between the courts and the Commission. Usually 
anything done for a bankrupt is subject to control by the court. 
The reorganization committee was appointed by the old com- 
pany before it became a bankrupt. The reorganization plan 
had to run the gauntlet of the court, to a certain degree. Query: 
Does the part of the statute giving the Commission supervision 
over the issuance of securities give it the power to veto the 
work of the court by refusing to allow the issuance of securities 
by a company organized to enable the court to dispose of the 
estate of the bankrupt? Ordinarily, the Commission is supreme 
in the matter of filing tariffs, but a federal court in Indiana, 
several years ago, told the receiver to file coal tariffs and 
collect the rates regardless of what the Commission officials 
had done in the matter. The court-made rates, as memory 
recalls, went into effect and the matter was not brought to 
a sharper issue than was created by the judge when he told 
his receiver to file tariffs and collect rates he thought were 
needed to put the bankrupt property on its feet, at least until 
he could get rid of it. 





Ways of Business Past Finding Out.—Establishment of a 
rate of 63 cents from Franklin, Pa., to Ranger, Tex., as decreed 
in No. 16241, Lone Star Gas Company vs. Big Four et al., seems 
more of a case of carrying coals to Newcastle than anything 
else that has come up since that metaphor was invented. The 
idea of carrying asphalt from Pennsylvania to Texas is difficult 
to “get.” The distance over the route of movement of 125,000 
pounds is 1,517 miles. The short route is 1,442 miles. Refineries 
in Texas and Louisiana produce asphalt by the thousands of 
tons. Mexican and the southwestern crudes, as well as the 
California oil, contain an asphaltic base. Pennsylvania crude 
has a paraffine base. The mid-continent and Texas and Louisi- 
ana refineries send asphalt to the north and east for road build- 
ing. There is a 36.5 cent rate on asphalt from New Orleans to 
Texas common points generally, yet the complainant in the case 
mentioned sent two shipments to Ranger, in April, 1924, to be 
used in painting its new pipe lines to prevent corrosion. The 
complainant said there was prospect of substantial movement 
if a rate not exceeding 63 cents, the rate on refined oil in the 
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opposite direction, were established. The carriers took the 
other view. The Commission’s reports, usually, make good 
explanations, but in this instance it is as dumb as an oyster as 
to why asphalt should be moving from Pennsylvania, a paraffine 
country, to Texas, an asphalt country. It is probable the 
asphalt was the residuum of a refinery at Franklin that had been 
working on asphaltic crude pumped there from Louisiana or 
Texas for which no better use could be found, but the report in 
the case does not satisfy curiosity on that point. 





Commission Censorship.—Opinion is not free at the Com- 
mission. That fact was brought home to those constrained last 
week to consult the bulletin board on the first floor of the Com- 
mission building on which are set forth the names of the cases 
on for hearing or argument for the day. From July 20 to July 23, 
inclusive, the board blazoned forth a hearing on the “Nickel 
Plate consolidation.” The next day, however, the legend read, 
“Nickel Plate application.” Commissioner Hall is the precisian 
on the Commission, with Chairman Aitchison treading closely 
on his heels. Whether it was Mr. Hall or Mr. Aitchison who 
brought about the change, is not material. The clerk who 
prepared the announcement for the day, apparently, was advised 
that even he should keep within the letter of the law and not 
follow the views of Commissioner Eastman. The latter, in 
his dissents in merger cases, insists that acquisition of stock 
and a lease for 999 years constitute a consolidation. His col- 
leagues disagree with him; hence, every case finds Mr. Eastman 
dissenting. He has not yet followed the example of Mr. Hall, 
who concurs when reparation is awarded in consonance with 
the cement case in which he wrote his dissent, because he is 
willing to concede that the majority of his colleagues are con- 
sistent in following the erroneous conclusion. Being in the 
minority, he assents by writing a concurring opinion calling 
attention to his original dissent. But because Mr. Eastman calls 
a merger a consolidation, it is inferred from what happened to 
the language of the bulletin board clerk, that does not give him 
freedom to express his opinion in that way. 





Smack for the Court.—It is rare when an administrative 
body rebukes a court, but the Commission is believed to have 
done it in making its report to the federal court for the southern 
district of California, southern division, in valuation docket 
No. 26, pertaining to the property of the San Pedro, Los Angeles 
and Salt Lake. The court, notwithstanding the fact that the 
final valuation in that case (75 I. C. C. 463) was plainly stated 
as being as of June 30, 1914, received testimony as to the value 
of the property in 1923 and 1924. Then, in accordance 
with the statute on the subject requiring a court to submit to 
the Commission testimony offered to it that had not been 
placed before the Commission, the statutory court, composed of 
one circuit and two district judges, certified the testimony as 
to the value of the property in 1923 and 1924 to the Commission 
and directed it to report thereon in six months from the time 
of its receipt. The Commission obeyed the order of the court, 
but, in doing so, it called the attention of the court to the fact 
that the statute required the Commission, from time to time, 
to “revise and correct its valuations” and that, therefore, it 
would be necessary at some future time to correct the valuation 
as of June 30, 1914. It then said that when it started to revise 
and correct, “such testiaony as that introduced in the hearing 
before the court * * * will be relevant, material, and neces- 
sary in order to enable us to make our determination. Obviously, 
when we are engaged in such revision and correction we shall 
require a great deal of information in addition to that which the 
carrier offered at the hearing in court concerning the value of 
the property in question, as of 1923 and 1924. We would not 
be able solely from consideration of testimony which was re- 
ceived by the court to determine the value of this carrier’s 
property as of June 7, 1923, or as of any date subsequent to 
June 30, 1924.” That sounds, to those familiar with the outlines 
of the case, as a polite way of telling the court that it did not 
keep on the reservation when it received testimony as to value 
in 1923 and 1924 and that what it did accept was not worth 
much as bearing on the issue of value in those years. 





Invoke Creosote Case Power.—In their brief on behalf of the 
complainant in No. 16995, Jones and Company, Inc., et al. vs. 
Atlantic Coast Line et al., and the Norfolk Port Commission, the 
intervener in that case. C. R. Marshall and H. J. Wagner ask the 
Commission to use the power that the Supreme Court of the 
United States, in the creosoting case (257 U. S. 247), said it 
had under the first section, for the establishment of transit 
on export unmanufactured tobacco at Norfolk, Va., so as to put 
that port on an equality with Newport News. In that court case 
the Supreme Court said: “The Commission clearly has power 
under section 1 of the act to regulate commerce, as amended, 
to determine whether, in a particular case, a transit privilege 
should be granted or withdrawn.” Prior to that time, the 
establishment of transit was ordered to remove unjust discrim- 
ination and prejudice. In the creosoting case the court said 
the Commission had the power, under the first section, thereby 
making it unnecessary to depend on the third section, which, up 
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to that time, had been deemed highly desirable, if not absolutely 
essential. In this tobacco case the complainants are invoking 
that power, as well as the power declared in prior cases, to 
compel carriers serving Norfolk and Portsmouth to give them as 
favorable arrangements for the handling of export unmanufac- 
tured tobacco as the Chesapeake and Ohio has given the ware- 
houses at Newport News. At the last mentioned point there is 
storage for eighteen months and transfer from the storage 
point to the ships, without charge for the switching movement. 
The lines at Norfolk have declined such arrangements at that 
city. The complainants and intervener declare, in the testimony 
presented by them, that the more liberal arrangements at 
Newport News have not only emptied the warehouses at Norfolk 
of tobacco but have actually caused ships to change their ar- 
rangements so that they make Newport News their chief port 
of call and thereby attract other export traffic to that point 
to the hurt of Norfolk. Messrs. Marshall and Wagner assert 
their conviction that the law is not powerless to correct such a 
situation. In addition to free switching, the Chesapeake and 
Ohio allows 25 cents a hogshead to those who transfer the 
tobacco from the warehouses to the freight cars. The Norfolk 
men do not ask for that allowance, knowing the Commission has 
not the power to compel carriers to make such allowances, but 
they assert that that allowance is made under a misapprehension 
as to what the belt line is doing and that the effect thereof 
is the buying of traffic by the Chesapeake and Ohio. A. E. H. 


SMACKOVER OIL RATES 


The Trafic World Washington Bureau 


Additional protests have been received by the Commission 
asking for the suspension of the Leland tariffs proposing, among 
other things, an increase in the export and coastwise rate on 
crude petroleum from the Eldorado-Smackover field to Louisiana 
and Texas ports, from 14 to 16 cents (see Traffic World, July 
25). The new protests are from the New Orleans Refining 
Company, Snclair Refining Company of Louisiana, Inc., 
and the Crown Central Petroleum Corporation, successor 
to the United Central Oil Corporation. The two companies first 
mentioned receive Smackover crude at refineries in Louisiana 
and the last mentioned at Houston, Tex. 

In its protest the New Orleans Refining Company said the 
largest oil company, having headquarters in Louisiana “who has 
pipe lines serving this field and is constructing another large 
pipe line, did not have a representative at the hearing (at St. 
Louis, June 23, when the proposal of the carriers to raise the 
rate was discussed) notwithstanding the fact that in March this 
company vigorously opposed any advance in the 14-cent domes- 
tic rate from this district to Louisiana ports. This testimony 
was given in United Central Oil Corporation vs. Missouri Pacific 
et al., I. C. C. docket No. 16435.” Continuing, the protest said: 
“The initial carriers, Missouri Pacific and the Chicago, Rock 
Island & Pacific, took arbitrary action and insisted upon increas- 
ing the 14-cent rate when the delivering and intermediate car- 
riers were satisfied with the present rates.” 

Commenting on the contentions of the carriers in justifica- 
tion of what they proposed, the New Orleans company denied 
that the emergency which caused the establishment of the 14- 
cent rate had passed. It said the data submitted by the moving 
lines showed that on July 7 there were 29,000,000 barrels in 
storage in the field, whereas a year ago last June, when the 
rate was established to meet an emergency, it was estimated 
that the amount in storage was between 15,000,000 and 20,000,000 
barrels. It said the defense of the proposal showed that in 
May the average daily loading was 566 cars, in June, 767, and 
in the first week of July 798 cars. It denied the average loading 
was 9,000 gallons or that the refinery capacity in the Smack- 
over field was 111,150 barrels per day. It asserted the capacity 
was only 30,000 and that the average loading per car was much 
in excess of 9,000 gallons. 

The protestant asserted that the pipe line of the Standard 
of Louisiana was expected to be completed between August 1 
and August 16 and said the advancd rate would become effective 
on August 16, unless suspended. It asserted that it made in- 
quiries of the Missouri Pacific and the Rock Island last Decem- 
ber and was assured by them that no increase was in contem- 
plation and that upon the faith of those assurances it had made 
contracts for deliveries throughout 1925 at the rate of 10,000 
barrels per day; and that an increase of two cents per 100 
pounds would mean an increase of 2.6 cents per barrel, or $620 
per day. It said there was no warrant in anything that had 
happened in six months for an advance in rates. 

The Sinclair averred it would be irreparably damaged by 
the advance, because it had changed from Mexican to Smackover 
crude at its Mereaux, La., refinery and that its commitments for 
1925 amounted to 2,192,000 barrels. It said it would be physically 
impossible to take delivery on such an amount, even with the 
130,000 barrels of additional storage recently installed by it. It 
said the increase would cost it $45,000 a month. It also referred 
to the prospective completion of the pipe line. 


The Crown company did not go"so much into the matter as 
the other protestants. 
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REVENUE FREIGHT LOADING 


Revenue freight loading the week ended July 18 totaleg 
1,010,970 cars, as compared with 982,809 cars the preceding wee, 
and 930,713 and 1,029,429 cars in the corresponding periods of 
1924 and 1923, respectively, according to the car service division 
of the American Railway Association. 

This was the first week this year that revenue freight loading 
reached the million mark. The increase, as compared with the 
preceding week, was attributed to increased shipments of grain 
and coal. The car service division estimated this spring that 
loading would reach the million mark by the week ended July 1 

Loading by districts the week ended July 18 and for the 
corresponding period of 1924 was reported as follows: 


Eastern district: Grain and pun products, 8,510 and 7,607; live 
stock, 2,424 and 2,877; coal, 45,069 and 40,093; coke, 2,219 and 1,793. 
forest products, 5,322 and 5,952; ore, 4,708 and 6,625; merchandise, I, 
Cc. L., 70,566 and 65,420; miscellaneous, 100,019 and 88,687; total, 1925, 
238,837; 1924, 218,984; 1923, 248,261. 

Allegheny district: Grain and grain products, 3,620 and 2,365; live 
stock, 2,137 and 2,595; coal, 44,264 and 40,069; coke, 4,257 and 3,191: 
forest products, 2,988 and 3,223; ore, 12,872 and 9,971; merchandise, L, 
C. L., 52,669 and 48,227; miscellaneous, 84,061 and 78,296; total, 1925, 
206,868; 1924, 187,937; 1923, 228,079. 

Pocahontas district: Grain and grain products, 220 and 202; live 
stock, 205 and 174; coal, 37,428 and 29,283; coke, 401 and 328; forest 
products, 1,658 and 1,389; ore, 103 and 139; merchandise, L. C. L., 6,943 
and 6,628; miscellaneous, 4,742 and 4,441; total, 1925, 51,700; 1924, 
42,584; 1923, 43,240. 

Southern district: Grain and grain products, 3,966 and 3,889; live 
stock, 1,822 and 2,190; coal, 22,340 and 16,614; coke, 975 and 703; forest 
products, 23,206 and 20,653; ore, 1,327 and 1,222; merchandise, L. C. L,, 
39,698 and 36,554; miscellaneous, 49,488 and 45,448; total, 1925, 142,822; 
1924, 127,273; 1923, 129,601. 

Northwestern district: Grain and grain products, 8,550 and 9,704; 
live stock, 6,874 and 9,534; coal, 5,952 and 4,853; coke, 1,088 and 662; 
forest products, 14,540 and 15,201; ore, 39,727 and 36,941; merchandise, 
L. C. L., 32,942 and 30,009; miscellaneous, 41,189 and 37,382; total, 
1925, 150,862; 1924, 144,286; 1923, 170,270. 

Central Western district: Grain and grain products, 13,700 and 
17,332; live stock, 10,429 and 11,473; coal, 11,818 and 11,937; coke, 255 
and 266; forest products, 11,909 and 10,063; ore, 3,527 and 3,613; mer- 
chandise, L. C. L., 36,485 and 35,909; miscellaneous, 62,344 and 56,172; 
total, 1925, 150,467; 1924, 145,765; 1923, 147,929. 

Southwestern district: Grain and grain products, 5,390 and 6,449; 
live stock, 3,093 and 3,195; coal, 3,871 and 3,854; coke, 190 and 138; 
forest products, 8,726 and 8,121; ore, 456 and 401; merchandise, L. C. L., 
14,291 and 14,102; miscellaneous, 33,397 and 27,624; total, 1925, 69,414; 
1924, 63,884; 1923, 62,049. 

Total, all roads: Grain and grain products, 43,956 and 47,548; 
livestock, 26,984 and 32,038; coal, 170,742 and 146,703; coke, 9,385 and 
7,011; forest products, 68,349 and 64,602; ore, 62,720 and 57,912; mer- 
chandise, L. C. L., 253,594 and 236,849; miscellaneous, 375,240 and 
338,050; total, 1925, 1,010,970; 1924, 930,713; 1923, 1,029,429. 


Loading of revenue freight this year compared with the 
two previous years follows: 











1925 1924 1923 
Five weeks in January............e00. 4,450,993 4,294,270 4,239,379 
Four weeks in February.............. 3,619,326 3,631,819 414,809 
Four weeks in March..........-.eeeee 3,694,916 3,661,922 3,662,552 
Four weeks in April 3,498,230 3,764,266 
oe a eee »473,729 4,876,893 
Four weeks in June ,625,182 4,047,603 
Week ended July 4............... et 757,904 850,082 
Week ended July 11 ’ 909,983 1,019,809 

Week ended July 18............ ccmetan 1,010,970 930,713 029, 
Tete ai ccees ea hewmen each «eee. 27,155,859 25,783,752 26,904,822 


ROLLING STOCK ADDITIONS 
The greatest number of freight cars on record was placed 


- in service the first six months this year by the Class I railroads 


of this country, according to reports filed by the carriers with 
the car service division of the American Railway Association. 
In a statement the asociation said: 


The total number installed the first half of this year was 
83,291, exceeding by 12,417 the number placed in service the first 


six months last year and by 4,051 the number placed in service 
the first six months in 1923. 


Box cars placed in service in the six months’ period totaled 
43,627, an increase of 12,191 over the number of such cars installed 
in the same period last year and 10,541 in excess of the same 
period in 1923. Coal cars placed in service this year numbered 
29,504, an increase of 7,029 above last year, but 2,240 below two 
years ago. The railroads also installed 3,382 refrigerator cars, 


a decrease of 3,531 compared with last year and a decrease of 
6,049 compared with 1923. 


While the number of freight cars placed in service the first 
six months this year was the greatest for any corresponding 
period on record, there was a substantial reduction in the number 
of freight cars on order on July 1, this year, compared with the 
same date in prior years. Freight cars on order on July 1, 1925, 


totaled 23,197, compared with 60,315 on July 1, 1924, and 96,855 
on July 1, 1923. 


Class I railroads in the first half of 1925 placed in service 927 
steam locomotives, compared with 1,071 in the same period last 
year and 1,998 in the same period in 1923. The same roads on 
July 1, 1925, had 279 locomotives on order compared with 360 on 
the same day last year and 1,902 two years ago. 

These figures as to cars and locomotives include new, rebuilt 
and leased equipment. 

The average capacity of the freight cars owned by the Class I 
railroads on July 1 this year was 44.56 tons, compared with 43.88 
tons on the same date last year, or an increase of 1.5 per cent. 

The average tractive power per locomotive on July 1 this year 
was 40,215 pounds compared with 39,571 pounds on the same date 
last year, or an increase of 1.6 per cent. 
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Decisions of Interstate Commerce Commission 


LAKE CARGO COAL CASES 


In a mimeographed report in the so-called lake cargo coal 
cases, the Commission found that rates on bituminous coal from 
mining districts in Pennsylvania, Ohio, Maryland, West Virginia, 
Kentucky, and Tennessee to Lake Erie ports for shipment by 
yessel, were not unreasonable, unduly prejudicial, or otherwise 
unlawful. An order was entered dismissing the complaints in 
No. 15007, Pittsburgh Coal Producers’ Association et al. vs. Ash- 
jand Coal & Iron Railway Company et al., No. 15007 (sub.-No. 1), 
Pittsburgh Vein Operators’ Association of Ohio et al. vs. Same, 
and No. 15423, Northern West Virginia Coal Operators’ Associa- 
tion vs. Baltimore & Ohio et al., collectively known as Lake 
Cargo Coal Rates, 1925, mimeographed. The dismissal is inter- 
preted by some of those who followed the case, as being, in sub- 
stance, a declaration by the Commission that the condition about 
which the complainants testified, is due, not to the rates from 
the more distant districts, but to the competition of the operators 
in Cambridge and No. 8 districts in Ohio. The rates from those 
districts are 163 cents, while the rate from the district in which 
the leading complainants operate is 168 cents. Specifically the 
Commission found: 


After full consideration and upon the entire record we find that 
the present rates on lake cargo coal from the Pittsburgh, Ohio No. 
8, Cambridge and Fairmont districts do not exceed the maximum 
of reasonableness and are just and reasonable rates, and that the 
rates assailed on lake cargo coal from these and other districts are 
not unduly. prejudicial, unduly preferential, or otherwise unlawful. 
The complaints will be dismissed. 


Although representations about the bearing of the Hoch- 
Smith resolution were filed in this case, no mention, by name, 
of that legislation, was made in the report, which was written 
by Commissioner Hall. Just before setting down the finding, 
Mr. Hall made an inclusive statement that “these cases have 
been prepared with care and presented upon a comprehensive 
record. The contentions of the various parties—complainants, 
interveners and defendants, have all been considered and weighed, 
ery not all of them have been recited or discussed in this 
report.” 

This report is wholly unlike the recommendations made by 
Assistant Chief Examiner Charles F. Gerry and Examiner C. I. 
Kephart. They recommended a material revision, with rates 
graded up from 115 cents from the closest districts, Butler-Mer- 
cer, Massillon and Deerfield to 228 from Clinch Valley No. 2, 
Oakdale, Stonega and Radford, with 142 from Oldham, Reynolds- 
ville, No. 8, Freeport and Cambridge, and 145 from Pittsburgh. 
That recommendation, if adopted as made, would have reduced 
the maximum rate from 241 to 228 cents but increased the max- 
imum spread five cents a ton. 

This was the fourth time the Commission had the matter of 
lake cargo coal rates under consideration since 1911, the first de- 
cision having been made in I. and S. No. 26, 22 I. C. C. 604, early 
in 1912. Concurrently it had under consideration Boileau vs. 
P&L. E., 22 1. C. C. 640, affirmed in June, 1912, in 24 I. C. C. 
129. The third time was in Lake Cargo Coal Rates, 46 I. C. C. 
159. In the Boileau case it reduced the rate from the Pittsburgh 
field from 88 to 78 cents but the effect of that reduction was 
nullified, to a large extent, if not completely, by the refusal of 
lines not serving the Pittsburgh district, to allow the rate from 
Pittsburgh to be put 10 cents under rates from competing fields. 

After setting forth those facts Mr. Hall said that, in a sense, 
therefore, the present proceedings might be said to bring down 
to date the readjustment prescribed in the Boileau case and to 
place, comprehensively, before the Commission, the relationship 
of rates from all the Appalachian districts, some 53 in number, 
sixteen of which, in 1923, shipped approximately 95 per cent of 
the total tonnage. In that year the tonnage was 29,840,000 but 
the average is usually stated to be about 26,000,000. 

Mr. Hall set forth the formal averments, those in No. 15007 
and sub-No. 1 being that the rates from the Pittsburgh district, 
the panhandle of West Virginia, and in No. 8 and in Cambridge 
in Ohio, were unjust and unreasonable, per se, relatively unrea- 
sonable and unduly prejudicial as compared with the rates from 
all other districts in the Appalachian region and that the rates 
from the other districts were unduly preferential; that in No. 
15423 the operators in the Fairmont district alleged that the rate 
therefrom was unreasonable and unduly prejudicial as compared 
with corresponding rates from Pittsburgh, No. 8, and the Cam- 
bridge districts, the Crooksville and Shawnee districts of south- 
ern Ohio, and the Connellsville district of southwestern Pennsyl- 

vania. He said they asked for reasonable, non-prejudicial and 
non-preferential relationship of rates and invoked the Commis- 
sion’s power to prescribe minimum rates in so far as requisite 
to effectuate such an adjustment. He said they asked for a rate 
of 123 cents from the No. 8 district and 126 from Pittsburgh, the 
new rates preserving the present relationship of the Cambridge 





and No. 8 districts in Ohio three cents ‘under Pittsburgh. Like- 
wise he set forth the formal contentions of the interveners, the 
same being the operators in all the districts, other than the Fair- 
mont, who were complainants, and in effect interveners in the 
two leading cases. He did likewise with the contentions of the 
carriers, even to the point of setting forth that the Wheeling & 
Lake Erie claimed the spreads were too narrow but that the 
rates from the nearer districts were not unreasonable, while the 
other railroads made a general resistance. 

After doing that and setting forth some of the main facts in 
the testimony Mr. Hall said it was clear the main issue was in 
respect to the rate relationship between Pittsburgh, Ohio No. 8 
and Cambridge and those in southern West Virginia and Ken- 
tucky. Complainants’ principal witness, he said, testified that 
they did not expect to keep West Virginia and Kentucky out of 
the lake cargo market even if they secured the proposed differ- 
entials, but that they undoubtedly could keep them out to an ex- 
tent, adding “it will be merely a question of confining their 
growth as closely as we can.” He also quoted the testimony of 
that same witness, on cross examination in which he said any 
rate case he ever heard of was a commercial fight “and this is 
just like the rest of them.” 

Quoting from the Boileau case to show that that contest was 
a differential question Mr. Hall said that what was true then was 
true now. , 

“Complainants make a determined attack upon the reason- 
ableness of the rates from Pittsburgh, Ohio No. 8, and Cam- 
bridge districts,” said Mr. Hall, “but confess that it would avail 
them little, if anything, for us to sustain their contentions in full 
and reduce their rates if we do not also prevent corresponding 
reductions in rates from the districts alleged to be preferred. 
To that end they expressly invoke our power to prescribe min- 
imum rates from those competing districts.” He said the com- 
plainants pointed to their diminishing proportion of the yearly 
movement of lake cargo coal as evidence that their present rate 
was higher than the traffic would bear. Mr. Hall reproduced the 
statistics they said showed that diminishing proportion, and then 
said: 


A brief consideration of these figures will serve to indicate why 
many of the districts alleged to be preferred may be eliminated from 
further consideration. In 1913, the first full year during which the 
78-cents rate prescribed in the Boileau case was in effect, 26,830,000 
tons of lake cargo coal were shipped or about 3 million tons less 
than in 1923. The total tonnage from the Crooksville, Hocking, 
Shawnee, Pomeroy and Jackson County districts, all in Ohio, de- 
clined nearly 500,000 tons in 1923 as compared with 1913, whereas 
Ohio No. 8, shipping under the same rate, showed a substantial in- 
crease. In 1921 the tonnage from these southern Ohio districts was 
less than half that of 1913 but the tonnage from Ohio No. 8 was 
substantially increased. 

Complainants make no serious contention that the rates from 
other districts than theirs in Ohio and Pennsylvania are unduly 
preferential. 


Aside from the specific finding and the observation about the 
Commission having considered everything even if it did not men- 
tion everything in the record, the Commission, in disposing of 
the case, said: 


In 1911 Ohio No. 8 and Cambridge shipped about 12 per cent of 
the total lake cargo coal; in 1913, about 15 per cent; in 1921 over 
20 per cent and in 1923 over 15 per cent. These two districts have 
increased their tonnage and their percentage of the total until 1923 
when the percentage was as great as in 1913, and greater than in 
1911. In 1921, when they shipped over 20 per cent of the total, the 
rate level was at its highest and, under complainants’ theory of the 
effect of successive rate increases, the maintenance of the differentials 
prescribed by us in 1917 should have had its most depressing effect. 
In 1923, after the general 10 per cent reduction in rates, their ton- 
nage was about the same as in 1921, but the percentage of the total 
was less. 


We think it fairly evident that the maintenance of the differentials 
prescribed by us In 1917 has not unduly prejudiced Ohio No. 8 and 
Cambridge. Neither has it been shown that they have unduly preju- 
diced Pittsburgh. True, its tonnage has fallen off, but why? Other 
districts, producing coals which, unlike the Pittsburgh coals, are lim- 
ited as to use, have been holding their own in competition with the 
southern districts, and Pittsburgh’s poorer showing must be due 
to something other than the 25 and 40-cent differentials in its favor. 
The table above shows that Ohio No. 8 and Cambridge have gained 
on Pittsburgh fully as fast as the southern districts, if not faster. 
Yet Pittsburgh contends that rates from the south 25 and 40 cents 
higher than its own rates are unduly prejudicial to it and makes 
no complaint of the rates from Ohio which are less than its own 
by 3 cents or more. 


As bearing upon the issue of undue prejudice it should be noted 
that the lines principally interested in the rates from the southern 
West Virginia and Kentucky districts are in no wise responsible 
for the rates maintained from the complaining districts. It is true 
that some defendants participate in rates and handle traffic from 
both the complaining districts and those alleged to be preferred. But 
such important lines as the Bessemer & Lake Erie, Montour, West 
Side Belt, Pittsburgh & West Virginia, Wheeling & Lake Erie, and 
Pittsburgh & Lake:Erie, serving the complaining districts, do not 
— in rates or traffic from southern West Virginia or Ken- 
ucky. 
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So also the Chesapeake & Ohio, Norfolk & Western and Louis- 
ville & Nashville, which serve southern West Virginia and Ken- 
tucky, do not participate in rates or traffic from the complaining 
districts. Neither does the Hocking Valley, controlled as it is by 
the Chesapeake & Ohio, which together form a through route to 
Toledo from the important southern West Virginia and Kentucky 
districts. Much coal from the districts served by the Norfolk & 
Western is also forwarded over the Hocking Valley. More coal is 
dumped at Toledo than at any other lake port. It is apparent that 
the carriers controlling the rate adjustment from the southern West 
Virginia and Kentucky districts are not the same as those which 
control the adjustment from the complaining districts. The basis for 
a finding of undue prejudice is thus lacking, even if the facts ad- 
duced to support such a finding would in other respects support 
it, as they do not. <a 

Realizing this, complainants invoke our power to prescribe mini- 
mum rates. In Sugar Cases of 1922, 81 I. C. C, 448, 472, we said: 

“No doubt the power to fix such minimum rates can in some 
situations be employed to advantage and with propriety, for the 
purpose of adverting rate wars, which are always injurious to the 
earriers and ordinarily, in the long run, to the public interest, or 
for the purpose of preventing an unjust burden upon other forms 
of traffic or upon other parts of the country. We believe, however, 
that this power should be sparingly exercised and only in cases where 
it clearly appears that its exercise is hecessary in order that sub- 
stantial public injury may be avoided.”’ 

No rate war is imminent. Allegations in the Ohio complaints 
that rates from the southern districts were unduly low were with- 
drawn at the hearing. Regulatory commissions of the states where 
most of this coil is consumed contend vigorously and earnestly that 
grave public injury would be caused by a widening of these differ- 
entials, and that the public interest would be promoted by narrowing 
them. In no proceeding before us have consumers and their repre- 
sentatives insisted more earnestly and forcibly than they have here 
that their interests be not submerged in the struggle between com- 
peting coal districts. * * * 

The differentials here are not only the result of years of ex- 
periment but in fact are those prescribed by us. They have not 
been shown to result in undue prejudice to the complainants. 

The Fairmont complainants are here primarily to resist the al- 
legation of undue prejudice to Ohio No. 8 and Pittsburgh made by 
the other complainants as to the rates from that district. They con- 
tend that they are entitled to relief as great as or greater than that 
sought by Pittsburgh, and ask that we leave defendant Baltimore 
& Ohio free to give Fairmont~such relief as it may consider just 
and proper. 

They have not shown that under the differential prescribed by 
us in 1917 they have been unduly prejudiced or that their competitors 
in Ohio and Pennsylvania have been unduly preferred. 

In these proceedings the issue of unreasonableness although 
vigorously pressed and vigorously met by the respective parties, 
is on the whole subordinated to that of undue prejudice. No rates 
are attacked as unreasonable except from thee Pittsburgh, Ohio 

~No. 8, Cambridge and Fairmont districts. Complainants operating in 
the three first-named of these four districts insist that the rates 
“must be judged by the standard of cost and fixed on that basis.” 
We recognize that since we decided the Boileau case more accurate 
data have become available, that progress has been made in railroad 
cost accounting and that property values can be more nearly ap- 
proximated than was possible then. But it by no means follows 
that our duty under the law to prescribe just and reasonable rates 
has been reduced or assimilated to a mathematical process. Com- 
plainants do not purport to show actual costs, and the costs arrived 


at by use of their methods vary considerably between the years 
1922 and 1923. 


The rate level on lake cargo coal from complainants’ districts 
is wy: 4 considerably below the rate level on commercial coal mov- 
ing in the same territory. The following facts are established be- 
yond question by this record: (1) lake cargo rates from Pittsburgh 
and Ohio No, 8 produces less revenue for hauls to the ports than 
do their local rates to the ports; (2) lake cargo rates from Pitts- 
burgh and Ohio No. 8 produce less revenue than do rates on com- 
mercial coal from the same districts to interior points in the same 
general territory; and (3) lake cargo rates from Pittsburgh and Ohio 
No. 8 are relatively lower than the rates of the defendants serving 
these districts, or of other defendants, for moving commercial coal 
to destinations in the east. Many of the rates on commercial coal 
have been reviewed by us and the entire coal rates structure has 
stood the test of years. For complainants to say that comparison 
of these lake cargo rates with the rates on commercial coal, which 
far exceeds in tonnage that of lake cargo coal, is not relevant to 
test the level of the rates, but only relevant to test the propriety of 
the spread between the lake cargo rates from the various districts, 
is to ask us to ignore the most obvious, dependable and outstanding 
test of reasonableness which the situation affords. We cannot accede 
to such a proposition. We adhere to what we said in the Boileau case, 
22 I. C. C. 640 at 655: ) 

“* * * cost is only one of the elements entering into a rate. 
When we consider the coal rates from all the fields which will be 

. affected by this change in the Pittsburgh rate, the disturbance in 

established differentials, the possible deflection of the currents of 
coal trade and its effect upon operators elsewhere, the effect upon 
the carriers directly involved and the indirect effect upon other 
carriers, and all the other valid considerations, we are forced to 
the conclusion that a rate lower than this would not be just and 
reasonable under the conditions disclosed by this record.’ 


The present rate on lake cargo coal from Pittsburgh to Cleve- 
land is $1.66; from Ohio No. 8 $1.63. The rates on commercial coal 
to this large consuming city are $1.84 and $1.74, respectively. Com- 
Plainants would have us reduce these lake cargo rates to $1.26 from 
Pittsburgh and $1.23 from Ohio No. 8, with a resulting difference 
of 58 and 51 cents, respectively. The record contains no justification 
for such an adjustment. In Lackawanna Steel Co. vs. Director Gen- 
eral, 87 I. C. C. 383, decided January 26, 1924, rates on bituminous 
coal from Pittsburgh, Ohio No. 8 and other districts to Buffalo and 
points taking the same rates were found not unreasonable. The rate 
from Pittsburgh to Buffalo at that time was $2.51 for an average 
distance of 284.3 miles from all mines in the district. Again in 
Lackawanna Steel Co. vs. P. R. R. Co., 88 I. C. C. 759, decided April 
21, 1924, we found the rates on coal from Pittsburgh and other dis- 
tricts to Buffalo not unreasonable and also found the relationship 
between ore and coal rates not unduly prejudicial. The complain- 
ants here before us lay some stress upon the difference between 
the ex-lake ore rates and lake cargo coal rates now in effect and 
those existing at the time of our decision in the Boileau case. But 
in the case last cited, after most careful consideration of the 
rates both on ore and on coal upon a complete record, and after 
saying, ‘‘while ore and coal rates may be compared in dealing with 





either, they are not controlling of each other, but are to be con- 
sidered along with all other factors,’’ we found that complainanty 
demand for a narrowing of the spread between the coal and ore 
rates could not be sustained. 


Commissioner McChord, without saying whether he cop. 
curred or dissented, said that in the Ohio-Michigan Coal Cases, 
80 I. C. C. 668, he expressed the opinion that southern Ohio 
mines should have rates of 60 and 90 cents below the Inner anq 
Outer Crescent, respectively, to give them the advantage of their 
geographical location. The record in this case, he said, had not 
changed his views but still further convinced him that the-a¢- 
justment failed to accord the complaining Ohio and Pittsburgh 
groups rates to which they were justly entitled. 

Commissioner Campbell, concurring in the finding that the 
rates were not unreasonable per se, said he was not satisfied 
with the present relationship between the various districts of 
origin, believing that the spreads, in some instances, were too 
small and should be fixed with greater regard for the additional 
haul from farther districts. He said that to do that would re. 
quire the exercise of the minimum rate power but he said he was 
not convinced that the record afforded a basis for the exercise 
of that power. 

Commissioner Eastman, dissenting and being backed in that 
by Commissioner McManamy, said, in his judgment the record 
amply justified a conclusion that the rates from the complaining 
districts to the nearest ports were too high and should be re- 
duced. He went fully into the case, giving particular attention 
to the percentage of increases from the northern districts which 
were greater than from the more distant districts. 

Calling attention to what he called the bitterness with which 
the case had been conducted, Mr. Eastman said it naturally had 
given rise to fantastic claims on both sides and then said: 


One such claim which in my opinion is without foundation is 
that it is necessary to give the southern fields in Kentucky and 
West Virginia access to the northwestern markets in order to en- 
sure a reasonable price for coal in those markets. Coal production 
in the Ohio No. 8, Cambridge and Pittsburgh districts is not mon- 
opolized and the supply vastly exceeds the demand. If the north- 
western markets were dependent for their coal upon these districts 
alone, it would not eliminate competition. It might actually result 
in lower prices, because of the better operating conditions which would 
result in those districts from a strengthened demand. But as a matter 
of fact, if the northwestern markets were deprived of access to 
Kentucky and West Virginia coal they would not be dependent upon 
the Ohio and Pennsylvania districts alone, but would continue to 
enjoy the sharp competition of the many Illinois fields, where, also, 
production is not monopolized and the supply exceeds the demand. © 

It is wholly fallacious to assume that more competition is 
needed to reduce the price of bituminous coal. What is needed is 
clearly steady production at the mines and also a reduction in the 


present gross waste of transportation in the movement of the coal 
to the market, 


Commissioner Lewis dissented without setting forth his 
views. 


BRICK INCREASES FORBIDDEN 


The Commission, in I. and S. Nos. 2384 and 2366, mimeo- 
graphed, has found the proposed cancellation of the application 
of the combination rule, in connection with rates on brick and 
articles taking the same rates, and on drain tile, from Mason 
City and related Iowa points, to Minnesota basing points, in- 
cluding the Twin Cities and head of the lakes, also Wisconsin 
points, not justified. A like finding has been made in respect of 
proposed increased rates on brick and other articles taking the 
same rates from Mason City to destinations on the Omaha and 
the Soo Line in Wisconsin. A third finding of non-justification 
condemned the proposed cancellations of commodity rates on 
brick, drain tile and other clay products from Mason City, Des 
Moines, Acme and Rockford to Ashland, Wis. 

Iowa interests protested and procured the suspension of the 
tariffs. The Commission said the tariffs sought to be amended 
were subject to the combination rule, but that the suspended 
tariffs, by means of an exception proposed to make the rule in- 
applicable in connection with rates from Mason City to the 
points hereinbefore mentioned. The Commission said that most 
of the tariffs publishing rates beyond the Twin Cities and other 
basing points made reference to the combination rule, so that, 
generally speaking, no increased through rates would result, 
because of the principle announced in Sligo Iron Store Co. vs. 
Western Maryland, 62 I. C. C. 643 and 73 I. C. C. 551. Under 
that rule the lines beyond the basing points would have had to 
absorb enough to protect the rates at their present level and 
yet give the originating lines the benefit of the whole rates to 
the basing points. 

The Commission said the respondents declared they were 
familiar with its views regarding the desirability of cancelling 
the applicability of the combination rule, and added that it was 
not their purpose to increase the through rates by such cancel- 
lation. While the carriers said they were familiar with the 
views of the Commission on that point the report was extended 
enough to enable the Commission to re-state a part of its report 
in Combination Rule on Box Shooks, 89 I. C. C. 219, wherein 
it pointed out the undesirability of continuing the rule as a fix- 
ture in the tariffs, but said it did not think carriers publshing 
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one factor of a through rate under which there was substantial 
movement should be permitted to cancel the application of the 
combination rule to that factor, unless carriers publishing the 
other factors joined in the cancellation or in the publication 
of joint through rates. In view of the opinion therein expressed, 
the Commission said it was unneessary further to discuss the 
evidence bearing on the proposed cancellation, which, as be- 
fore remarked, would have placed the burden of full absorption 
on the carriers publishing the factors beyond the basing points. 


The increase in rates from Mason City to Wisconsin destina- 
tions on the Omaha and the Soo Line was intended to restore 
the 12 cent rate that was in effect prior to November 11, 1924. 
The Minneapolis & St. Louis proposed a cut to 10.5 cents, which 
was found justified in I. and S. No. 2184, 93 I. C. C. 81, and al- 
lowed to become operative on the day mentioned. The Omaha 
said the Minneapolis & St. Louis published the reduction to all 
Omaha stations in Wisconsin, whereas it was desired to con- 
fine the reductions to Ashland, Superior and Duluth. The Soo 
Line said the 10.5 cent rate was published to points on its line 
over its protest. The two roads said the 12 cent rate proposed 
by them applied over the North Western, the direct line. The 
Commission said the Milwaukee’s rate of 10.5 cents from Mason 
City applied over its line and the Omaha, a slightly shorter 
route than that over the Omaha and Minneapolis & St. Louis. 
The respondents, the report said, contended the present rates 
from Mason City were out of line with the scale prescribed in 
Ballou Brick Co. vs. Santa Fe, 77 I. C. C. 4, and Mason City 
Brick & Tile Co. vs. Director-General, 77 I. C. C. 22. The Com- 
mission said those comparisons were not convincing and that 
the question of rates from Illinois in comparison with those from 
Mason City was in issue in No. 15061, Western Brick Co. vs. 
New York Central, now pending, and that in No. 14239, Rock- 
ford Brick & Tile Co. vs. Rock Island et al., also pending, the 
complainant attacked, as unjust, unreasonable, unjustly dis- 
criminatory and unduly prejudicial, the rates on brick, hollow 
building tile and drain tile from Rockford, Sheffield and Hamp- 
ton, Ia., to destinations in Iowa, Minnesota, the Dakotas and 
Nebraska. 


ADHERES TO ORIGINAL FINDING 


The Commission, in a report written by Commissioner Cox, 
on No. 12712, Hood Coal Company et al. vs. Monongahela Valley 
Traction Company (now Monongahela West Penn Public Service 
Company), et al., and I. and S. No. 2390, mimeographed, on re- 
hearing, has affirmed the finding in the original report, in the 
formal docket case, 73 I. C. C. 54, that combination rates on coal, 
from complainants’ mines on the Monongahela West Penn Public 
Service Company to interstate destinations, were not unreason- 
able or otherwise unlawful. In the investigation and suspension 
docket proceeding, the Commission found the defendant in the 
formal case, respondent in the investigation case, had justified 


‘schedules proposing to cancel interstate rates from the mines in 


question, vacated the order of suspension and discontinued the 
proceeding. 


The Monongahela was built, according to the report, to 
handle inter-urban passenger traffic but upon the insistent re- 
quests of the complaining coal companies, agreed to haul coal 
over certain parts of its lines in cars obtained from its connec- 
tions, the Baltimore & Ohio and the Western Maryland. It made 
revocable contracts for side tracks and engaged in the business 
of hauling coal over short stretches of its tracks where condi- 
tions were not prohibitive. The mines, Mr. Cox said, operated 
when the demand for coal was heavy and prices high but that in 
1920, 1922 and 1923, when the mines were operated, the average 
output was less than a carload a day. Since April, 1923, he said, 
they had not operated. 


Notice of the revocation of the contracts for sidings has been 
given in accordance with the contracts and the suspended sched- 
ules proposed to cancel the rates so the public service corpora- 
tion, which handles some package freight but is engaged mostly 
in transporting passengers and furnishing light and power, can 
retire from the business which it did not wish to enter. Mr. Cox 
said that in justice to the respondent it should not be compelled 
to maintain the switch connections on the remote possibility of 
the return of market conditions under which the mines had oper- 
ated in the past. 


INDIAN VALLEY COAL RATES 


With Commissioner Campbell dissenting, the Commission 
has dismissed No. 15472, Indian Creek Coal & Coke Company vs. 
Atlantic City Railroad Company et al., opinion No. 10484, 100 I. 
C. C. 375-82, finding rates on coal, from points on the Indian 
Creek Valley railway to eastern and New England destinations 
not unduly prejudicial. Commissioner Esch wrote the report, 
which follows the conclusions reached in Rogers & Prinkey vs. 
Baltimore & Ohio, 30 I. C. C. 32, and not those reached in Mel- 
croft Coal Company vs. Indian Creek Valley, 81 I. C. C. 251. 

The Commission, in Rogers & Prinkey approved rates from 
points on the Indian Creek Valley road to eastern destinations 


THE TRAFFIC WORLD 


237 


based on a differential 10 cents over the Meyersdale group rates. 
In the Melcroft case it found the rates from Melcroft, a point on 
the Indian Creek Valley, to Baltimore, Phifadélphia and other 
points on the Baltimore & Ohio taking the same rates, for local 
track delivery, and to Baltimore for transshipment to barges for 
local harbor delivery, unduly prejudicial to the extent they ex- 
ceeded the rates on like traffic from the Meyersdale region of 
that carrier to the same destinations. 


In complying with the order in the Melcroft case the Valley 
and the Baltimore & Ohio, the only defendants, established the 
Meyersdale basis from all points on the initial line referred to. 
The rates assailed in this case are uniformly 10 cents higher 
than from the Meyersdale region, except where the Meyersdale 
group rate is observed on traffic delivered on Baltimore & Ohio 
rails. The Baltimore & Ohio and the Valley, Mr. Esch said, 
offered no testimony in this case and when he used the word 
defendants he meant only those carriers other than those men- 
tioned. The Melcroft Coal Company intervened in this case in 
support of the complaint and when he referred to the complain- 
ant he also included the intervener. 


Reviewing the Melcroft case, Mr. Esch added that the record 
in that case showed, in addition to data pertaining to the char- 
acter of the coals in western Pennsylvania, Maryland and ad- 
joining parts of West Virginia, the condition of the Melcroft 
company, one of the items being that in the last three years it 
sustained losses of from $100,000 to $125,000. As to correspond- 
ing matters pertaining to the complainirg company, he said, the 
record was silent, although it was testified generally that the 
operators on the Valley had to absorb the differential to make 
sales and that that absorption had greatly retarded the develop- 
ment of their properties. 


Asserting that it was not seeking to equalize commercial 
conditions, the complaining company took the position, Mr. Esch 
said, that coals from mines on the Valley, though inferior in 
quality to the average Meyersdale and Clearfield coals, neverthe- 
less competed exclusively with the coals from those districts; 
that the mines in the valley “are geologically, commercially and 
geographically in the ‘Clearfield-Meyersdale’ region; that the 
average distance from such mines to the nearest point taking the 
Meyersdale rate was only ten miles; and that the transportation 
service was not greater than the average service rendered in 
handling coal from such other regions to the same destinations 
and that there should be no difference in rates.” It argued that 
as larger groups were ordinarily maintained in connection with 
long-haul traffic than in connection with short-haul traffic, and 
as the distances to the destinations involved in the present case 
were generally greater than in the Melcroft case, the present 
record presented even stronger grounds for relief than in that 
proceeding. 

On the other hand, the defendants contended that because of 
an inadequate record in the Melcroft case the Commission 
reached erroneous conclusions; that as they were not parties to 
that proceeding their rights should not be prejudiced; and that 
the facts in this case warranted different conclusions. 

Among the questions brought forward to distinguish the 
earlier Prinkey case and the Melcroft case was the question of 
the boundary between the Indian Creek valley and the Meyers- 
dale region. In the Prinkey case the Commission said the nat- 
ural physical boundary was the Laurel Hill anticlinal, directly 
east of the Indian Creek valley. In the Melcroft case the Com- 
mission said, the record left no doubt that the natural physical 
boundary between the upper and lower coal measures was 
Chestnut Ridge, just west of the Indian Creek valley. 

Commissioner Esch said the record now showed that Laurel 
Hill had an average elevation from 200 to 300 feet in excess of 
the average elevation of Chestnut Ridge, and that fact, he said, 
caused the defendants to contend, justified the conclusion 
reached in the Prinkey case, respecting the proper western 
boundary of the iower-rated Meyersdale region. He went into 
the question of where the Indian Creek valley, geologically and 
geographically, was to be classified and brought into the discur- 
sion the Ligonier valley, which lies between Chestnut Ridge and 
Laurel Ridge, the two ridges that have been assigned the honor 
of being the boundary between the Meyersdale and Indian Creek 
regions; also data about the width and thickness of seams of 
coal, distances to markets and rate differentials, coming to the 
ultimate conclusion that the deefndants’ testimony in hte Mel- 
croft case was extremely meager. In conclusion, he said that 
upon the more comprehensive record presented in this case the 
Commission was convinced the present case presented no rea- 
sons for departing from the conclusions reached in the Rogers 
& Prinkey case. - 

Commissioner Campbell said the competition which the 
Indian valley mines had to meet came, not from the Greens- 
burg region, about which the defendants talked much, but from 
the Meyersdale-Clearfield region. He said the testimony was 
undisputed that the valley mines had to absorb the differential 
over the Meyersdale-Clearfield region in order to make sales. 
In view of the extensive grouping voluntarily maintained by the 
railroads and in view of the circumstances in this case, he said 
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the finding here should have been to the same effect as in the 
Melcroft case. 


CEDAR PENCIL SLAT RATES 


An order to revise rates on cedar pencil slats, in carloads, 
not later than October 1, has been made in No. 16769, Joseph 
Dixon Crucible Company et al. vs. Pennsylvania et al., mimeo- 
graphed, from Shelbyville, Murfreesboro, Lewisburg, South Pitts- 
burg and Chapel Hill, Tenn., to Jersey City and New York, also 
from Shelbyville to Savannah, Ga., to the basis of 120 per cent 
of the contemporaneous rates on lumber of the same species. 
The report also covered No. 15608, F. & O. Cedar Works, Ltd., 
vs. Nashville, Chattanooga & St. Louis et al. 

The first mentioned complaint, filed by the Dixon company 
and the Eagle Pencil Company, alleged the rates of 83.5 prior to 
July 1, 1922, and 75 cents thereafter, charged on 77 carloads 
shipped between April 1, 1922, and December 31, 1923, were un- 
reasonable to the extent they exceeded 66.5 and 60 cents. It 
asked for a reasonable rate for the future and reparation. The 
second complaint alleged the rates of 65 cents before and 58.5 
cents after July 1, 1922, charged on 27 carloads, shipped from 
Shelbyville, Tenn., to Savannah, were unreasonable to the extent 
they exceeded the contemporaneous rates from Huntsville and 
Chase, Ala., which were 40 cents before and 36 cents after July 
1, 1922. It also asked for a reasonable rate for the future and 
reparation. 

A rate of 50 cents on cedar pencil slats, the Commission 
said, was established from Shelbyville to New York in April, 
1893, and was extended to other producing points between Nash- 
ville and Chattanooga on the Nashville, Chattanooga & St. Louis. 
Under the two general increases and the reduction of July 1, 
1922, that rate became 75 cents. After the hearing in this case, 
the report said, the rate from Huntsville and Chase to Savannah 
was increased from 36 to 58.5 cents. The rate of 36 cents from 
Nashville to Savannah was canceled after the filing of the com- 
plaints. 

Pencil slats, 7.25 inches long, 2.125 inches wide and about 5 
millmeters thick, the Commission said, were a manufactured 
product to the extent that lumber was a manufactured product 
and no more. Each, it said, was sawed from logs or other rough tim- 
der, slats from stumps, fence rails, logs from old cabins and trees 
that were originally not thought worth cutting, to its final form, 
except that lumber was in part surfaced and grooved in addition. 
Both, it said, were carried in ordinary box cars and loaded ap- 
proximately to the same weight; the risk of damage in transit 
was practically the same but that the financial loss was greater 
in the case of slats because of their higher value. Damage, how- 
ever, it said, so seldom occurred that that consideration was not 
of much significance. It said the higher value of slats, howevef, 
was a matter which might properly receive consideration in fix- 
ing rates thereon. 

The defendants argued, the Commission said, that, as the 
supply of pencil slat material was becoming exhausted they 
would be justified in raising the rates to the fifth class basis. 
The Commission said the pencil slats were entitled to reasonable 
rates so long as they moved. It said that the material was scat- 
tered that would otherwise go to waste and its use should be 
facilitated. 

Notwithstanding that in Eagle Pencil Company vs. N. C. & 
St. L., 25 I. C. C. 203, it held the 50 cent rate hereinbefore men- 
tioned as the foundation upon which rested the 75 cent rate un- 
der attack not unreasonable, it condemned the 75 cent rate and 
awarded reparation to the basis of 120 per cent of the contem- 
poraneous cedar lumber rates. The rates on cedar lumber, it 
said, to New York were: 46.5 cents from South Pittsburgh; 47.5 
cents from Chapel Hill; 49 cents from Murfreesboro; 50 cents 
from Lewisburg and 50.5 cents from Shelbyville. 


GASOLINE FROM CASPER 


A revision of rates on petroleum oils, including gasoline, 
from Casper, Wyo., to points in Montana, not later than October 
1, has been ordered in connection with No. 15717 (Sub-No. 1), 
Texas Company vs. Chicago, Burlington & Quincy et al. (mimeo- 
graphed, the order being based on a finding of undue prejudice 
in the rates from Casper to Montana. The rates were found 
not unreasonable. The new adjustment is to be made in ac- 
cordance with the measure in the Montana distributing scale, 
which is carried as an appendix in the report. 

The report, written by Commissioner Esch, by title, was 
based on No. 15717, Texas Co. vs. Chicago, Burlington & Quincy 
et al., a complaint assailing rates from Casper to points in 
Colorado, which were alleged to be unreasonable and unduly 
prejudicial. At the hearing on that case the complainant was 
withdrawn because a satisfactory adjustment had been made. 
That withdrawal left the sub-number to be dealt with. That 
sub-number alleged the rates on petroleum oil, including gasoline, 
from Casper to points in Montana, since February 1, 1923, had 
been, were and for the future would be unreasonable, unjustly 
discriminatory and unduly prejudicial as compared with rates 
from Greybull and Cowley, Wyo., to Montana points. 

Casper, says the report, is on the Burlington. Greybull and 
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Cowley are on the Burlington and the North Western, about 202 
and 245 miles, respectively, northwest of Casper. The average 
difference in rates from Casper on the one hand and Greyby]] 
and Cowley on the other, to 39 points in Montana, the Commis. 
sion said, was about 22 cents. That was the difference after 
rates were reduced from Greybull and Cowley, without corre. 
sponding reductions from Casper, September 15, 1922. 

Specifically the complainant, the report said, asked for rates 
from Casper 6 cents over those from Greybull and Cowley. [It 
based that request upon the hypothesis that if six cents over 
Casper from Florence, Colo., to the Montana destinations wag 
proper, then a like differential, Casper over Greybull and Cowley 
would be proper. To some points in Montana, the report said, 
traffic from Florence moved through Casper. The differences in 
the rates from Florence varied from 6 to 28.5 cents. The com. 
plainant figured its disadvantage at from 0.759 to 2.64 cents per 
gallon, using the estimated weight of 6.6 pounds per gallon 
to ascertain the weight in figuring costs. It figured the freight 
costs for itself at from 4.026 to 6.27 cents per gallon and those 
of the Greybull refined at from 2.509 to 5.511 cents per gallon. 

Defendants expressed a willingness to establish, from Casper, 
the same scale as prevailed from Greybull, subject to the present 
rate of 95 cents to Sponkane as the maximum. The Commission 
said the rates proposed would be practically the same from 
Casper, as from Greybull, to points in Montana equally distant, 
except where maximum rates were in effect. 

The carriers said the Montana distributing scale had had a 
bearing upon the adjustment about which complaint was made. 
The Montana scale, the complainant said, was unscientific be- 
cause the rate of progression was not uniform, the lack of uni- 
formity, it was said, having resulted from the disposition of 
fractions in applying the general increases and reductions in 
rates. The Commission said it did not appear that the lack of 
uniformity would operate to the disadvantage of complainant if 
the scale were applied from both Cowley and Greybull. In dis- 
posing of the case the Commission said: 


We are of the opinion and find that the rates assailed as a whole 
are not unreasonable but that they are, and for the future will be, 
unduly prejudicial to complainant and unduly preferential of its com- 
petitors at Greybull to the extent that the rates from Casper exceed 
those from Greybull by more than the difference between the rates for 
the respective distances from each point to destination under the Mon- 
tana distributing scale as set out in the appendix to this report, sub- 
ject to the present rates from both points to Spokane as maxima. 
Complainant has not shown that it has been damaged by reason of 
the undue prejpdice and preference, and reparation will be denied. 


The appendix following the Montana distributing scale is 
as follows: 





Distance Rate Distance Rate Distance 
Miles Cents Miles Cents mate 
5 50 
51.5 
51.5 
52 
52 
53.5 
5 53.5 
54.5 
5 54.5 
5 56 
5 56 
56.5 
5 56.5 
5 58 
5 58 
59 
5 eee 59 
_ eee 31 See 60.5 oo LOE 86 
wince aoeeeaa 32 See 60.5 __ een 87.5 
ENS 33.5 EE EER 61 | UR eee 87.5 
ee ee 34 __, SSS 61 oo a Re ee 87.5 
Se eee 35.5 err 62.5 See 88 
(1 eee 35.5 _ ee eee 62. ee 88 
| ee 36.5 aaa 63.5 Se a 89.5 
re 38 ee 63.5 a Te 89.5 
ee eee meaa 38 , Sere eae | 
vede<novrcwss 38.5 eae 65 _ Seas - 90.5 
a ee 38.5 eS tre 65.5 ARE 92 
i eesc tvttcue 40 eer 65.5 Gekidaticlccade 92 
US oKedineee ses 40 Sea 67 ee 92.5 
AWS ccouawine 41 a wen sist nae nere 67 Mc: wattage aiapotaiaseie 92.5 
ES 41 oy A 68 RUE weuiee autores 94 
See 42 Set pe 68 DEC ic tewcdelee 94 
ee 42.5 — 69.5 MO or roe 95 
PE iivia a sewb asso 43 Eee 69.5 aE 95 
SAS ee 43 _, SEAR ae, 70 a eS 96.5 
Da 6 $i 600 sarahe' 44.5 NG arta ole seal el ahe 70 Geese vale doe 96.5 
190 Deaile-Gib gra oralavers 44.5 ee eee 71.5 _ , SBOE 97 
Se 45.5 CE ee 71.5 a ee ee 97 
Riva ccgsiaee’ 45.5  ageeeeree, 72.5 
SER AS See 47 ee ee 72.5 
ee 47 MR nse. oone sidings 74 
__, BARRE yee 47.5 MMs b6.05- <6 Seteate 74 
Mae bliles UlAledse 47.5 ___ SE ee va 74.5 
BOR ic + cleld bates 49 See 74.5 
a 49 _ eee 76 
EG Ae? 50 WES acclos co eeciace 76 


STRAWBOARD CASE DISMISSED 


The Commission has dismissed No. 14895, La Fayette Box 
Board & Paper Co. vs. Akron, Canton & Youngstown et al., 
mimeographed, finding that rates on strawboard, in carloads, 
from and to points in central territory, and from points in that 
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territory, to Canadian and Trunk Line territory points, are not 
unreasonable, unjustly discriminatory or unduly prejudicial. 

The allegation of undue prejudice, the report said, grew out 
of the fact that relatively lower rates applied from St. Louis, 
Alton, Ill., Milwaukee and other points in the so-called Illinois 
district than applied in central territory. In view of that allega- 
tion the Alton Box Board & Paper Co. intervened to oppose the 
granting of any relief that might result in increases in the 
Illinois district. The Commission said the allegation was practi- 
cally abandoned at the hearing and that the intervener took no 
active part in the proceeding. : 

Under exceptions to the classification, strawboard, rated fifth 
class in Official Classification territory, takes 90 per cent of sixth 
class, minimum 36,000 pounds, with other articles of a similar 
character, prescribed by the Commission in building and roofing 
paper and paper board rates, 52 I. C. C. 84, when the carriers 
sought to increase the rating to sixth. The complainants sought 
reduction to 80 per cent of sixth class, on a minimum of 40,000 
pounds, with an alternative rating of 60 per cent of sixth on a 
minimum of 60,000 pounds. The Commission said it was not its 
policy nor that of the carriers, ordinarly, to make alternative 
rates based on different minima. The complainants cited about 
ten exceptions to the rule against alternative rates based on 
different minima. They also showed strawboard commodity rates 
in the so-called Illinois district ranging from 43 to 73 per cent 
of the zone A sixth class rate, for equal distances. They also 
showed rates between C, F. A. and Trunk Line territories in ex- 
cess of the C. F. A. scale, but the Commission said that that 
scale was not intended for interterritorial application. 

The Commission said the complainant described the manu- 
facture of strawboard and paper, named the ingredients.in straw- 
board, paper board, wall board and building paper, introducing 
evidence of value and sought to have strawboard excepted from 
the general list of boards taking 90 per cent of sixth class. The 
Commission, however, said all the boards were so similar from 
the point of view of manufacture, value, use and transportation 
characteristics that they naturally fell into one group and should 
be accorded a common basis of rates, a point, it said, that had 
been thoroughly established by earlier cases. It cited the case 
by which it claimed the point was established. It also said they 
were the cases relied upon by the complainants in behalf of their 
claim for an exception in favor of strawboard. 

Commissioner Eastman dissented, but did not say why. 


HOLDS CEMENT GROUP INTACT 


In dismissing No. 14801, Missouri Portland Cement Co vs. 
Atchison, Topeka & Santa Fe et al. and No. 14911, Lehigh Port- 
land Cement Co. vs. Same (See Traffic World, July 25), the 
Commission reiterated the views, expressed in the Western 
Cement case, 48 I. C. C. 201 and Iola Cement Mills Traffic Associ- 
ation vs. A. W. Ry. Co., 87 I. C. C. 451, that the gas-belt group 
should not be broken up. 

Commissioner Esch, author of the report, said the most im- 
portant question presented by the complaints in both interstate 
and intrastate cases was the propriety of continuing the grouping 
of the mills in the Kansas gas belt. Complaints in the two cases 
before the federal commission, he said, sought to break up that 
group and that their evidence was along the same line. He 
referred to it as complainants’ evidence, irrespective of the 
particular complainant which introduced it. When necessary to 
make specific reference to either complainant, he had done so by 
referring to the point at which its mill was located. The mill of 
the Missouri Portland Cement Co. is at Sugar Creek, Mo., also 
known as Cement City, a point about thirteen miles from Kansas 
City on the Santa Fe. The plant of the Lehigh Company is at 
Iola, Kans. 

The Missouri company’s complaint alleged the rates on 
cement from Sugar Creek to points in Kansas and Dewey, Okla., 
were unreasonable, unjustly discriminatory and unduly preju- 
dicial. The Lehigh alleged the rates from Iola to destinations 
in Western Trunk Line territory were unreasonable, unjustly 
discriminatory, and unduly prejudicial in comparison with the 
rates from other producing mills in the Kansas gas-belt group 
including Dewey, and from Sugar Creek, Bonner Springs, Kans., 
Prospect Hill, Continental, St. Louis, Hannibal and Illasco, Mo., 
Des Moines, Gilmore City and Mason City, Ia., and Superior, Neb. 

The Kansas commission and the federal commission held 
joint hearings on the subject, there being three cases before the 
Kansas body involving Kansas intrastate rates. 

Nominally it was a fight between the complaining mills and 
the carriers. Actually it was a contest between the mills over 
the question of grouping. Mr. Esch said the defendants took 
little part in the controversy between the mills, one of them 
taking a strictly neutral attitude, while the others recommended 
that the grouping be continued. They expressed the view that 
the best interests of both carriers and shippers would be served 
by a continuance of the group. Seemingly the burden of defend- 
ing the grouping was assumed by the Iola Cement Mills Traffic 
Association, an intervener, and Mr. Esch referred to it as “the 
association” and reviewed, at length, what it offered in support 
of the grouping. The complainants intervened in each others 
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cases. Mr. Esch treated them as urging the same thing, the 
disruption of the group and the placing of each mill upon its 
own mileage. 

Grouping of the gas- belt mills, the report said, was volun- 
tarily established by the carriers. The first mill was built at 
Iola in 1900. As new mills were located, it said, they were 
included in the group at a common rate. As now constituted 
it embraced six points in Kansas, Iola, Mildred, Humbolt, Cha- 
nute, Fredonia and Independence and one, Dewey, in Oklahoma, 
just across the state line. Mr. Esch said the mills were, on an 
average, 18 miles apart. North and south the group is 107 
miles long. 

Commissioner Esch said the grouping of the gas-belt mills 
appeared to have been generally satisfactory to all the mills 
in the group until the mill at Iola was purchased by a company 
which operated numerous other mills at various points through- 
out the country. All the other mills in the group, he added, 
were opposed to breaking it up. He said the complainants con- 
tended the Commission erred in the Western Cement case, in 
which the group was continued “and ask that the rates be based 
strictly on the distances from each mill rather than the average 
distances from all the mills or from a point which is represent- 
ative of the average.” In disposing of the case the Com- 
mission said; 


The record does not indicate that the Sugar Creek complainant 
would benefit from a breaking up of the gas-belt group, and any 
benefit the Iola complainant might gain would be to only a limited 
territory, whereas some of the other mills in the group would be 
seriously injured, and all of them are strongly opposed to breaking 
up the group. In Iola Cement Mills Traffic Asso. v. A. W. Ry. Co., 
supra, we required the grouping of the gas-belt mills, including Dewey, 
in respect of southbound traffic into Oklahoma, and the Oklahoma 
commission has adjusted the intrastate rates from Dewey on the same 
basis. Both the Kansas and Oklahoma commissions favor the con- 
tinuance of the group basis, and we would not be justified in breaking 
it up in the absence of some compelling reason, 

Sugar Creek complains of the rate of 11 cents from that point 
to Forty-first and State Line Streets, which will hereinafter be 
referred to as Forty-first Street, a point of delivery on the Missouri 
& Kansas, an electric line, in that part of Kansas City known as 
Rosedale. Team track delivery is desirable at Forty-first Street. 
Traffic from Sugar Creek to Forty-first Street is routed over the 
Santa Fe to Olathe, Kans., and thence St. Louis-San Francisco to 
Lenexa, Kans., at which point it is delivered to the Missouri & 
Kansas. The distance over this route is 63 miles, but the short route 
is approximately 35 miles. The scale rate II for that distance is 8.5 
cents and the scale III rate 9.5 cents. 

We find that the rates assailed in both complaints are not unrea- 
sonable, unjustly discriminatory, or unduly prejudicial, except the 
rate from Sugar Creek to Forty-first is and for the future will be 
unreasonable to the extent it exceeds 8.5 cents, and the rates from 
the gas-belt mills should be readjusted so as to confine the group 
basis to interstate destinations beyond 80 miles from Chanute. 
Defendants will be expected to revise their rates in accordance with 
these findings without an order. 


OKLAHOMA CITY STATION CASE 


The Commission has dismissed No. 15995, Corporation Com- 
mission of the State of Oklahoma et al. vs. Atchison, Topeka 
& Santa Fe et al., mimeographed, on a finding, in consonance 
with the conclusion of law in the Los Angeles Passenger Ter- 
minal Cases, 100 I. C. C. 421, that the Commission has no juris- 
diction to require the building of a union station under the 
conditions present in this case; that means of control over 
major projects of the character here under consideration is 
vested in the Commission by paragraphs (18) to (21) of section 
1 of the interstate commerce act,,as construed in R. R. Comm. 
vs. Southern Pac. Co., 264 U. S. 331; that in determining whether 
public convenience and necessity exist, the probable cost of the 
entire project must be weighed against the convenience which 
will inure to the public through the providing of a union station, 
and that the record herein does not show that public conven- 
ience and necessity, present or future, justify the Commission 
in lending its approval to the present plans of the complainants. 

The report, written by Commissioner Campbell, also covered 
an application by the St. Louis-San Francisco for an order per- 
mitting it to proceed with its plans for a separate station. The 
Commission found unnecessary a certificate of public conven- 
ience and necessity in connection with the plan of that road to 
erect a local station, with no extension of main line tracks or 
expensive re-arrangement or joint use of terminal tracks. 
Therefore that application was dismissed. 

One of the points made in connection with the matter was 
that the plans were immature. The Commission therefore dis- 
missed the complaint with the understanding that it would re- 
open the case, upon application of the state or the railroads, to 
consider such further plan or plans, in the light of its jurisdic- 
tion, as might be submitted after further study and more mature 
consideration of the problems by the interested parties. 

Commissioner Hall concurred in the dismissals. Commis- 
sioner Eastman, also concurring, said it impressed him as some- 
thing of an aburdity that a commission in Washington, burdened 
with a multitude of other matters, should be under the neces- 
sity of passing upon a question of such intimate, local ‘concern 
as the provision of passenger station facilities and the rear- 
rangement of the tracks of various carriers in the capital city of 
Oklahoma. He said it was a question that demanded most care- 
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ful and meticulous investigation upon the ground with the aid 
of competent engineering advice. The impression with which 
he was left, he said, was similar to that indicated in the major- 
ity report, namely, that, notwithstanding the earnest thought 
given by state and municipal authorities and by the carriers, 
the plans had not yet been sufficiently matured. The essential 
thing, he said, was that there should be a well co-ordinated and 
unified plan covering the entire terminal situation, and not sev- 
eral disjointed and possibly inconsistent plans. 

Commissioner Lewis, also concurring, said he thought it 
had been shown that public convenience and necessity would 
be served by the erection of a union station at Oklahoma City 
if the financial burden, which ultimately had to be an obligation 
on traffic, were reduced, and that it also appeared that the bur- 
den might be reduced by the employment of modern methods 
of financing. He said that the estimates of the complainants 
were that the project would cause an annual capital burden of 
$500,000, while the railroads estimated it as more likely to be 
$750,000. Either sum, he said, was too great a burden to fix 
on the carriers, at a time and in a section as here, where there 
was an urgent demand for a reduction of rates for the move- 
ment of essential products. 

Commissioner McManamy, with Commissioner Esch, dis- 
sented. He said he believed the record required the Commission 
to find, as it did in the Los Angeles case, that the union station 
was reasonably required and would not impair the ability of 
carriers to perform their duties to the public. 


TRANSIT AND RATES ON COPPER, ETC. 


In a mimeographed report by Division 4 in No. 16111, Du- 
quesne Reduction Company vs. Pennsylvania et al., the Commis- 
sion has dismissed the complaint on a finding that failure of 
defendants to afford transit on scrap copper and brass refined at 
East Liberty (Pittsburgh), Pa., and reshipped thence in the form 
of ingots, was not unreasonable or unduly prejudicial. Consid- 
eration of rates on scrap brass and copper to, and brass and cop- 
per ingots from East Liberty was deferred. 

Complainant alleged that rates on scrap brass and copper 
from points generally in Official territory to Pittsburgh and the 
rates on brass and copper ingots outbound from Pittsburgh to 
destinations in that territory were and are unjust and unreason- 
able, and that they also resulted in undue prejudice to complain- 
ant and undue preference of Baltimore, and of the Baltimore 
Copper Smelting & Refining Company. The Commission said, 
although the local rates to and from complainant’s plant were 
attacked, the principal grievance was the failure to provide a 
transit arrangement on its traffic. Complainant asked that con- 
sideration of the rates be deferred for determination under a 
more comprehensive complaint which it planned to file. 


The report said that complainant’s plant was local to the 
Pennsylvania railroad; that it bought scrap copper and brass at 
points throughout Official territory which it shipped to Pitts- 
burgh, refined or reduced to copper and brass ingots and shipped 
to points throughout Official territory; that complainant was 
asking the establishment of a transit arrangement whereby scrap 
copper or brass might be shipped to Pittsburgh, refined into in- 
gots and reshipped to points in Official territory at the through 
rates from point of origin of the scrap copper or brass to the 
final destination of the copper or brass ingots. 

The Pennsylvania, according to the report, provides that cop- 
per bars, blisters, bullion, cakes, cathodes, ingots, matte, ore and 
slabs, originating south and west of Baltimore, may be refined in 
transit at Baltimore when reshipped over that line to Brooklyn, 
N. Y., Jersey City, N. J., and New York stations on its lines and 
those of participating carriers named in its tariff and to points 
on the New Haven. The Baltimore & Ohio provides a similar 
transit arrangement. In its conclusions, the Commission said: 


Baltimore is the only point at which the Pennsylvania Railroad 
provides for refining copper in transit. At no point in official terri- 
tory is transit accorded on scrap material of any kind. Defendants 
urge that the establishment of transit on scrap copper and brass 
would be a new departure in this field; that other competitors of 
complainants buy scrap and reduce it to ingots and have no transit 
arrangements; and that the establishment of transit on scrap brass 
and copper at Pittsburgh would create discrimination against others 
in‘the same business. The record, however, does not disclose the 
existence of any such industry on the rails of the Pennsylvania 
Railroad except at Baltimore. Complainant’s principal competitors 
are thé large refiners on the Atlantic seaboard who control the pri- 
mary production of copper ore. The price of copper ingots in the 
east is generally that quoted by these large producers and they also 
to a considerable extent influence or control the price of scrap 
oo by buying that commodity in the market. Complainant’s 
shipments to the east are said to be limited because of the freight 
rates and competition with refiners in the east. 

Complainant’s plant is served only by the Pennsylvania. The 
refinery at Baltimore is served by the Pennsylvania and also by 
the Baltimore & Ohio. Both roads grant transit, but the Pennsyl- 
vania alone can be charged with prejudicing complainant by its 
failure to grant transit at East Liberty while contemporaneously 
providing such an arrangement at Baltimore. If the transit on 
the Pennsylvania at Baltimore were to be cancelled, the plant at 
that point would still be able, under transit accorded by the Balti- 
more & Ohio, to refine copper originating at western points and 
ship refined product over that line to New York and New England 
points at the through rates. 


The transit arrangement at Baltimore was established by these 
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defendants in order to meet competition brought about by similar 
arrangements at points in New Jersey. Undue preference of these 
points is not alleged. Were the transit at Baltimore cancelled entirely, 


complainant would still meet the competition of refiners located at 
these other points. 


We find that the failure of the Pennsylvania to establish the 
transit arrangements sought has not been shown to have been or 


to be unreasonable or otherwise unlawful. An order will be entered 
dismissing the complaint. 


UNGLAZED DOOR RATES 


A finding of unreasonableness and an order of reparation 
have been made in No. 15044, Pacific Mutual Door Co. vs. Ann 
Arbor et al., mimeographed, as to rates on common, unglazeq 
doors, in straight or in mixed carloads, with other forest prod. 
ucts, from points in Oregon and Washington, to destinations 
in Trunk Line and New England territories. Reparation was 
sought on shipments made since July 1, 1921. The rates charged 
were commodity rates to the Mississippi river and fifth class 
beyond. The combinations applied subsequent to October 21, 
1915. Prior to that time joint rates were in effect. The com- 
plainant relied upon Anson, Gilkey & Hurd Co. vs. Southern 
Pacific, 78 I. C. C. 495. In that case the combinations were 
found unreasonable to the extent they exceeded 115 per cent of 
the corresponding lumber rates, and reparation was awarded. 
The Commission said no evidence of unreasonableness was in- 
troduced, the complainant relying entirely upon the findings 
in the case mentioned. The defendants, the Commission said, 
took the position that they were not bound by the Commission’s 
former decision. They therefore asked for a decision on the 
merits. The Commission said that when a given situation had 
been fully considered and deliberately passed upon, that that 
decision should not be disregarded and the question kept open 
indefinitely unless good cause were shown for the adoption of 
a different course. It said the present record did not furnish 
sufficient reason for setting aside the previous finding of un- 
reasonableness, hence it found, as in Anson, Gilkey & Hurd, 
specifically mentioning that case in its finding. 

Commissioner Hall concurred, but said he was not per. 
suaded that the rates were unreasonable to the extent they ex- 
ceeded 115 per cent of the lumber rates or to any other extent. 
But, he said, the majority had otherwise decided in the case 


relied upon by the complainant and that he was therefore con- 


strained to concur in the decision. Commissioner Cox author- 
ized him to say he joined in that expression. 


CARPENTER FINDING AFFIRMED 


The Commission, upon reconsideration in No. 14160, Flor- 
ence L. Carpenter vs. Director-General and New York, New 
Haven & Hartford, mimeographed, has affirmed the original find- 
ings and order, as made in 98 I. C. C. 476. In that original 
finding the Commission found the refusal and failure of the 
Director-General to make refund on the unused portion of a 
mileage book resulted in an overcharge above the legally pub- 
lished charges and awarded reparation to the complainant. Upon 
petition of the Director-General the case was re-opened for re- 
consideration on the record as made. 

In this report on reconsideration, written by Commissioner 
Cox, the Commission said “we are of the opinion that the tariff 
provision providing for refund upon presentation of the unused 
portion of the mileage book was a rule or regulation which de- 
termined the aggregate of the legal fare for the service per- 
formed for complainant, and, being a part of the published 
tariff, could not therefore be disregarded.” 

Commissioner Lewis said that for reasons set forth in his 
dissent in the original report he dissented from the decision of 
the majority. He said he was authorized by Chairman Aitchison 


and Commissioners Hall and McManamy to say they joined in 
the dissent. 


REPARATION ON NEWSPRINT 


In a mimeographed report by Division 3 in No. 16031, Okla- 
homa Publishing Company vs. Santa Fe et al., the Commission 
has entered an order of reparation on a finding that a rate of 
57.5 cents assessed on four carloads of imported newsprint paper 
from Houston, Tex., to Oklahoma City, Okla., was unreasonable 
to the extent that it exceeded 46.5 cents and was in violation of 
the long-and-short-haul clause of the fourth section because of 
a lower rate applicable to a more distant point. The shipments 
moved in April, 1923. On September 1, 1923, a rate of 45.5 
cents was established from Houston to Oklahoma City. 

The Commission said that, in Minnesota & Ontario Paper 
Co. vs. N. P. Ry. Co., 66 I. C. C. 571, it had found that certain 
rates on building and roofing paper were unreasonable to the 
extent that they exceeded 95 per cent of the respective rates 
on newsprint. In Memphis-Southwestern Investigation, 77 I. C. C. 
473-564, it continued, it commented on the fact that roofing and 
building paper were important articles included within the list 
of roofing materials, and prescribed a reasonable maximum scale 
of rates on roofing and paving material. This scale for distances 
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of from 550 to 575 miles produced a rate of 44 cents, which was 
95 per cent of the rate of 46.5 cents, the Commission said. 


MINIMUM PER CAR CHARGE CASE 


The Commission, on further hearing, in No. 14242, Consoli- 
dated Lumber Company vs. Director-General et al, mimeo- 
graphed, in a report written by Commissioner Lewis, has af- 
firmed the original report, 87 I. C. C. 1, that the minimum charge 
on lumber, in carloads, from East San Pedro, Calif., to Wilming- 
ton, Calif., in the period of federal control, was not unreasonable. 
Between June 30, 1918, and May 26, 1919, the complainant shipped 
about 704 cars between the points mentioned because the water 
channel to its plant was partly filled with sand. The minimum 
of $15 per car was imposed, although, according to the report, 
as many as 15, 17 and 20 cars were daily moved a distance of 
about five miles, when the rate of 10 cents per ton did not 
amount to that much. 

The case was given further hearing on the petition of the 
complainant on an allegation that it would show the cost of 
moving the cars. The minimum charge of $15 was complained 
of as unreasonable and reparation was asked to the basis of a 
rate of 1.5 cents per 100 pounds, minimum $6.50 per car, the rate 
that became effective May 26, 1919. Practically no evidence as 
to cost of the operation of trains, Mr. Lewis said, had been 
offered. 


ASPHALTUM TO TEXAS 


The Commission, in No. 16241, Lone Star Gas Company vs. 
Cleveland, Cincinnati, Chicago & St. Louis et al., mimeographed, 
found unreasonable the applicable class D rate of 94 cents, ap- 
plied on two shipments of solid asphaltum, shipped from Frank- 
lin, Pa., to Ranger, Tex., in April 1924, was, is and would be un- 
reasonable to the extent that it exceeded a rate of 63 cents. 
Reparation was ordered to that basis, but no order requiring its 
establishment for the future was issued. The complainant con- 
tended the class D rate was unreasonable and unduly prejudicial 
to the extent it exceeded the rate from Franklin to Comanche 
and Duncan, Okla., which, it the time of the movement was one 
cent less than to Ranger. The rate to Ranger later was reduced 
to 75.5 cents. The complainant which uses the asphaltum to 
cover gas and oil pipes, said there would be a substantial move- 
ment if a rate not exceeding 63 cents, the same as the rate on 
refined oil in the other direction, were established. The carriers 
said there was no prospect of asphaltum moving to Texas from 
Pennsylvania in any volume and that therefore the class D rates, 
in no instance in excess of the lowest combination, would be 
reasonable to apply on this by-product of petroleum refining, 
from Franklin. A commodity rate of 58 cents now applies to Co- 
manche and: the complainant suggested a rate of 59 cents to 
Ranger, with 63 cents as the highest rate to be considered in any 
event. e 


RAPE SEED REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 15460, Sioux City Seed Co. vs. Chicago 
& North Western et al. (mimeographed), as to a rate of $1.50 
and the charges accruing thereunder on a carload of rape seed 
shipped December 5, 1922, from San Francisco to Sioux City, 
Ia. Reparation was sought to the basis of a rate of $1. The 
Commission found the $1.50 rate unreasonable to the extent it 
exceeded $1 and awarded reparation to that basis. 


PEANUTS TO TUPELO, MISS 

The Commission, in No. 16152, Northeast Mississippi Traffic 
Bureau vs. Mobile & Ohio et al. (mimeographed), has found the 
sixth class rate of 77.5 cents imposed on three carloads of 
peanuts, shipped from Suffolk, Va., and Plymouth, N. C., to 
Tupelo, Miss., between July 21, 1923, and June 18, 1924, unduly 
prejudicial to the extent it exceeded the rate contemporaneously 
applicable to Memphis, Tenn. The rate to Memphis was 58 
cents. It was alleged the rate applied violated the first four 
sections of the act. The Commission said there was no proof 
of damage, denied reparation and ordered the carriers to make 
the rate on the basis indicated not later than September 25, next. 


COTTON FABRIC RATES 


A finding of unreasonableness and an award of reparation 
have been made in No. 15967, Traffic Bureau-Chamber of Com- 
merce (Lynchburg, Va.) vs. Merchants’ & Miners’ Transportation 
Co. et al. (mimeographed), as to a commodity rate of 66.5 cents 
imposed on 334 less-than-carload shipments of cotton fabrics or 
cotton piece goods, in the original piece, from designated points 
in Maine, New Hampshire, Massachusetts, Rhode Island and 
Connecticut, to Lynchburg. The Commission found it unrea- 
sonable to the extent it exceeded the contemporaneous fourth 
Class rate. In respect of shipments from Biddeford and Saco, 
Me., it could make no finding prior to January 15, 1923, when 
joint class rates were established. The fourth class rates from 
the many points of origin in New England were blanketed at 
53.5 cents. The shipments were made between July 11, 1922, 
and May 9, 1923. 
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The report covers a sub-number, Same vs. Same. The main 
complaint was made in behalf of R. A. Baldwin & Co. and the 
sub-number in behalf of J. W. Ould & Co. Reparation was found 
to be due them. 


LUMBER INCREASES FORBIDDEN 


A finding of non-justification has been made by the Com- 
mission in I. and S. No. 2372, lumber from Virginia, West Vir- 
ginia and related points to eastern destinations (mimeographed), 
as to proposed increased rates on lumber from points on the 
Norfolk & Western, in southwestern Virginia and related points 
via routes through Kenova, W. Va., to eastern destinations. 
The suspended schedules propose to cancel the present joint 
rates from points in southwestern Virginia, West Virginia and 
Tennessee over routes through Kenova and other western gate- 
ways, including Buffalo, N. Y., to Trunk Line and New England 
territories, leaving higher combinations applicable. 

Cancellation was proposed on the ground that the western 
routes were practically obsolete and were not enough used to 
justify the expense of printing the tariffs. The Norfolk & West- 
ern said that only twelve cars of lumber had moved over those 
routes in the fifteen months preceding the hearing. Protestants, 
the Commission said, pointed out that transit on lumber at 
Buffalo for eastern points was permitted only when the lumber 
was moved over the western routes and that increased rates 
would make it impossible for lumber dealers at Buffalo to handle 
lumber from this territory of origin. They claimed that they 
had shipped 41 cars between February 12, 1924, and May 4, 1925. 

The Commission, in disposing of the matter, said the rates 
marked for cancellation were of many years’ standing and had 
not been shown to be unreaonably low. It said the sole justifi- 
cation offered was not sufficient movement under them to justify 
the expense of continuing them in the tariffs. 


RATE ON VOLCANIC ASH 


An award of reparation and prescription of a reasonable rate 
for the future have been made by the Commission in a mimeo- 
graphed report by Division 4 in No. 15837, Colgate & Co. vs. 
Pennsylvania et al., on a finding that a rate on volcanic ash 
from Meade, Kan., to Jersey City, N. J., was unreasonable and 
will be unreasonable to the extent that the factor east of Chicago 
exceeded or exceeds 26.5 cents before July 1, 1922, and 28 cents 
thereafter. Complainant alleged that a rate of 62 cents charged 
on numerous shipments of volcanic ash shipped within two years 
prior to April 15, 1924, was: unreasonable to the extent that it 
exceeded 48 cents. The Commission said the rate charged was a 
combination of the rate of 24 cents to Chicago and 38 cents from 
Chicago to Jersey City. In reaching its conclusion that the fac- 
tor east of Chicago was unreasonable, the Commission compared 
it with rates on silica sand, common sand, glass and molding 
sand, copper ore, zinc ore and concentrates, and other commod- 
ities. The order for the future is effective on or before Septem- 
ber 10. 


RATES ON CRUDE SULPHUR 


The Commission has dismissed the complaint in No. 15734, 
Detroit Chemical Works vs. Canton Railroad Company et al., in 
a mimeographed report by Division 3, on a finding that rates on 
crude sulphur, carloads, from Baltimore, Md., to Detroit, Mich., 
were not and are not unreasonable or unduly prejudicial. Com- 
plainant alleged that rates of 31.5 cents prior to July 1, 1922, and 
28 cents on and after October 25, 1922, were and are in violation 
of sections 1 and 3 of the act to the extent that they exceeded 
78 per cent of the contemporaneously applicable rate from New 
York to Chicago, less the port differential of 3 cents. 


FOURTH SECTION RELIEF DENIED 


The Commission, by division No. 2, in a report on Fourth 
Section Application No. 12608, sulphur from Texas and Louisiana 
to California terminals, opinion No. 10483, 100 I. C. C. 369-74, has 
denied relief from the long and short haul part of the fourth sec- 
tion, under which the carriers would have made a rate of 40 
cents on an 80,000 pound minimum, on sulphur from sulphur 
producing points in Louisiana and Texas without cutting the 
rates at intermediate points. The present rate is 55 cents. It - 
was authorized in fourth section order No. 8429, October 30, 1922, 
in Transcontinental Cases of 1922, 741. C. C. 48. Under the same 
order a rate of 65 cents was authorized to north coast Pacific 
terminals, without the requirement of observing the long and 
short haul part of the fourth section. 

No protestant appeared at the hearing, the report said, but 
the Luckenbach Steamship Line reserved the right to file a brief, 
which it did, reviewing the proposal in the light of section 500 of 
the transportation act. 

The Commission said that while the record contained evi- 
dence purporting to show that the proposed rate of 40 cents 
would yield revenue that might be reasonably compensatory, it 
was not sufficiently comprehensive and convincing to warrant a 
grant of the application. 

Commissioner Esch dissented, believing the applicants had 
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complied with all the conditions required by the Commission as 
necessary to grant of relief. 


NEWSPRINT TO KNOXVILLE 


A finding of undue prejudice and an order to remove it not 
later than October 1 have been made in No. 15258, Traffic Bureau 
of Knoxville et al. vs. Canadian Pacific et al., mimeographed as 
to rates on newsprint paper, from Shawinigan Falls, Que., and 
points in Canada taking the same rates or rates related thereto, 
to Knoxville, Tenn. The Commission found them not unreason- 
able. The findings as to undue prejudice relates to the rates via 
the Detroit gateway. They were held unduly prejudicial to the 
extent they exceeded those to Nashville. The complaint alleged 
the rates, not only from the points in Canada, but from mills 
in Maine as well, were in violation of the urst three sections 
and the long and short haul part of the fourth, via the eastern 
gateways as well as via Detroit. The allegations as to rates 
from Maine and via the eastern gateways, the Commission said, 
were withdrawn at the hearing. The Commission said the record 
was insufficient to justify a finding of unreasonableness. It 
said that with respect to undue prejudice, while the evidence 
was not clear as it might be, enough had been shown to warrant, 
for the future, a finding similar to that made in Paper and Paper 
Articles from Canada and New England, 78 I. C. C. 258. The 
questtion of jurisdiction over joint rates from Canada was 
raised, the point being made that there was no provision of the 
act which conferred jurisdiction over such rates. The Commis- 
sion answered that by saying the rates had been found unduly 
prejudicial and that clearly the Commission possessed the power 
to require removal of undue prejudice. 


L. C. L. RATES FROM NATCHEZ 


Less-than-carload rates on grain and grain products and 
cottonseed meal and hulls, from Natchez, Miss., to points on the 
Missouri Pacific, Louisiana & Arkansas and the Texas & Pacific 
in Louisiana west of the Mississippi River have been condemned 
as unreasonable and unduly prejudicial against Natchez and 
unduly preferential of shippers of points in western Louisiana, 
in No. 16164, Natchez Freight & Traffic Bureau vs. Missouri 
Pacific et al. mimeographed, the report having been written by 
Commissioner Meyer. A scale to be used in making rates not 
later than October 1 has been prescribed and carried in an 
appendix to the report. 

The complaint alleged the rates were unjust, unreasonable, 
unjustly discriminatory against shippers of interstate com- 
merce from Natchez, and unduly preferential of intrastate ship- 
pers of similar commodities between points in Louisiana west 
of the Mississippi. Complainant asked for the prescription of 
rates from Natchez no higher for like distances than the existing 
state-made L. C. L. commodity rates between points in western 
Louisiana. Louisiana authorities and Louisiana organizations 
intervened in the case. 

Commissioner Meyer said the rates on grain and grain 
products, cottonseed meal and hulls (class rates) between 
Natchez and western Louisiana were those made by the Com- 
mission in Natchez Chamber of Commerce vs. L. & A., 52 
I. C. C. 105 subjected to the general changes since then. He 
said the rates (commodity) applicable between points in western 
Louisiana were specifics made by the Louisiana commission 
and were based upon 150 per cent of the carload commodity 
rates fixed for state and interstate application in the Natchez 
case, 58 I. C. C. 610 and the Memphis-Southwestern Investiga- 
tion, 77 I. C. C. 473. He said the rates on grain and grain 
products for distances ranging from 75 to 100 miles from 
Natchez averaged approximately 200 per cent of those for like 
distances in Louisiana, and on cottonseed meal and hulls, 260 
per cent of the rates within Louisiana. To retain any of their 
trade, Mr. Meyer said Natchez merchants were trucking their 
traffic into Louisiana for distances of 20 or 30 miles. 

Between the effective date of the Commission’s order in the 
Natchez Case, 58 I. C. C. 610, early in 1921, and February 21, 
1923, the effective date of the Louisiana commission’s order 
prescribing the present L. C. L. commodity rates applicable 
in western Louisiana, Mr. Meyers said the Natchez merchants 
were able to meet the competition of Louisiana shippers and 
shipped considerable quantities of L. C. L. merchandise into 
‘western Louisiana. Mr. Meyer said that the Louisiana com- 
mission, the carriers and the competing cities of Louisiana all 
agreed that the rate situation was responsible for the elimination 
of Natchez as a competitor in that territory. In those circum- 
stances, Mr. Meyer said it was not necessary to enlarge upon 
the facts of record that proved the allegations of undue preju- 
dice against Natchez shippers and undue preference of Louisiana 


intrastate shippers. In disposing of the case the Commis- 
sion said: 


The record in this case justifies the conclusion that under the 
circumstances shown, the present class rates from Natchez to points 
in Louisiana west of the Mississippi River and between points in 
Louisiana constitute a basis too high for application to the trans- 
portation of less than carload quantities of the commodities here 
considered. We shall prescribe a lower basis for application between 
these points. If such a basis for application in Louisiana and rates 
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upon the class basis from other points in this general territory to 
points in Louisiana or between points within southwestern territory 
results in undue prejudice, so substantial as to require correction 
and it is not corrected by the carriers, the matter may be brought 
to our attention. ; 

We find that the rates assailed on grain, grain_products, ang 
cottonseed meal and hulls, in less than carloads, from Natchez, Miss,, 
to points in Louisiana, west of the Mississippi River on the lines of 
the defendants are, and for the future will be unjust and unreason- 
able to the extent that they exceed or may exceed rates shown 
in the —— attached hereto, for-application from the west bank 
of the Mississippi River, plus an arbitrary of 2.5 cents per 100 pounds 
for Mississippi River transfer. 

We further find that the circumstances and conditions surround- 
ing the transportation of grain and grain products and cottonseed 
meal and hulls interstate and intrastate on defendants’ lines jn 
Louisiana west of the Mississippi River, and from Natchez, except 
for the river transfer, to points on defendants’ lines in Louisiang 
west of the Mississippi River are substantially similar. 

We further find that the maintenance by defendants of rates on 
like traffic between points on their lines, in Louisiana west of the 
river lower, distance considered, than those contemporaneously main- 
tained and applied between Natchez and points on defendants’ lines 
in Louisiana, except ferry tolls of 2.5 cents for crossing the river, 
subjects Natchez and shippers there located to undue prejudice and 
unduly prefers points in Louisiana and shippers of similar com- 
modities in intrastate traffic between points in Louisiana west of 
the river on the lines of the defendants and that any greater differ- 
ence or disparity between the rates from Natchez and the rates from 
Louisiana points to said destinations than that for the difference in 
distance in the scale shown in the appendix results and would 


result in unjust discrimination against interstate commerce from 
Natchez. 


The scale prescribed for use in making rates is as follows: 


Distance 


Single line Distance Single line 
rate rate 
5 14.5 125 38 
10 14.5 130 38.5 
15 16.5 135 39.5 
20 17.5 140 40.5 
25 145 41.5 
30 19.5 150 42.5 
35 20.5 160 44.5 
40 21.5 170 45.5 
45 22.5 180 46.5 
50 23.5 190 48 
55 24 200 49.5 
60 25 210 50.5 
65 26 220 52 
70 27 230 53 
75 28 240 54.5 
80 29 250 55.5 
85 30 275 57 
90 31 300 59 
95 32 325 60.5 
100 33 350 62 
105 34 375 63.5 
110 35 400 65 
115 36 425 66.5 
120 37 450 68.5 


Joint line rates for application over lines not under a common 


management or control should be 5 cents higher than the single line 
rates. 


LOS ANGELES TERMINAL CASES 


In a report on No. 14778, City of Los Angeles vs. Los Angeles 
& Salt Lake et al. and finance docket Nos. 3556 and 3569, collec- 
tively known as the Los Angeles Passenger Terminal Cases, 
written by Chairman Aitchison, opinion No. 10495, 100 I. C. C. 
421-67, the Commission has denied the applications of the South- 
ern Pacific and the Los Angeles & Salt Lake to make such 
changes as are necessary to enable them to make joint use of 
the existing Southern Pacific station and to permit the removal 
of Southern Pacific passenger and freight trains, except indus- 
trial switching, from Alameda street. Instead of permitting 
changes in the existing station facilities so as to enable the 
carriers to render better service, it has indicated that, in its 
estimation public convenience and necessity would be better 
served by the construction of a union station in the Plaza area 
for the use of the two applicants and the Santa Fe, substan- 
tially in accordance with such plans as the carriers might work 
out in obedience to the order of the California commission and 
the wishes of the city of Los Angeles. 

It held, however, that under the conditions present in these 
cases, it had no jurisdiction to require the, construction of a 
union passenger terminal. Jurisdictional questions arose at the 
outset, the report said. Therefore, immediately after a recital 
of the allegations of the three cases and the history of the 
project, the Commission disposed of the jurisdictional questions, 
the chief of which was whether the federal body had been given 
the power by the transportation act to require the construction 
of a union station in a case not involving undue prejudice or 
unjust discrimination. The conclusion on that point was as 
hereinbefore set forth. 

However, in Railroad Commission of California vs. Southern 
Pacific, 264 U. S. 331, the court referred to the fact that the city 
of Los Angeles had filed a complaint asking the federal com- 
mission to order the railroads to provide, maintain and use a 
union station. It said that for the reasons given by it (the court) 
the course taken by Los Angeles was the correct one. 

“Until the Interstate Commerce Commission shall have 
acted under paragraphs 18 to 21 of section 402 of the transporta- 
tion,” act said the court, “the respondent railways cannot be 
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required to provide a new interstate union station and to extend 
their main tracks thereto as ordered by the state railroad 
commission.” 


Under that declaration of power the Commission considered 
the whole subject of public convenience and necessity coming 
to the conclusion that “in view of the right of the state, under 
the qualifications noted, to determine with respect to various 
plans for union-terminal facilities the question of adequacy 
and reasonableness, without clear basis, we will not override 
the determination of its authorities in that regard.” It said that if 
it appeared that the state authorities were making unreasonable 
demands or placing undue burdens upon interstate carriers to 
the impairment of their ability to perform their duties to the 
public it would clearly be its duty under R. R. Comm. vs. South- 
ern Pacific, supra, to refuse its consent to the consummation of 
the project. Continuing, the Commission said: 


But where, as here, it appears that the carriers of their own 
necessities will in any event shortly expend considerable sums for 
adequate station facilities, and that after fair and painstaking if- 
vestigation the state authorities have selected a general site as 
that required by the public convenience and necessity whreon for 
substantially the same amounts the carriers can provide adequate 
and convenient union-station facilities, we think the determina- 
tion of such authorities should be entitled to considerable weight. 
The order of the Railroad Commission of California did not 
specify any particular site within the general area defined nor 
require a particular plan to be followed. The order required that 
the defendants submit plans for approval and, when approved, to 
build in accordance therewith. The defendants at no time made any 
effort to comply with the order. When the general outlines of the 
plan are formulated, a spirit of willingness to do and co-operate on 
the part of all concerned—carriers, city, and state—will overcome 
many obstacles which now loom large. The record contains some 
referénce to monumental stations and civic pride. The law aims to 
provide an adequate transportation system with adequate and con- 
venient facilities, and not to burden that system with facilities 
much more than adequate, or designed less to meet the reasonable 
requirements of the public than demands based chiefly on aesthetic 
considerations or advertising value. If such elements are to be pro- 
vided for in measure beyond that incidental to reasonably adequate 
and convenient facilities of a character appropriate to the city served, 
the added expense may not be forced upon the carriers. 


For orderly procedure it appears preferable that appropriate cer- 
tificates in connection with the proceedings now before us should 
be issued subsequent, rather than prior to, the making of an order 
by state authority, but that the securing of favorable action on our 
part be made a prerequisite to the effectiveness of any state order. 
Such a procedure would enable us to pass upon a specific proposal 
and obviate the semblance of consenting in advance to construction 
the extent and expense of which could only be surmised. We think 
the expression of the Supreme Court in R. R. Comm. vs. Southern 
Pac Co, supra, at page 346, to the effect that our certificate is, in 
the instances therein specified, ‘‘a condition precedent to the valid- 


ity * * * of any order by the state commission,” is not inhar- 
monious with these views. 


For an understanding of the specific findings it should be 
set forth that in the formal complaint, Los Angeles, asks the 
Commission to require the railroads to construct, operate and 
use a union passenger station within the Plaza area in that city 
and acquire land necessary therefor; to abandon main-line 
passenger and freight service, except local switching on Alameda 
street; to eliminate and abandon specified grade crossings; and 
do such constructing of building and tracks as to create a union 
passenger station. The complaint was against the three steam 
roads, principally. The only relief sought against the Pacific 
Electric, an electric line, was a requirement that it construct a 
viaduct to eliminate grade crossings. 


This matter of a union station for Los Angeles had been 
before the California railroad commission since 1916 and it had 
issued an order intended to require the construction of a union 
station in the Plaza area, that is, in a part of the city around 
Plaza, a circular park in the center of the original pueblo of 
Los Angeles. The Southern Pacific and the Los Angeles & Salt 
Lake proposed remodelling the Southern Pacific station and 
occupying it jointly, the elimination of the traffic on Alameda 
street being one of the results of their proposal. The Santa Fe 
was not a party to that plan. It has refused to consider a union 
station project. The proposals of the Southern Pacific and the 
Los Angeles & Salt Lake were put forth in the two finance 
dockets. Those railroads also made their proposals to the 
California commission but that body dismissed them when it 


adopted the Plaza union station project plan. Theirs was known 
as the Arcade plan. 


Chairman Aitchison discussed the allegations of cost. He 
said the net new money cost on an Arcade union terminal based 
on the provision of a four track approach and appropriate facil- 
ities would approximate $5,000,000 and the total investment 
$11,100,000. As to the Plaza plan he said: 


A union station at the Plaza would harmonize with the civic plans 
and desires of the city. If a union station were built at the Plaza 
under substantially the plan presented by the California commis- 
sion, the new money necessary to be raised, less the value of prop- 
erty released from passenger service, would be about $5,500,000. 
The total investment in passenger facilities under the Plaza plan 
would approximate $9,500,000. If consideration be taken of the ac- 
quisition by the Southern Pacific of the so-called Hanchett lands, 
about 25 acres of which would constitute approximately two-thirds 
of the Plaza station site, the new money cost would be reduced to 
approximately $3,500,000, and the total investment possibly in- 
creased to $12,000,000. 
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The Commission’s findings are as follows: 


1..That the present and future public convenience and necessity 
permit the abandonment of operation of all passenger and freight 
train service, except industrial freight-switching service, on the 
main line of the Southern Pacific on Alameda Street from College 
yt to East Fifteenth Street, inclusive, in the city of Los Angeles, 

alif. 

2. That neither the present nor future public convenience and 
necessity require or will require the construction or extension by 
applicants of new or existing main lines of railroad in the city of 
Los Angeles, Calif., as described in the application in Finance 
Docket No. 3569. 

3. That the present and future public convenience and necessity 
require and will require (a) the extension by defendants of their 
respective main lines of steam railroad in the city of Los Angeles, 
Calif., so as to reach and properly serve any union passenger station 
and terminal within that portion of said city bounded by Commer- 
cial Street, North Main Street, Redondo Street, Alhambra Avenue, 
and the Los Angeles River, which they or any of them may con- 
struct and establish in accordance with a lawful order of the Rail- 
road Commission of California, and (b) the extension of their 
respective main lines so as properly to provide for the rearrange- 
ment of passenger and freight routes incidental to the convenient 
and proper operation of such union passenger station and terminal. 

4. That the extensions referred to in the preceding paragraph are 
reasonably required in the interest of the public convenience and 
necessity, and that the expense involved therein will not impair the 
ability of defendants to perform their respective duties to the public. 

5. That, in addition to the abandonment of service on Alameda 
Street as above authorized, the present and future public conven- 
fence and necessity permit the abandonment by defendants of such 
portions of their respective main lines of steam railroad in the city 
of Tos Angeles, Calif., or of the operation of all or any portion of 
the present interstate train service thereon as may be incidental to 
the rearrangement of passenger and freight routes, of tracks, and of 
terminal facilities, made necessary or proper in connection with the 
construction and establishment by defendants, in accordance with a 
lawful order of the Railroad Commission of California, of a union 
passenger station and terminal within that portion of said city 
described in paragraph 3 above. 

6. That the use by any defendant steam carriers of so much of 
the terminal main-line track or tracks of any of the other defend- 
ant steam carriers in the city of Los Angeles, Calif., as may be inci- 
dental, and necessary or convenient, to the proper operation of any 
such union passenger station and terminal as defendants or any of 
them, in accordance with a lawful order of the Railroad Commis- 
sion of California, may construct and establish in that portion of 
said city described in paragraph 3 above, is in the public interest and 
is practicable, without substantially impairing the ability of the 
carrier or carriers owning or entitled to the enjoyment of such 
track or tracks to handle its or their own business. 

An order will be entered denying the application in Finance 
Docket No. 3569. We are not advised what action, if any, the Rail- 
road Commission of California will take in connection with these 
matters, and under the existing circumstances we will issue no cer- 
tificates or futher orders at this time. We will retain jurisdiction 
of No. 14778 and Finance Docket No. 3556 for the purpose of mak- 
ing such further findings and orders and issuing such certificates as 
the record warrants. The findings and order now made are based 
upon the present record and upon the plans presented to us. If, 
in the development of a union passenger terminal plan, the carriers 
or the Railroad Commission of California evolve a plan considerably 
more extensive than, or materially different from, a plan for a sta- 
tion within the Plaza area as here considered to be in the public 
interest, our ultimate findings as to the public convenience and neces- 
sity, and as to impairment of the carrier’s ability to handle their 
own traffic and to perform their duties to the public, will of course 
be based upon a consideration of those facts rather than upon the 
present record, ; 


Commissioner Hall, in a dissent in which Commissioner Cox 
joined, agreed with the construction of the paragraphs of the 
statute applicable, that the Commission had no jurisdiction to 
require the construction of a union station. In part, he said: 


I am not prepared to take part in selection of sites and approval 

or disapproval of plans for railway structures, whether bridge, tun- 
nel, or terminal, all over this broad land. I find nothing in the 
interstate commerce act which lays upon us any such duty. Cer- 
tainly no one who participated in framing the provisions of that 
act as to certificates of public convenience and necessity had union 
stations in mind. If he had, he was an adept in the use of language 
to conceal thought. 
.. The complainants come here for such authority as they may need, 
not to do something, but to require the carriers to do something. 
That “something” is to construct and maintain a union passenger 
station, which none of the carriers wants, on a site not of their selec- 
tion, reached by none of their rails. Neither the city nor any civic 
body or citizen offers or proposes to contribute anything in land or 
money to that end. If this complaint be an application under para- 
graphs (18) to (20), how shall we construe the lack in those para- 
graphs of even a hint at compulsion? They provide for restrains, 
or permissions, or both. It is only in paragraph (21) that the power 
to require appears, and there it is confined to car service, as the term 
is used in the act, and to extension of carriers’ lines. 

Plainly they (the carriers), propose a better service than they 
now afford to the traveling public, a better utilization of property 
gee dedicated to that service. It is their right and their duty 
to do both without authority from us. But to secure the full benefit 
of their proposal extension of some main line and abandonment of 
other main line is necessary. For that they are here. Why should 
we deny them? We would not if the complanants were not here also. 
I submit that carriers serving the public with property already de- 
voted to that service should not be restrained from bettering their 
service because others charged with no such responsibility devise 
or approve or prefer plans for a substituted service on property which 
the carriers must go out and acquire at cost in excess of value. 

My second ground of dissent is the grant, in so far as here made 
or forecast, of certificates of public convenience and necessity for a 
union station and for such extension of lines and disuse of other 
lines as may be incident to its construction and use. There is no 
magic in unification of passenger terminal facilities. There may be 
detriment to the traveling public far outweighing the anticipated 
benefit to Los Angeles, and our concern is, or should be, for the 
public served rather than for the fruition of civic plans. 

Los Angeles is even greater in area than in population. Must 
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those who come and go by rail all pass through one gate or may they An order will be entered requiring their cancellation and discon- 


have their choice of several The record, as reflected in the report, 
gives no convincing answer to this question. The public convenience, 
the public necessity, both are to be considered and served if and 
when our certificates issue in respect of matters within our compe- 
tency. The union station is not essential to a civic center, as expe- 
rience has shown. Without entering into details of the Plaza and 
other plans, it may be noted that the present estimates call for invest- 
ment of many millions of carrier earnings in property on which no 
earnings will ever be made, deprive the carriers to that extent of 
resources now available in time of need, and render useless for carrier 
purposes the terminal properties in which their investment was long 
since made on a lower basis of cost. 

Any requirement by public authority that carriers invest their 
capital or earnings in unproductive property beyond what is clearly 
needed for performance of their public service is a requirement 
which lessens their ability to properly serve the public. It woul 
seem that the new outlay, by utilization of aerial rights over the 
station properties or otherwise, could be made to yield compensating 
return and that the city and the carriers might and should work out 


in friendly co-operation some satisfactory solution of the problems 
here presented, 


Commissioner Woodlock did not participate in the disposition 
of this case. 


SWITCHING CANCELLATION CASE 


The Commission, in I. and S. No. 2383, switching at Hagers- 
town, Md., mimeographed, has condemned, as not having been 
justified, the proposal of the Western Maryland to restrict its 
proportional switching limits at Hagerstown, Md., so as to 
exclude that part of its line east of the city limits. The limits 
now extend to and embrace the Security Lime & Cement Co., 
which operates a cement plant, and quarries for the production 
of crushed rock. The cement company and the highway com- 
missions of Pennsylvania, Maryland, North Carolina and Virginia 


protested, but the cement company alone fought the case at 
the hearing. 


Security is a separate agency station on the Western Mary- 
land but the Commission said the only duties of its agent there 
were to handle the prdtestant’s business which was so large 
that in 1924 it had three of its own engines to switch its in and 


out traffic amounting to 10,752 carloads and a considerable 
volume of L. C. L. 


According to the -report, the cement company and the 
Western Maryland have had considerable friction over the 
question whether the plant was in or out of Hagerstown, the 
cement company claiming the railroad promised, as a condition 
precedent to the location of its plants on the Western Maryland, 
that it should be counted as in Hagerstown and then not putting 
it in Hagerstown when the rates were first published. When 
the cement company proposed to enlarge its plant another con- 
ference was had and an understanding supposed to have been 
reached that would settle all the questions in favor of the 
cement company. It enlarged its plant instead of building else- 
where as it was reported in this case it contemplated doing. 
The Commission said much of the evidence was conflicting. In 
disposing of the case the Commission said: 


Considerable evidence was introduced dealing with the costs 
transportation characteristics, and other details of the switching 
service to and from Security, but it is conceded that the proposed 
change is not the result of any dissatisfaction with the measure of 
the switching rate, as such, or the amount of business received from 
protestant. The real cause is respondent’s dissatisfaction with the 
proportion of the through revenue received by it and a fear that even 
this proportion may be reduced if the joint rates proposed both by 

is protestant and the carriers in the so-called Southern Cement 

» dockets Nos. 15380 and 15900, now pending, are adopted and 
prorated on a mileage basis. Respondent does not object to the 
application of the Hagerstown rates from Security as joint rates, if 
property divided, nor does it contend that the scales proposed in the 

uthern Cement Case are too low. It merely insists that under the 
et arrangement it has no control over the rates from mills on 
S own line; and that divisions on a mileage basis will make its 
peepertion so low as to be confiscatory and disrupt its rate fabric, 
- rary to the understanding had with protestant when the switch- 
4 arrangement was effect It expresses willingness to establish 
= nt rates from Security in connection with both the Norfolk & 
agp and the Pennsylvania on an appropriate divisional basis, 
@ same as that in effect from Hagerstown, which would assure 
quotestant the same through rates as it now enjoys. Its connec- 
a refuse to do this. Clearly the primary motive in taking action 
a a ak they ee pes ape gm d in obtaining a satis- 

e rates w 

~~ os Southern Cement Case. ye 
espondent states that if the switching arrangements were can- 
celled the present higher joint rates from Security would also be 
cancelled, leaving in effect the combination of locals, which with 
the use of the combination rule would make the through rate the 
— as that in effect from Hagerstown, and the resulting situation 
oe d ee Ls disadvantage to protestant. This would not be true 
= AF cin sn : stone. Neither would this offer take care of the pres- 


The matter of divisions, of course 


fs the fact that the carriers are in disagreement as to the propor- 
tions of the through revenue they should receive a sufficient justifi- 
cation for increased rates. Lumber Transit Privileges at Buffalo, 
N. Y.. 33 I. C. C. 601, 605; Gulf Lumber Co. vs. G. & S. R. R. oe. 
53 I. C. C. 369. It is fundamental that disagreements or controversies 
between the carriers will not be permitted to work injury to the 
shipper. If respondent’s present switching charge is inadequate for 
the service performed it should be increased to a proper level. If 
+ ge A a ng pte of the through revenue 
* e@ sou y negotiation with its conn 
by proper rosea before us. ~aiesaccstioad 
e 


find that the proposed schedules have not been justified. 


, is no part of this case: nor 


tinuing this proceeding. 


SCRAP IRON OVERCHARGED 


The Commission, in No. 16205, Knight Iron & Metal Company 
vs. Gulf, Mobile & Northern et al., mimeographed, found the rate 
of 27 cents assessed on three carloads of scrap iron, shipped ip 
the early part of 1923, from Mobile to Birmingham, via a route 
through Mississippi, was inapplicable and directed refund to the 
basis of $2.48 per ton, net. The material shipped was strips of 
bar iron that had been used to re-enforce concrete ships, one of 
which was broken up at Mobile and the re-enforcing bars sold in 
the open market as scrap iron. Then carloads were shipped, 
They were billed as scrap iron. At Birmingham an inspector of 
the Southern Weighing and Inspection Bureau changed the bill- 
ing from scrap iron at $2.48 per net ton to 27 cents per 100 
pounds. On several of the seven other cars the rating had been 
set up but later the carriers refunded down to the scrap iron 
rate. 

In respect of the three cars the inspector had no record but 
testified that he had himself made the inspection and changed 
the billing because, he said, the metal in the cars had not been 
broken up. He said the cars inspected by him contained random 
length bars from 10 to 30 feet long but could not say, the Com- 
mission report says, whether or not even the 30-foot lengths 
might not have been broken up. 

The Commission said that as the metal was originally billed 
as scrap iron and was subsequently changed to iron bars by the 
defendants, the burden rested upon them to justify the change. 
It said the testimony of the inspector was vague and unconvinc- 
ing. Asked to give some rule by which he was guided in the in- 
spection and to state just what, in his opinion, breaking up of 
this material meant, he said that that was a matter entirely 
within the judgment of the inspector. The Commission said the 
carriers had failed to meet the burden upon them. It followed, 
the report said, that the application of the rate on bar iron had 
not been justified. 


SCRAP IRON REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 16119, Hilb & Bauer vs. New York Cen- 
tral (Ohio Central Lines) et al. (mimeographed), as to a rate 
and the charges thereunder, of $5.10 per long ton, on five car- 
loads of scrap iron, shipped in November, 1921, from Dunbar, 
W. Va., to Weirton, W. Va., via Columbus, O., a distance of 339 
miles. The shipments had to be made prior to the establish- 
ment of a commodity rate, which was requested in September, 
1921, because the user of the scrap iron could wait no longer 
and the complainants forwarded the material notwithstanding 
the fact that full sixth class was in effect. The defendants con- 
tended the application of the class rate where there had been 
no prior movements or where such movements were irregular 
had been approved in numerous cases. Since the estaablishment 
of a commodity rate of $3.92 per long ton, the Commission said, 
there had been a steady movement. It also said that frequently 
it had said that while the volume of movement was an important 
element to be considered in arriving at a reasonable rate, an 
excessive rate could not be justified merely on account of the 
fact that movements thereunder had been infrequent. It found 
the rate of $5.10 unreasonable to the extent it exceedd $3.92, 
the subsequently established rate, 


HANDLE MATERIAL REVISION 


A revsion of rates on handle material from Marengo and 
Corydon, Ind., to Chicago Heights, Ill., not later than October 
1 has been ordered in No. 15911, Manufacturers’ Association of 
-Chicago Heights, Ill., on behalf of Hartwell Brothers vs. Bal- 
timore & Ohio Chicago Terminal et al., mimeographed, on a 
finding of unreasonableness as to commodity rates on that 
material in a specified condition. A like finding has been made 
as to the fifth class rate imposed on a mixed carload of such 
material, the material being in different stages of fashioning. 
The Commission found commodity rates on handle material, not 
further finished than sawed square, rived or split, from bolts 
from and to the same points not unreasonable. Shipments in 
question were made in 1920. The findings exclusive of that 
saying shipments were made by Hartwell Brothers and that 
they were entitled to reparation, are as follows: 

fl hip te 

we nt that the rates assailed on handle material, sawed square, 
rived or split from bolts, not further finished, were not and are not 
unreasonable; that the rates assailed on handle material, in the rough, 
sawed or turned to shape, not further finished, in straight carloads, 


or in mixed carloads with handle material, sawed square, rived or split 


from bolts, not further finished, or handle material, cut or shaved 
to shape, not further finished, were, are, and for the future will be 
unjust and unreasonable to the extent that they exceeded, exceed, 
or may exceed the rates contemporaneously in effect on lumber 
manufactured from the same kind of wood from and to the same 
points; that just and reasonable rates from Marengo and Corydon 
to Chicago Heights on handle material, cut or shaved to shape, not 
further finished, in straight carloads, or in mixed carloads with 
handle material, sawed square, rived or split from bolts, not further 
finished, or handle material, in the rough, sawed or turned to shape, 
not further finished, would not have exceeded in the past and should 
not now or in the future exceed the rates contemporaneously in effect 
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on lumber manufactured from the same kind of wood from and to 
the same points; and that the rate charged on the mixed carload 
of handle material, sawed square, rived or split from bolts, not 
further finished, and handle material, cut or shaved to shape, not 
further finished, shipped from Marengo to Chicago Heights via Dyer 
on September 10, 1920, was unjust and unreasonable to the extent 
that it exceeded the rate contemporaneously in effect on lumber manu- 
factured from the same kind of wood. 


OIL WELL SUPPLIES CASE 


An order of dismissal has been made in No. 16259, Marion 
Machine, Foundry & Supply Co. vs. Los Angeles & Salt Lake 
et al, mimeographed, on a finding that the rate on four car- 
loads of oil well supplies shipped from Marion, Ind., to Bur- 
nett, Cal., in October and November, 1922, was not unreasonable, 
unjustly discriminatory or unduly prejudicial. The complaint 
alleged the rate on four cars of rig irons was unreasonable, 
unjustly discriminatory and unduly prejudicial. It asked for a 
reasonable rate for the future and reparation. The Commission 
said the record, which was meager, did not conclusively show 
whether the contents of the cars consisted chiefly of castings 
or of partly finished and partly assembled machines or machin- 
ery. It said it was clear that the commodities comprising the 
shipments were oil well outfits to be used as rig iron drilling 
outfits for drilling oil or gas wells. The complainant contended 
the shipments were rig irons, which are included in the descrip- 
tion of oil well outfits and supplies in Western Classification. 
It was urged that the rate on rig irons should be lower than the 
rate on oil well outfits or machines, because, among other things, 
they were mostly castings, some of which were machined, loaded 
heavily and were not fragile. 


GRAIN CASE DISMISSED 


The Commission has dismissed No. 16213, H. J. Duvall, as 
receiver of the Kansas & Oklahoma Railway Co., vs. Chicago, 
Rock Island & Pacific, mimeographed, finding the joint rates 
on grain and grain products from Milner, Kans., to interstate 
destinations on the Rock Island not unreasonable. It has also 
found the establishment of joint rates on the sort of traffic 
mentioned, from State Line, Kans., to the same destinations, 
had not been shown to be necessary or desirable in the public 
interest. 

The receiver asked for the establishment of reasonable joint 
rates from State Line and alleged the existing joint rates on 
the commodities mentioned, from Milner, Kans., were unreason- 
able. The Rock Island joined the short line in making joint 
rates, but the short line was dissatisfied with the arrangement 
and brought the complaint. The Commission said the com- 
plainant’s evidence was of a most general nature and related 
largely to State Line, at the end of the short line four miles 
southeast of Liberal, Kans., on the Kansas-Oklahoma border. 
The receiver asked for joint rates from State Line half a cent 
higher than from Liberal on the ground that unless such rates 
were established farmers would team their grain to Liberal. 
The Commission said it did not appear that the movement of 
56 cars of grain, such as was once made, was indicative of any 
regular movement in fhe future from State Line, even if rates 
asked by the complainant should be established, hence its con- 
clusion of lack of public interest. 


M-K-T REORGINIZATION FEES 


With Commissioners Eastman, McManamy and Campbell dis- 
senting, and Commissioners Hall and Woodlock not participating 
in the decision, the Commission has approved compensation of 
$900,000 for the reorganization managers and a fee of $600,000 
for counsel for their services in connection with the reorgani- 
zation of the Missouri, Kansas & Texas Railway Company into 
the Missouri-Kansas-Texas Railroad Company. 


The reorganization plan provided that the amount of 
$18,420,800 should be obtained by assessments on the stock- 
holders of the former company, and that in return for those 
payments and the surrender of their shares the stockholders 
should receive certain securities of the new company. The 
plan further provided that the cash fund so obtained should be 
used to meet various expenses in connection with the reorganiza- 
tion, including compensation and expenses of the reorganization 
Managers, and to provide the new company with $4,000,000 of 
working capital, any balance remaining to be paid into the 


treasury of the new company to be used for additions and 
betterments. 


The plan included a provision that for their services -the 
reorganization managers should receive a sum equal to three- 
fourths of one per cent of the aggregate principal amount of 
the new bonds and fifty cents per share of the new stock which 
would be issuable under the plan to depositing security holders 
and stockholders if all securities and stock of each class dealt 
with under the plan became subject thereto. Computed in that 
manner, the report continued, the managers’ compensation would 
amount to $1,614,249.79, and it was proposed to pay counsel 
$750,000. The reorganization managers are J. & W. Seligman 
& Company and Hallgarten & Company, bankers, of New York 


THE TRAFFIC WORLD ; 245 


City, and their counsel are Cravath, Henderson and deGersdorff 
and Larkin, Rathbone and Perry, of New York City. 
In its findings, the Commission said: 


To review with any degree of comprehension the detailed services 
rendered by the managers and their counsel in furtherance of the 
reorganization would unduly extend this report and serve no really 
useful purpose. There is no definite formula by which services of the 
kind can be accurately evaluated, and the determination here neces- 
sarily rests within our best judgment, to be exercised in the light of 
all the applicable considerations. Balancing the capable services and 
the results which the managers and their counsel have performed and 
achieved in this reorganization against the public interest in the. ex- 
penditure of large sums by a common carrier subject to the act, and 
upon a full and careful consideration of all the evidence of record, we 
reach the conclusion that the compensation of the reorganization man- 
agers should not be in excess of $900,000 and that the fee of their 
counsel should not be in exGéss of $600,000. We find that compensation 
for the managers and fee for their counsel in the amounts specified, 
in so far as the amounts may be paid from proceeds of the above-men- 
tioned securities issue, are reasonably necessary and appropriate and 
compatible with the public interest and otherwise within the require- 
ments and conditions of Section 20a of the act. It appearing that a 
fund of $2,364,249.79, in the hands of the managers and out of which 
their compensation and the counsel fees are intended to be paid, 
been invested by the managers in government securities bearing 
interest at the rate of 3.5 per cent per annum, this finding also covers 
disbursement to the managers and counsel of proportionate interest 
at that rate since the date of such investment upon the compensation 
and fee herein found to be proper. The remainder of the fund, with its 
proportionate interest, should be paid over to the new company. 


Commissioner Eastman, dissenting, said the report of the 
majority dealt inadequately with a question of great public 
moment and reached a conclusion which the facts did not wholly 
justify. Commenting with respect to reorganization of companies 
that have passed into hands of receivers, the commissioner 
remarked that “certainly the affairs of sick or dying corpora- 


tions have become a most profitable field of exploitation for 
bankers and lawyers. 


. “Such a situation challenges attention, particularly where 
the corporations are engaged in public service,’ Mr. Eastman 


continued. “In such case, at least, the public interest is directly 
involved.” 


Mr. Eastman said there were important items of expense in 
connection with the development and execution of the reorganiza- 
tion plans which were not covered by the compensation in 
question but were separately provided for. Some of these items 
were enumerated by him. He said the reorganization managers 
were two large banking houses in New York City and that it was 
not clearly shown why one large banking house could not have 
carried on the work satisfactorily. He made similar comment 
with respect to employment of “two great legal firms,” as 
counsel. Continuing, he said, in part: 


The record is also replete with details indicating that the reorgani- 
zation managers acted substantially as a board of directors for the 
receiver in all matters affecting the management and operation of the 
property during the period of the receivership. It conveys the impres- 
sion that the receiver seldom if ever took an important, step, even 
though its importance was small, without the advice of these bankers, 
and that their time was seriously burdened by the duty of perusin 
and studying and reaching conclusions with respect to reports whic 
he was continually making to them. The receiver was appointed by 
the court to administer and conserve the property in the interests of 
the creditors of the old company, and he was paid for his services in 
a manner befitting a man of dominating force and ability. The record 
shows that he was paid an equivalent of $70,000 per year over and 
above all expenses, and that he was liberally supplied with such . on 
ating and legal assistance as he desired. His counsel received an 
average of $49,600 per year. If in fact, the reorganization managers 
were the power behind the throne, entitled to compensation at a rate 
of more than $100,000 per year for the services which they rendered in 
an advisory capacity, then the receiver was paid beyond his ability 
and deserts. We are further told that the reorganization ma: rs 
were appointed “by most of the committees of security holders as 
their agents to deal with the receiver of the property during the 
receivership.” It is not claimed that all of the committees made such 
an appointment, and so far as I have been able to determine the num- 
ber did not exceed 11. However that may be, we are here passing 
upon the compensation of the reorganization mnnagers “for their 
services in their capacity as reorganization managers” fixed the 
agreement of 1921, and that contract contains no intimation t I 
have been able to discover that these services included supervision of 
or advice to the receiver upon matters of management and operation 
a the receivership. If some of the committees wished to employ,- 
and did employ, the reorganization managers as their agents in such 
dealings with the receiver, they should compensate them separately 
for those services. Certainly they ought not to be covered by com- 
pensation the burden of which falls directly or indirectly upon all the 
security holders of the new company. * * * 


So much for the doubts which the record, as I see it, casts upon 
the compensations which these reorganization managers and eir 
counsel wish us to approve. There is much to be said — the other 
side, although it is not said in the majority report. Undoubtedly the 
reorganization of this property involved a great many ——— 
both financial and legal. It was a task requiring long an tient 
perseverance and a high order of experience and ability. e two 
banking houses possessed excellent standing and commanded confi- 
dence in the financial world, and the same may be said of their two 
firms of counsel. The work also involved some risk of loss of profits 
in the event of failure or partial failure of the plan. How are we to 
weigh the pros and cons and reach a conclusion as to the compensa- 
tions which were fair and reasonable under the circumstances? 


The usual measure of fair and reasonable compensation for serv- 
ices of any kind in this country, under present standards, is what it is 
possible to obtain for them in the open market. The term “open 
market” is not precise as applied to banking or legal services, but it 
sufficiently conveys the thought. Opinions as to intrinsic worth are 
too various to afford any satisfactory basis. It was testified in this 
case that the services of one of the lawyers were worth $500 per day. 
Men receiving such compensation usually entertain a righteous con- 
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viction that they correspond with intrinsic worth, although at the same 
time they may be incensed that painters or carpenters should assume 
to demand and be able to exact $15 per day for their services. Such 
contrasts have interest but offer little help in our inquiry. 

A vital difficulty that we encounter, as I see it, is met at the 
outset, and it is that the compensations in issue were not arrived 
at in what may be called an open market. The agreement of 1921 
had no such aspect. It was not arrived at in the course of business 
dealings at arm’s length, but is tempered and colored by the element 
of mutual self interest. I also attach little importance to the com- 
parisons afforded by the compensations paid for similar services 
in the case of similar reorganizations in the past. For aught we 
know they have been and probably were, determined in a similar 
way. In default of the usual measures, we must exercise our best 
judgment as to what is fair and reasonable compensation, consistent 
with the public interest, for the work that needed to be done. * * * 

Economy in the government service is much stressed at present, 
and quite properly so, but economy in the public service interpreting 
that term broadly to include all private corporations engaged therein, 
is no less important. The people of this country suffer no less burden 
directly or indirectly, from waste and extravagance by a railroa 
company engaged in the public service than from waste and extrav- 
agance by a department of the government. And particularly is 
a policy of scrupulous care in expenditure to be enjoined when the 
victim of any extravagance is an ill or disabled public service cor- 
poration which has disappointed the hopes of many presumably inno- 
cent investors. Professional services rendered in connection with the 
rehabilitation of such corporations ought, I think, to be regarded in 
the light of work done in the administration of a puble trust, and 
compensation therefor should be held to the minimum point which 
will make it possible to enlist in such work the services of men of 
the necessary standing, experience and ability. 

Taking all the facts into consideration, I am not persuaded that 
the bankers and lawyers in question are entitled to more than 
half of the compensation which they seek. If they were allowed 
$1,200,000 in the aggregate, they would, in my judgment, be generously 
treated. This amount I would allow them to divide in the same ratio 
as the amounts for which they seek pt This conclusion is 
based upon the special circumstances of this case, which were unusual 
particularly with respect to the period of time covered by the work of 
the reorganization managers and their counsel. I have also taken 
into consideration the fact that the work was undertaken and the 
compensation fixed, without thought that it would be_ subject to 
public supervision or judged by other than prevailing standards of the 
financial world. The conclusion should not be construed as an indica- 
tion that I believe that future reorganizations of like character should 
reasonably cost as much as the above amount. On the contrary, it 
is my opinion that steps can and should be taken to decrease materi- 
ally the expense of administering and reorganizing the affairs of 
aor nha or financially disabled corporations engaged in the public 
service. 

I may say that I agree with Commissioner McManamy that no 
securities of a new railroad corporation, created upon reorganizaticn 
be take over the property of an old company, ought to be issued to 

eet the expenses of reorganization; and I did not vote to authorize 
the securities in question when that issue was before us. See also 
my dissenting expression in Acquisition and Stock Issue by N. C. & E. 
R. R. Co., 86 I. C. C. 617, 620. Here, however, we are dealing with 
a different question. Moreover, I fear that even if securities of new 
companies were not approved for such a purpose, means would be 
found for accomplishing much the same result by indirection. What- 
ever the apparent method of providing for them, such expenses will 
continue to be a matter of vital public concern. 


LOAN APPLICATION DENIED 


The Commission has affirmed its finding in 94 I. C. C. 531, 
that the application of the Kansas City Northwestern Railway 
Company for a loan under section 210 of the transportation act 
be dismissed on the ground that it fails to meet the requirements 
of the statute. On reopening, the case was argued before the 
Commission. The Commission said it had considered the 
evidence in the light of the argument and concluded to affirm 
the original finding. 

In a concurring opinion, Commissioner Meyer said that an 
application for a loan under section 210 could be filed only by 
a “carrier by railroad subject to the interstate commerce act,” 
and within two years from the date of passage of the transporta- 
tion act. In the original report, the commissioner said, the Com- 
mission said that the applicant was incorporated to acquire and 
improve the properties formerly owned by the Kansas City 
Northwestern Railroad Company; that its charter was filed May 
3, 1917, but up to February 28, 1922, when the period for applica- 
tions for loads terminated, it had not come into lawful possession 
of any operating railway. He also pointed out that the applicant 
had stated in its application that it was not then a common 
carrier by railroad, but that it would be when the loan “is 
granted, if granted.” Commissioner Meyer concluded therefore 
that the applicant could not benefit by the provisions of sec- 
tion 210. , 

Commissioner McChord, dissenting, said the facts constituted 
the applicant a common carrier by railroad, subject to the act. 
Commissioner Campbell, dissenting, said that, while the ap- 
plicant was not yet in posesession of the carrier property upon 
expiration of the period of limitation provided by the statute 
for such a loan as was here sought, the applicant had been duly 
incorporated to acquire and improve the properties prior to such 
incorporation, and that it seemed to him that the Commission, 
under the law, could and should consider the applicant to have 
been, at the time of its application, a carrier by railroad as 
defined in section 210. Commissioner Lewis also dissented. 





TENTATIVE VALUATION REPORTS 


Tentative valuation reports, fixing final value as indicated, 
have been issued by the Commission on the following railroads: 
Silverton Northern Railroad Company, $216,645 as of June 30, 
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1919; Woodworth & Louisiana Central Railway Company, $49,478 
as of June 30, 1919; Trinity Valley & Northern Railway Com. 
pany, $102,240 for wholly owned and used, and $36,500 for useq 
but not owned, as of June 30, 1919; Texas State Railroad, $603. 
202 as of June 30, 1917; and Trinity Valley Southern Railroad 
Company, $41,325 for total owned, and $44,575 for total useq 
property as of June 30, 1917. 


FINAL VALUATION REPORTS 


In Valuation Docket No. 181, Norwood & St. Lawrence, opin. 
ion No. B-58, 97 I. C. C. 458-71, the Commission has found the 
final value for rate-making purposes, as of June 30, 1917, $533,078 
In Valuation Docket No. 157, Chesapeake Western, opinion No. 
B-59, 97 I. C. C. 472-90, the Commission has found the final value 
as of June 30, 1916, of property owned and used, $343,837, and of 
property used but not owned, $425,000. In Valuation Docket No. 
206, Memphis Union Station Company, opinion No. B-56, 97 I. ¢. 
C. 418-33, the Commission has found the final value, as of June 
30, 1916, to be $2,259,000. 


COMMISSION IS UNMOVED 


The Commission, in valuation docket No. 26, concerning the 
property of the San Pedro, Los Angeles & Salt Lake, has made 
a report to the United State court in and for the southern dis- 
trict of California, southern division. That court, on March 16, 
1925, certified to the Commission a copy of all the evidence in- 
troduced on behalf of the railroad and of the Commission for 
its consideration and action, within six months from the time 
of its receipt. The evidence submitted to the Commission was 
that taken by the court, composed of a circuit judge and two 
district judges, in the course of the hearing given by it on the 
application of the railroad company to enjoin, set aside, annul 
and suspend the order of the Commission, dated June 7, 1923, 
in which it had stated the value, for rate-making purposes, as 
of June 30, 1914, of the property wholly owned and used, and 
of the property used but not owned by the railroad company, for 
its purpose as a common carrier. The original report was made 
in 75 I. C. C. 463. 

The Commission said that upon consideration of the evi- 
dence introduced in the proceedings in the court before men- 
tioned, it was determined (1) that the said evidence did not 
justify it in fixing a final value different from the one fixed in 
the first instance, or in altering, modifying, amending or rescind- 
ing any order which it had made involving the final value; (2) 
that upon further consideration of the whole record it had de- 
cided to reopen the proceedings in which it had determined 
the value of the property of the railroads as of June 30, 1914, 
to receive further evidence regarding the value of the water 
rights and the amount necessary for working capital. It did 
not say why it was reopening that phase of the case. 

In the case brought before the court at Los Angeles, the 
railroad company sought to have set aside the Commission’s 
order reporting, that, as of June 30, 1914, the property of the 
railroad company had a final value for rate-making purposes of 
$45,000,000; that the capital issues outstanding amounted to $81,- 
274,000 and that the investment amounted to substantially 
$43,000,000. 

Answering the petition of the railroad company for the in- 
junction, the Commission said that its valuation was as of June 
30, 1914, and did not purport to give the value of the property 
since that time. The court, however, took testimony as to the 
value of the property in 1923 and 1924. After having done that 
the court, in obedience to the valuation statute requiring the 
courts to certify evidence as to value that had not been con- 
sidered by the Commission to that body, sent the testimony it 
had taken to the Commission, with a direction that the Com- 
mission consider the testimony and make a report thereon to 
the court within six months from the time of the receipt of that 
said report. 

In accordance with the opinion of the court the Commission 
said it had given consideration to the evidence which had been 
certified to it and said that it found that for the most part the 
evidence which was new, in the sense that it had not been sub- 
mitted at any of the hearings held by the Commission, related 
directly to the question of the value of the property of the rail- 
road in 1923 and 1924. The relevancy of such evidence to the 
question of the value of the property on June 30, 1914, the date 
as of which the Commission had determined. the value of the 
property, the Commission said, was, at most, of a very indirect 
and remote character. It made similar observations in respect 
of other testimony, particularly that of R. S. Lovett, chairman 
of the board of directors of the San Pedro, the comptroller and 
valuation engineer of the road. 

“This testimony is not in addition to or different from the 
evidence before us at the time of the preparation of our final 
report,” said the Commission. 

The Commission said that, in obedience to paragraph (f) of 
section 19-A, it would be necessary for it at some future time 
to revise and correct its valuation report, as of June 30, 1914, 
and bring it down to date. When that was done, it said, testi- 
mony such as that introduced in the hearing before the court 
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at Los Angele regarding additions and betterments and other 
changes in the condition and value of the property subsequent 
to June 30, 1914, would be relevant, material and necessary in 
rder to enable the Commission to make such a determination. 

“Obviously, when we are engaged in such revision and cor- 
rection,” said the Commission, “we shall require a great deal 
of information in addition to that which the carrier offered at 
the hearing in court concerning the value of the property in 
question as of 1923 and 1924. We would not be able solely from 
consideration of testimony which was received by the court to 
determine the value of this carrier property as of June 7, 1923, 
or as of any date subsequent to June 30, 1914.” 


CONSTRUCTION OF LINES 


The Columbia & Cowlitz Railway Company has applied for 
authority to acquire a line of railroad approximately 2.9 miles 
in length, now privately owned, and to construct approximately 
§ miles of additional line, in Cowlitz county, Wash., so that 
timber and forest products east of the Cowlitz river may be 
made available for manufacture and use at Longview, Wash. 

The Florence, Clifton & Paducah Railway Company has ap- 
plied to the Commission for authority to build and operate a line 
of railroad from Florence, Ala., to Paducah, Ky., and a branch 
line from applicant’s main line in Wayne county, Tenn., to Savan- 
nah, Tenn. The total number of miles of main track proposed is 
925 miles and of branch line, 25 miles. The region through 
which the line will pass is now almost without railroad facilities, 
the applicant said. The company said its plan for financing the 
construction was to raise the necessary money by issuance and 
sale of first mortgage 20-year 6 per cent bonds. It said it had no 
relation or connection at present with other traffic or financial 
corporations. 

The Texas & Pacific Railway Company, and the Kansas City 
Southern and its subsidiary, the Kansas City, Shreveport & Gulf, 
have applied to the Commission for authority to build short 
stretches of track in Caddo parish, Louisiana, to serve a new 
industrial district near the business district of Shreveport, and 
to facilitate handling of traffic in that region. 

The Lehigh Valley Railroad Company and the Hast Jersey 
Railroad & Terminal Company have filed applications with the 
Commission to construct extensions of their lines in Bayonne, 
N. J., so that the two lines will be connected and permit a direct 
interchange of traffic. The tracks of the two companies are now 
less than 1,000 feet apart, according to their applications. 

By a supplemental order the Commission has authorized the 
St. Louis, Brownsville & Mexico Railway Company to change 
the route of a line of railroad the company had been previously 
authorized to construct from Lyford to Edinburg, Tex., a dis- 
tance of 28 miles. : 


PROPOSED N. Y., P. & C. LINE 


In a brief on behalf of the New York, Pittsburgh & Chicago 
railroad’s application for authority to build a new railroad in 
Pennsylvania, Henry O. Evans, counsel, said that the proposed 
line was needed to meet the growth of commerce of the country 
and that it was not expected that the Commission would “close 
the door of opportunity and obliterate America.” Counsel had 
quoted Emerson to the effect that “America is another word 
for opportunity.” 

The history of the project and the acquisition of charters 
therefor by E. H. Harriman were referred to in the brief. The 
application is opposed by the Reading Company, the Pennsyl- 
vania, the Delaware, Lackawanna & Western, the New York 
Central, the Lehigh Valley and the Baltimore & Ohio. 

The proposed line, according to the brief,-is the “backbone 
of premier line of the United States; part of what can be the 
greatest railroad in the world,’ reference being to testimony 
given by L. F. Loree, president of the Delaware & Hudson. 

The brief states that the “road is owned solely and com- 
pletely by the estate of Edward H. Harriman.” 

In his argument, counsel, in part, said: 


It has been said, with emphasis, that perhaps no great nation 
ever perished except through a failure to handle its transportation. 
The government has placed the development and control of the rail- 
roads, the most important of the instruments of transportation of 
the American people, in the hands of the Interstate Commerce Com- 
mission. The prosperity of the nation—its very existence, perhaps— 
is in the hands of the Commission. The matter now before the 
Commission resolves itself into this: Each one of the objectors is, 
himself, actively engaged in endeavoring to get an additional line 
across Pennsylvania. Their objection to this application cannot, 
therefore, be that another line is unnecessary but rather that appli- 
cant’s line is, by comparison, superior to the ones they contemplate. 
But the public is not likely to feel that the best is any too good for 
their service. 

Loree calls it “backbone of the premier line of the United States’— 
Willard, the “‘super-line.’”’ It is the best line that can be produced, 
a@ part of what can be the greatest railroad in the world; the Penn- 
sylvania, between New York and Pittsburgh, is 25 per cent longer, 
the shortest line between New York and Chicago, is 12% per cent 
longer. This line links over the lowest grades obtainable, the most 
Prolific traffic producing points in the country. 


Counsel said that the project had been approved by Joseph 
Ramsey, a “railroad dreamer’ who made his dreams come 
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true; Harriman, the “Little Giant’; and, Loree, “today one of 
the most astute and far-seeing—if not the most astute, far-seeing, 
philosophic mind in the railroad world.” 

“Any railroad conception which has passed through the 
clear prism of these three most experienced minds, without 
destruction, but, on the contrary, with approval, commands atten- 
tion and respect,” the brief says. 

Continuing, counsel said: 


The real question in this case, as we see it, is this: What is 
the future of this country? If we believe that such a trifling factor 
as motor truck transportation, or the problematical and highly im- 
probable substitution of oil for coal as fuel, or the fancied competition 
of the Panama Canal traffic can seriously affect the steady increase 
shown over long periods in that enormous tide of traffic, which flows 
from every mine, forest, farm, factory, town and city of this country, 
through two main gateways, Pittsburgh and Buffalo, to such an 
extent as to render unnecessary the construction of this ideal method 
of handling only 16,000,000 tons of traffic per year, relieving both 
those gateways,—then this application is untimely and should be dis- 
approved—at this time. 


If, on the other hand, we give weight to the problems involved 
in the rapid growth of our population, with the increased need for 
transportation, necessarily involved in that fact; if we desire to take 
a broad view instead of a narrow one; to take care of the rise of 
that tide before it submerges us,—then this application is one which 
takes the necessary consequences of time by the forelock and should 
be approved. The problem of the railroads before this country is a 
stupendous one. No comparable statistics as to the other great 
nations of the world are obtainable but competent observers tell us 
that it is quite possible that our traffic now reaches near to, if it 
does not exceed that of all the freight traffic of the rest of the globe. 
We know that, enormous as has been the growth of our steel industry, 
it has increased only 80 fold in 73 years—the period of reliable rail- 
road statistics—while the rail traffic has increased 400 fold in this 
period. And one-half of this problem is and will be thrown on the 


25,000 miles of important trunk lines. These are the lines which 
must handle the increase. 


AROOSTOOK VALLEY EXTENSION 


Examiner R. M. Brown has recommended that the Commis- 
sion deny an application of the Aroostook Valley Railroad Com- 
pany for authority to build an extension of its line from Sweden 
station to Saint Agatha, Me., a distance of approximately 27 
miles. A protest against the granting of the application was 
filed by the Bangor & Aroostook. The governor of Maine and 
the Maine commission recommended approval of the application. 

The examiner said the Bangor served much of the territory 
now served by the applicant and that there was active and sub- 
stantial competition between the two lines. The applicant and 
the Canadian Pacific, according to the report, entered into an 
agreement July 1, 1911, for 50 years, by the terms of which the 
Canadian Pacific agreed to guarantee the payment of interest on 
the applicant’s bonds and undertook to furnish all freight cars 
required to handle the freight interchange between the two lines. 
The applicant agreed to deliver to the Canadian Pacific, when- 
ever practicable, all freight destined to points on that company’s 
lines or its connections, and to make no traffic agreement or con- 
nect with any road that competed with the Aroostook ‘branch of 
the Canadian, unless compelled by law to do so, or with the 
consent of the Canadian. As a result of this agreement all of 
the applicant’s freight interchange is with the Canadian at Wash- 
burn Junction near Presque Isle, the report said. 

Testimony for the applicant was that the contract would not 
apply of its own force to the proposed extension; that the ap- 
plicant had made no arrangements with the Canadian Pacific or 
with any other carrier relative to car supply and traffic inter- 
change for the extension, and that the applicant had not ascer- 
tained the Canadian’s opinion as to the applicability of the con- 
tract to the extension or with respect to its construction and 
financing. 

The Bangor maintained that the restrictions imposed on the 
applicant by the contract would apply with equal force to the 
extension. The examiner said that that view would seem to 
accord with certain clauses in the contract. ‘ 

The total cost of construction, excluding equipment, was esti- 
mated by the applicant at $699,710. To finance construction the 
applicant would issue $700,000 of its 6 per cent first mortgage 
bonds at not less than 90 per cent of par, and $270,000 of its com- 
mon capital stock at par. 

The applicant represented that the proposed extension was 
necessary to remove the lumber and pulpwood from the tributary 
area; to furnish an outlet for potatoes and other products; to 
give the people of that section better opportunities for traveling; 
and to benefit the inhabitants, increase the population, and de- 
velop the territory north of New Sweden. The Bangor contended 
that much of the territory which the proposed extension would 
traverse was already served by its own lines; that the operation 
of such extension would divert considerable traffic from its lines 
and deplete its revenue substantially, and that a case of public 
convenience and necessity had not been made by the applicant. 
In his conclusions, the examiner said: 


The proposed extension would be highly competitive. The ap- 
plicant admits that about 20 per cent of the traffic thereon would 
be diverted from lines of the Bangor. The record indicates, how- 
ever, that such diversion would be considerably greater. It has not 
been shown that this diversion is justified. Tonnage originating on 
the extension and routed via the line of the Canadian Pacific and its 
connections would be carried a much greater distance than if such 
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tonnage were handled by the Bangor and its connections. The ap- 
plicant has not shown that this movement of traffic by the longer 
route would be economically sound. The applicant’s estimate of 
traffic appears much too high. The financial plan submitted is un- 
sound. Substantially the entire cost of the project, excluding right- 
of-way and equipment, would be met by the issue of bonds. Annual 
interest charges on such bonds would substantially reduce the profit 
which might be derived from the extension. It would be possible to 
build a shorter and less expensive branch from the Bangor that 
would serve the inhabitants of the tributary area as satisfactorily 
as the extension. The economic justification and necessity for the 
extension have not been established. It is incumbent upon the ap- 
Plicant to show by clear and convincing proof that public conven- 
ience and necessity require the construction of the line proposed. 
Such proof is not here presented. 


COMMISSION ORDERS 


The Gulf States Portland Cement Company has been per- 
mitted to intervene in No. 16988, Oklahoma Portland Cement 
Co. vs. A. & V. Ry. et al. 

The Washington Building Lime Company has been permitted 
to intervene in No. 17087, the Palmer Lime & Cement Co. vs. 
Penn. R. R. et al. 

The Commission has permitted the Standard Brick & Tile 
Company to intervene in No. 17093, Augusta Face Brick Co. et al. 
vs. A. C. L. R. R. et al. 

The Texas Industrial Traffic League has been permitted to 
intervene in No. 16929, the Arkansas City Milling Co. et al. vs. 
the A. & V. Ry. et al. 

The Western Union Telegraph Company has been permitted 
to intervene in Valuation Docket No. 549, Chicago, St. Paul, Min- 
neapolis & Omaha Railway Company, and Valuation Docket No. 
547, Chicago, Kalamazoo & Saginaw Railway. 

The Klamath Irrigation District has been permitted to inter- 
vene in Finance Docket 4810, In the matter of the application of 
Oregon Trunk Ry. under paragraphs 18, 19 and 20, inclusive, of 
Section 1 of the Interstate Commerce Act, for a certificate of 
convenience and necessity for the construction of two extensions 
of the applicant’s line of Railway in Southern Oregon, and to 
retain the excess earnings, if any, of such newly constructed 
lines under paragraph 18, Section 15 (a), of said act. 

The Brown Mills Paper Company and Yellow Pine Paper 
Mill Company have been permitted to intervene in No. 17107, 
The Charles Boldt Paper Mills Company vs. A. & W. P. R. R. et al. 

In No. 13413, in the matter of automatic train-control de- 
vices, the Commission has extended the effective date of its 
order as to the Erie Railroad Company from July 1, 1925, to 
January 1, 1926. 

The Pacific Electric Railway Company and Visalia Electric 
Railroad Company have been permitted to intervene in No. 16697, 
the C. R. I. & P. Ry. et al. vs. B. & O. R. R. et al. 

The Western Union Telegraph Company’s petition for leave 
to intervene in Valuation Docket 540, Bath & Hammondsport 
R. R. Co., has been denied. 

The Great Northern Railway Company has been permitted to 
intervene in Valuation Docket 510, the Minneapolis & St. Louis 
R. R. Co. 

The Louisville & Nashville Railroad Company has been per- 
mitted to intervene in Valuation Docket 526, Missouri & Illinois 
Bridge & Belt R. R. Co. 

The Western Union Telegraph Company has been permitted 
to intervene in Valuation Docket 532, Raquette Lake Ry. Co. 

The proceeding in No. 13107, National Livestock Exchange 
vs. Santa Fe et al. is reopened for further consideration upon 
the record as made. 

The Commission has reopened for further consideration No. 
12479 and Sub-No. 1, American Shipbuilding Co. et al. vs. Di- 
rector-General, as agent, B. & O. R. R., upon complainants’ peti- 
tion for interpretation or modification of the finding made in the 
report of June 2, 1924, respecting the rates for the past. 

The Western Union Telegraph Company has been permitted 
to intervene in Valuation No. 535, Toledo, Saginaw & Muskegon 
Ry. Co., Valuation No. 546, the Detroit & Huron Ry. Co., and 
Valuation No. 550, St. Clair Tunnel Company. 

The Southern Hardwood Traffic Association has been per- 
mitted to intervene in Docket 14960, Freehold Lumber Company 
vs. C. & O. Ry. et al. 

The Johns-Manville, Incorporated, has been permitted to in- 
tervene in No. 17140, the Philip Carey Manufacturing Co. et al. 
vs. Santa Fe et al. 


ADDITIONAL AUTHORIZED STEEL 


In an additional order in No. 3666, in the matter of regula- 
tions for the transportation of explosives and other dangerous 
articles by freight and express, the Commission has modified the 
regulations, to be effective October 20, 1925, so as to read as 
follows: 


Part IV—Shipping Container Specification No. 3-A, Steel Cyl- 
inders. 


(Adds Par. 20 (f) to specification, p. 176 of Bulletin, as amended 
by order of July 23, 1924.) 

Additional authorized steel—These cylinders may also be manu- 
factured of steel having composition of carbon under 0.45 per cent, 
of sulphur under 0.06 per cent, of phosphorus under 0.05 per cent, 
of nickel from 2.5 to 3.5 per cent, and of chromium under 0.45 per 
cent. The physical properties must be such that the elastic limit 
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shall not be less than 50,000 nor more than 65,000 pounds per square 
inch: the tensile strength must not be more than 95,000 pounds per 
square inch; the elongation must be not less than 20 per cent on a 
test specimen as per subparagraph 20 (e); and the reduction of 
area must not be less than 30 per cent. The physical properties as 
required shall be obtained by quenching in oil or in water followeg 
by a tempering or drawing operation; and for cylinders of this char. 
acter the limit of 70 per cent as the ratio of the elastic limit to the 
tensile strength, as prescribed by paragraph 7 of this Specification, 


shall not apply. All other provisions of the specification must be 
complied with. 


HEARING POSTPONED IN 17000 


The Commission announced July 30 that the hearing in No, 
17000 and ex parte 87, scheduled to begin in Chicago September 
1, had been postponed until September 8. It said the hearing 
would be held at the Edgewater Beach Hotel, as previously 
announced. It was understood that postponement was made on 
account of the annual meeting of the American Bar Association 
at Detroit, September 1, which Charles E. Hughes, special coun- 
sel for the Milwaukee, and other lawyers desired to attend. 


OKLAHOMA AND 17000 


The Oklahoma Corporation Commission has taken action 
on requests from the public for assistance of that Commission 
in No. 17000 and Ex Parte 87, says a bulletin issued by John E. 
Denton, general solicitor of the National Association of Railroad 
and Utilities Commissioners, which continues as follows: 


In view of the fact that carriers operating in Oklahoma have 
filed with the Oklahoma Commission (as they have with other western 
commissions) a petition for intrastate advances in rates similar to 
the petition for interstate advances pending with the Interstate Com- 
merce Commission, the Oklahoma Commission reaches the conclusion 
that it can not properly take part as an advocate in the proceedings 
pending before the Interstate Commerce Commission. It, however, 
opens its files, reports and statistics to the use of the public, and 
makes available to the public the assistance of its counsel, experts, 
and statisticians, for the purpose of facilitating the development of 
the facts and the fair and impartial presentation of the same, both 
naneee the Interstate Commerce Commission and the Oklahoma Com- 
mission. 

In furtherance of the purpose stated and in response to requests 
of shippers, a meeting is suggested at the Commission’s railroad rate 
department in Oklahoma City on July 30, 1925, ‘“‘at which meeting or 
conference the Commission will not, of course, participate. The 
Commission further suggests that at such conference plans be made 
to develop, as nearly as may be possible, the facts to be presented at 
the Chicago and later hearings before the Interstate Commerce Com- 
mission; that a further conference be held August 20, 1925, a date 
after other states have had an opportunity to confer about these 
matters, at such central point as may be agreed upon, so that repre- 
sentatives of the public of all the western states may be given an 
opportunity to be present and to show what plans have been made 
for the General Hearings, and that at such general conference some 
specific plan be mapped out for a concerted and organized presenta- 


tion of such facts as may be presented to the Interstate Commerce 
Contmission or the State Commissions.” 


SUSPENDED TARIFFS 


In I. and S. No. 2463, the Commission suspended from July 
25 until November 22, schedules as published in the following 
tariffs: Louisville & Nashville, supplement No. 33 to I. C. C. 
No. A-15301; Emerson: Supplements No. 41 and 48 to I. C. C. 
No. 80; Speiden: Supplement No. 34 to I. C. C. No. 796; Supple- 
ment No. 30 to I. C. C. No. 823. The suspended schedules pro- 
pose to cancel carload and less-carload rates on bananas, from 
Mobile, Ala., Pensacola, Fla., and New Orleans, La., and related 
points to various Southeastern destinations; and also to revise 
rates on bananas, resulting in both increases and reductions, 
from the same points of origin, to other Southeastern destina- 
tions. The following is illustrative: 


Bananas, carloads, from New Orleans, La., to Knoxville, Tenn., 
present 62, proposed 71; to Charleston, S. C., present 62, proposed 90. 


NO. 9702 FOURTH SECTION RELIEF 


The Commission has modified the fourth section relief 
granted by fourth section order No. 8600, issued in connection 
with No. 9702, Memphis-Southwestern Investigation (commodity 
rates), 77 I. C. C. 473, as follows: 

It is ordered, That the said fourth section order No. 8600 be, 
and the same is hereby, further modified and amended so as to 
provide that the same measure of relief granted therein in re- 
spect to commodity rates prescribed in Memphis Southwestern In- 
vestigation, 77 I. C. C. 473, on canned goods, will apply to the rates 
on tomato paste, in straight or mixed carloads, as referred to in 
the said Fourth Section Application No. 12715, as amended, of F. 
A. Leland, agent. 

A supplemental fourth section order, No. 8600, to give 


effect to the foregoing was issued in connection with the order of 
modification. 


FINANCE APPLICATIONS 


The Pecos Valley Southern has applied for authority to issue 
jointly with L. W. Anderson a secured note for $50,000 to the 
Texas & Pacific and to use the proceeds to pay taxes, interest 
and make improvements. 

The Chicago, Indianapolis & Louisville Railway Company 
has applied for authority to guarantee, jointly and severally, 
with the Southern and the B. & O., the payment of the prin- 
cipal and interest of and on $250,000 of Kentucky & Indiana 
Terminal first mortgage 41% per cent gold bonds. 
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SLIGO IRON STORE CASE 


In a report written by Examiner Myron Witters on No. 15148, 
Pacific Coast Shippers’ Association et al. and a sub-number, 
Same vs. Same, the Commission was advised to find that the 
rates charged on lumber and other forest products, from points 
in Washington and Oregon to various points throughout the 
United States, between June 25, 1918, and February 14, 1919, in- 
clusive, were inapplicable, award reparation to certain of the 
complainants and deny it to others. 

Witters said that most of the questions that arose in this 
case had been settled by former decisions. He said the main 
issue fell within the principle established in Sligo Iron Store 
Company vs. Western Maryland, 62 I. C. C. 643, 72 I. C. C. 551. In 
Armour Fertilizer Works vs. Southern Railway, 93 I. C. C. 186, 
he said the contention of the Director-General that specific ref- 
rences had to be made in each tariff naming a factor of the com- 
bination to Morris’ I. C. C. No. U. S. 1 required by the latter tariff 
as a prerequisite to the application of the combination was found 
untenable. 

The traffic manager for the Pacific Coast Shippers’ Associa- 
tion, the examiner said, testified as to the general practice of its 
members, in the period in question in reference to the paying 
and bearing of the charges. Lumber was sold on the Pacific 
coast basis and charges of short lines, in addition to the coast 
group rates, were generally carried forward as advance charges 
paid by the consignee and charged back to the shipper or con- 
signor and deducted from the invoice price of the lumber. In 
summing up the case, the examiner said: 


From the evidence it appears that in many instances no part 
of the charges of the lines under Federal control was paid by or 
charged back to the complainants. Under the circumstances it can 
not be said that these complainants paid and bore the overcharges. 

The commission should find that the rates charged on shipments 
which moved during the period June 25, 1918, to February 14, 1919, 
were inapplicable and that the applicable rates were those made 
by the use of the combination. rules published in various tariffs 
providing for a maximum increase of 5 cents over the rates in 
effect on June 24, 1918; that the rates charged on shipments mov- 
ing subsequent to that period were applicable except on shipments 
moving over the Sunset Railway and except as further check may 
develop overcharges or undercharges due to other tariff provisions 
not here considered; that complainants, Siletz Lumber & Logging 
Company and Booth-Kelly Lumber Company made the shipments 
as described and paid and bore the charges thereon at the rates 
herein found inapplicable; that they have been damaged in the 
amount of the difference between charges paid and those which 
would have accrued at the rates herein found applicable; and that 
they are entitled to reparation, with interest. These complainants 
should comply with rule V of the rules of practice. Reparation to 
other complainants should be denied. 





BOOK PAPER RATES 


Examiner Warren H. Wagner, in No. 16216, Clements Paper 
Co. et al. vs. Tennessee Central, and a sub-number, Same vs. 
Nashville, Chattanooga & St. Louis et al., said the Commission 
should find the rate on low-grade book paper, from Spring 
Grove, Pa., to Nashville, Tenn., not unreasonable, but unduly 
prejudicial and in violation of the long-and-short-haul part of 
the fourth section, the undue prejudice being in the fact and to 
the extent that the rate from Spring Grove exceeded, exceeds 
or may exceed the rates contemporaneously applicable from 
Tyrone, Williamsburg and Roaring Spring, Pa., Piedmont, W. 
Va., and Luke, Md., other paper-making points. The examiner 
Said the complainants had not shown that they had been dam- 


Fae id the undue prejudice and said that reparation should be 
enied. 


AGGREGATE OF INTERMEDIATES CASE 


Examiner C. W. Griffin, in No. 14475, Babcock & Wilcox 
Company vs. Director-General, Pennsylvania, et al., said the 
Commission should follow American Shipbuilding Co. vs. Direc- 
tor-General, 89 I. C. C. 601, and find rates on iron and steel 
articles from Pittsburgh and other points in western Pennsyl- 
vania, to Barberton, O., and from Barberton to Pittsburgh, 
Nadine, Corliss and Midland, Pa., unreasonable to the extent 
they exceeded the contemporaneous aggregates of intermediates 
over the routes of movement and award reparation to that basis. 
a — were made between January 1, 1918, and Febru- 

Y 29, : 


RATES ON WINE 


Dismissal of the complaint in No. 15819, Garrett and Com- 
pany, Inc., vs. New York Central et al., has been recommended 
by Examiner Frederick M. Dolan on a proposed finding that rates 
on wine, in bulk in barrels, and in tank cars, from St. Louis, Mo., 
and Sandusky, O., to Brooklyn, N. Y., were not and are not un- 
reasonable. The examiner said the wine was shipped in its nat- 
ural state, the alcoholic content having been from 10 to 13.5 per 
cent. At Brooklyn, the major portion of the wine was dealcohol- 


Tentative Reports of the Commission 
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ized and sold as a non-intoxicating beverage, while the remain- 
der, after blending and fortifying, was sold for pharmaceutical 
and sacramental purposes, according to the report. Complainant 
was both consignor and consignee. On the cars from St. Louis 
charges were collected at a rate of $1.105, and from Sandusky, 
82 cents prior to July 1, 1922, and 73.5 cents subsequent thereto. 
The report said that, in the official classification, wine in bulk in 
barrels, carload, was rated third-class, minimum 30,000 pounds, 
it having been increased from fourth-class on August 31, 1921. 
The complainant contended that the rates charged were unrea- 
sonable to the extent that they exceeded rates based on fourth- 
class rating. 





REPARATION ON APPLES 


An award of reparation has been recommended by Examiner 
W. M. Cheseldine in No. 16310, Wimberly Grocer Company vs. 
Pennsylvania et al., on a proposed finding that an applicable 
combination rate of 92.5 cents on a carload of apples from Clear- 
brook, Va., to Jonesboro, Ark., was unreasonable to the extent 
that it exceeded 74.5 cents. A combination rate of 95.5 cents 
was assessed but the examiner found that the applicable rate 
was 92.5 cents. A joint through commodity rate of 74.5 cents 
was in effect at the time of the movement—October, 1922—to 
Jonesboro from Virginia points near Clearbrook, the examiner 
said. 


TANNING EXTRACT RATES 


Examiner W. M. Cheseldine, in No. 15743, Bona Allen vs. 
Boston & Maine et al., said the Commission should find pres- 
ent rates on tanning extracts and materials, in carloads, from 
New York and other eastern seaboard points, to Buford, Ga., 
all-rail and rail-and-water, not unreasonable, but that in the past 
they were unreasonable to the extent indicated and award rep- 
aration. The complaint alleged the rates, since April 1, 1921, 
had been and were unreasonable, unduly prejudicial and unlaw- 
ful in violation of the first and third and long-and-short-haul part 
of the fourth section. It asked for reasonable rates for the fu- 
ture and reparation. The extracts were imported or manufac- 
tured from imported materials at or near the ports of entry. 
The complainant is a tanner and also a manufacturer of shoes, 
harness and other leather articles. 

The examiner said the complainant had never been satisfied 
with the rates on extracts and materials, from the east, and was 
contemplating the bringing of a formal complaint, when the 
carriers agreed to make a revision which became effective 
October 1, 1922. The rates were not so low, after that revision, 
as desired by the complaniant. The carriers rejected claims for 
reparation, whereupon the complaint was filed. In conclusion 
the examiner said: 


On the record as made, the Commission should find that the 
present rates are not unreasonable, but that in the past the rates com- 
plained of were unreasonable to the extent that they exceeded the 


following rates: 
Prior to July 1,1922 July 1, 1922, and thereafter 


From— All-Rail Rail and Water "5 } Rail “= Water 


Boston, Mass. ....... 64 61 5 

Amesbury, Mass. .... 64 63.5 57.5 57 
New York, N. Y. ..... 60 57 54 51.5 
Nowark, NN. J. cues 60 59.5 54 53.5 
Philadelphia, Pa. .... 59 56 53 50.5 


RAILWAY MAIL PAY 


Compensation received by the railroads for the transporta- 
tion of the mails will be inquired into by the Commission, which 
has ssued an order reopening No. 9200, railway mail pay. The 
order follows: 


It appearing, That on December 23, 1919, and on various dates 
thereafter, the Commission entered its several reports and orders in 
the above entitled proceeding and prescribed, among other things, 
fair and reasonable rates of pay for the different classes of mail 
service, and services connected therewith, performed by railway com- 
mon carriers subject to the Act of July 28, 1916, 39 Statute 412, 425- 
431; and that by orders entered herein subsequent thereto, upon 
applications duly made, has reopened said proceeding for reexamina- 
tion with respect to certain carriers named in said orders; 

It further appearing, that applications have been made by numer- 
in transporting mail matter of the United States, for reexamination of 
the facts and circumstances surrounding the transportation of 
mail matter upon their lines and_ services connected there- 
with that the postmaster general has filed answers to said applica- 
tions and has requested that this proceeding be reopened for reex- 
amination, generally, so as to include all carriers subject to the said 
act engaged in transporting mail matter; 

It is ordered, that the above-entitled proceeding be, and it is 
hereby, reopened for reexamination and such further hearing as the 
Commission may direct with respect to the facts and circumstances 
surrounding the transportation of the mails, and the services con- 
nected therewith, by all railway common carriers subject to the said 
act of July 28, 1916. 

It is further ordered, That a copy of this order be served upon 
ja I —w General and all railway common carriers subject to 
s act. 








‘ 
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COSTS BY RAIL AND NEW YORK CANAL 


The New York State Barge Canal Conference (George Clin- 
ton, chairman, and Frank S. Gardner, secretary) has issued the 
following reply to a statement put out by the Bureau of Railway 
Economics comparing transportation costs by rail and barge 
canal, published in The Traffic World of May 30, 1925: 


It is anti-canal propaganda prepared by railway interests. To 
call into question the statements and conclusions of the Bureau of 
Railway Economics or to avow adherence to the policy of the state 
of New York in maintaining and operating the canals do not im- 
ply hostility to railroads. Rail and water transportation both have 
their useful functions in contributing to the welfare of commerce and 
industry and the people of the country, and both should be considered 
upon their merits without prejudice. 

The Bureau challenges the policy of New York as to the canals, 
maintained and repeatedly vindicated by the people for a hundred 
years. It admits its inability to give an accurate statement of costs, 
but adopts its admittedly inaccurate estimates for purposes of com- 
parison, and it makes admissions which are fatal to its purpose. _ 

It says “the average grain rate through the canal was 5.37 mills 
per ton mile,’ and that ‘‘approximately half a million tons of sand, 
stone, gravel, and clay are hauled through the canal annually, which 
move at a lower rate than grain.’ That, ‘In view of this fact, a fig- 
ure of from 4.5 to 5.0 mills per ton mile for all freight is probably 
close to an average canal charge,” i. e. the charge that shippers by 
canal pay for transportation. 

The Bureau of Railway Economics on the page next following its 
statements above quoted, says ‘“‘The average rail charge for freight 
service in the Eastern District, where the canal is located, was only 
1.104 cents in 1923.’ That is to say, the Bureau of Railway Economics 
states that the average charge which shippers pay for transportation 
by canal is only from 4% to 5 mills per ton mile, while the average 
charge which shippers pay for transportation by rail in the same dis- 
trict is 1.104 cents per ton mile, or more than 153 per cent greater 
by rail than by canal. 

These are facts with which many shippers are familiar. They 
are facts of which many other shippers will be glad to be assured 
upon the authority of the exponent Railroad Bureau. The shippers of 
the state will be glad to acknowledge their obligation to the Bureau 
of Railway Economics for thus confirming the claims in this respect 
which are made in behalf of the canals, and they will be convinced 
now that by using the New York canals for suitable classes of 
freight they will be able to save more than 60 per cent of their 
freight charges as compared with rail charges. 

The Bureau of Railway Economics attempts to explain away 
these admissions and the predicament into which they have 
brought it. e 

The Bureau says: “The state of New York operates this canal 
system without the collection of any tolls or charges whatever.” 
That is true. The state maintains and operates these canals as high- 
ways of commerce just as it maintains and operates its land high- 
ways and for the same beneficent purposes as a wise and sound 
public policy. 

The Bureau says further: “The annual carrying cost of the money 
expended for construction and the annual cost of maintenance must 
be met, however, even on a state-owned canal, and the absence of 
tolls simply shifts that burden from the shipper to the general tax- 
payer.” 

In the present day that is also true of every state and county 
highway. Within the memory of many men now living “toll gates” 
were maintained upon the highways and charges collected thereat 
from every vehicle passing. Tolls were also collected from vessels 
and cargoes passing over the canals. The people finally abandoned 
the ‘“‘toll gates’’ upon the highways and made them free for the public 
welfare. In 1883 by an overwhelming vote of the people of the 
state the tolls upon the canals were also abolished after a state- 
wide discussion of the proposition extending through several years. 
The railroads opposed the abolition of canal tolls and printed and dis- 
tributed in vast quantities every argument that could be devised, 
similar to those now presented by the Bureau of Railway Economics, 
and the people were thoroughly informed of what they were doing. 
It was the decision of a state public policy as to the waterways of 
the state and that policy has been maintained during the forty-two 
years since against repeated efforts like the present one of the 
Bureau of Railway Economics to change it. Moreover, the people 
have by like overwhelming vote again and again voted money, raised 
from taxation, necessary to improve and enlarge these canals. 
These repeated decisions by the people of the state were each time 
rendered after the widest possible discussion in the public press and 
in public meetings and upon the merits of the question. 

The Bureau of Railway Economics in its pamphlet is “thrashing 
old straw.” But a new generation of men and women has come to 
maturity since the highways and canals were made free and the 
Bureau boldly ventures to test their intelligence. What will this 
generation say and do about it? 

Shall we restore the toll-gates upon our highways? Can it be 
imagined what the public reaction would be to that proposition if 
seriously made? No, the toll-gates will not be restored. 

The Bureau of Railway Economics does not propose to restore 
the toll-gates, but it proposes the same thing, in principle; that the 
people who run vessels and ship freight upon the water highways shall 
be charged for using the canals all the costs for constructing and 
maintaining them and, it says, that is the cost of transportation upon 
the canals. 

By the same argument that is the cost of hauling freight upon 
any highway. Shall these costs of hauling freight upon the high- 
ways be thus calculated as to every vehicle, and as to every ton of 
freight carried thereon and collected from such freight and vehicles, 
or failing to collect such charges, shall the highways be abandoned? 

Shall a wholesale grocer in Manhattan purchasing a hundred 
barrels of sugar from the refinery in Brooklyn calculate into the cost 
of his trucking a charge based upon the whole volume of trucking, 
the cost of the land in the streets he uses, the cost of constructing, 
paving and grading, and repairing these streets, and the cost of 
constructing and maintaining the Brooklyn Bridge or the Manhattan 
Bridge, and the interest charges on all of these costs? He has no 
occasion for thinking of any of these costs in connection with the 
transportation of. his hundred barrels of sugar, for the reason that 
public policy has decreed that the use of these avenues of com- 
munication and commerce shall be free and because the whole peo- 
ple benefit to such a degree that their cost and maintenance are 
justly a charge upon the community at large. 

The challenge of the wisdom of the policy of maintaining the 
canals cannot stop at the canals. It is a challenge of the wisdom of 
every civilized country the world over where commerce is fostered 
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by land and water highways, and where avenues of commerce are 
made, maintained and progressively developed in the light of exper. 
ence. It is a challenge to civilization, for the first demand made 
in every country at the beginning of civilization therein is for the 
means and routes of communication and transportation, 

But, the anti-canal, anti-water transportation man says, My 
specific challenge is as to the wisdom of building and maintaining 
the canals of the state of New York at public expense. 

That challenge was first sounded against building the origina) 
Erie Canal more than a hundred years ago. It was thoroughly dis. 
cussed at that time and the policy prevailed. The wisdom of it has 
been demonstrated beyond question in the hundred years since passeq 
It is an old story, often told, how the state of New York made 
its greatest development following the opening of the canal. How the 
city of New York, in a single decade, rose from the fifth place in 
order of population to the first. 

Along with the Erie Canal came and followed a tremendous de. 
velopment of commerce and industry. Through commerce and ip- 
dustry came a great growth in population, and through all these com- 
bined came enormous increases in values of property and opportuni- 
ties for business and almost unparalleled prosperity for the whole 
state. The almost unbroken wilderness soon gave way to thriving 
communities. 

The anti-canal Bureau of Railway Economics points to the cost 
of this as a “burden.” The investment of the state is said to be 
nearly $231,000,000. A burden on one side of the account, however, is 
on the other side transformed into benefits counted in billions, and 
the investment becomes paltry in the comparison. 

It is said, the state treasury gets no cash revenues direct from 
the canals. But it must be remembered that the canal first made the 
value of every piece of property, and every interest, in the state, 
That commerce, industry and business make the values of property, 
build up these interests and produce the incomes, from which the 
state derives its revenues. 

Nor should it be forgotten that the Erie Canal down to 1883, when 
the canals were made free, had turned into the state treasury a net 
profit of $42,599,717.00 in excess of original cost of construction plus 
— mantenance and operation from the day it was opened down to 

That forty-two and a half million dollars was received by the 
state in cash. It was a clear net profit over and above all that the 
state had ever expended for the Erie Canal. The Bureau of Rail- 
way Economics ignores it and seeks to make it appear that the canals 
have always been a drain upon the state treasury. That is not true. 
It would be nearer truth to say the canals were a very profitable in- 
vestment as a definite business venture aside from, and in addition to, 
all the other great benefits above referred to, which the state and 
the people derived from the canal. In the first ten years after the 
Erie canal was opened it paid back to the state all costs of con- 
struction, maintenance and operation. During the next forty-eight 
years it paid into the state treasury an average profit of $887,494 every 
year i.e., $42,599,717 in all. The state used that money and owes it 
to the canal. If the state had borrowed a like sum upon a bond issue 
it would have had to pay interest on it at say 4% per cent. 
The state owes the canal that money and it owes the interest also, 
just as it would owe both principal and interest to any other creditor, 
The canal is not a debtor but a creditor of the state. 

This actual debt which the State owes the canal, principal and 
straight interest at 4%4 per cent per annum, would in 1925 amount to 
$123,113,180.66. If the Bureau of Railway Economics wishes to be 
accurate it will credit this amount to reduce what it designates 
“capital investment.’’* 

Then too, the Bureau includes in this “capital investment,” which 
it puts erroneously in the non-revenue paying class, the expenditures 
for terminals and elevators, viz. $24,718,996.93, and, also erroneously, 
says the fixed charge for carrying this capital is 5 per cent, or 
approximately $8,500,000 annually. 

The use of elevators and terminals, under the law, is subject to 
a charge sufficient to pay maintenance and operation, plus 4 per cent 
interest upon cost of construction. If these two items be deducted 


from the “capital investment” as they should be, we have the follow- 
ing result: 


“Capital Investment” (estimate by Railway Bureau)... .$170,053,962.31 
Profit from Erie Canal with interest... .$123,113,180.66 : 
Elevators and Terminals 24,713,996.93 


BPO, eu tccnicns ho evenneee weniees $147,827,177.59 | 147,827,177.59 
Leaving total Net: Capital. ..)..ci..dccceceetenscveng 22,226,784.72 
This net “Capital Investment” is only 13 7/100 per cent of the 
capital estimated by the Railway Bureau, and the cost of carrying 
sevueiee saulen —. ew instead of 5 per cent. The cost of 

3 al is erefore approximately onl 
$8,500,000 auntells pp ely only $889,071 instead of 

These reductions of costs from the extremely padded estimates 
of the Railway Bureau to the actual when applied to the highly 
imaginary estimate of the Bureau of 3,481 cents per ton mile as the 
canal cost, reduce the latter relatively to its actual or to about 0.70 
cents ie. about 70/100 of a cent per ton mile, including boatmen’s 
charge for conveyance and capital investment, as against the rail 
charge of 1.104 cents. : 

Another false premise upon which the Bureau bases its erroneous 
conclusions is that the capacity of the canal is only 15,000,000 tons. 

Upon test the locks have passed through four boats at one 
lockage, carrying 2,600 tons of freight, in 8 minutes, and 10 minutes 
is not uncommon. Allowing a liberal addition for delays, and esti- 
mating the making of one lockage, on the average, every 30 minutes 
each way, the canal could make 48 lockages and pass through 124,800 
tons eastbound every 24 hours, and approximately the same west- 
bound. In the average season of 209 days, or seven months of 
navigation, the canal could pass 26,083,200 tons eastbound and not 
interfere with locking of west-bound freight. It is.clear that the 
possible actual capacity of these canals far exceeds the Bureau’s 
estimates, and few people have any conception of what an enormous 
volume of freight these figures represent. 

Again it will be seen how excessive the estimate of the Railway 
Bureau is of the ton mile cost by canal based upon ‘a maximum 
capacity of only 15,000,000 tons, as against the real possible capacity 
of 26,000,000 tons. It should also be noted that the Bureau’s estimate 
of 15,000,000 tons is lower by 5,000,000 tons than has ever been esti- 
mated before. 


Another inaccurate statement made by the Bureau is that “The 


* If the interest upon the net profit of $42,599,717 should be com- 
puted at 4% per cent, savings bank interest, the State owed the 
Canal in 1925 $312,749,000, or about $60,000,000 more than all costs for 
construction, maintenance, operation, interest and amortization for 
canals, terminals and elevators combined. 
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greatest length of time it (the canal) has ever been open was 241 
days in 1892, whereas in 1913 it was only open 172 days, or less than 
half the year.” The fact is that ‘‘The greatest length of time it has 
ever been open’”’ was 269 days, and during each of eleven seasons was 
open 240 days or longer. The average of all years has been about 
909 days. The average on the Barge Canal since 1918 has been 222 
days. In 1918 the canal season was intentionally shortened at both 
ends to make only 172 days in order to expedite the construction work 
on the enlargement which was then in progress. This was done 
in several seasons during the progress of construction. 

It is true that the canal is closed by winter frosts. But much 
of the material, for the transportation of which the canal is best 
adapted, is carried during the open season in bulk and stored until 
used with a saving as compared with the cost of rail transportation. 
Many industries thrive through the entire year by reason of the 
lower canal rates which prevail for seven months, but would perish 
without the canal. 

A manufacturer, illustrating this view of the canal, at a canal 
bill hearing several years ago, said: ‘‘We get all of our raw material 
by canal, and we buy in such quantities that we never miss the 
canal when it is closed. We ship out every pound of our product 
by railroad the year round. If the canal should be abandoned we 
could not exist here because the low canal rate is the deciding factor 
with us. We employ 1,500 men. They have families. They and their 
families travel some and of course by railroad. They need supplies 
of all kinds which are brought by rail to our grocers and other stores. 
If we lose the canal we will have to go away. If we go the rail- 
road will lose the carrying of our product and the carrying of the 
supplies for the families of our men. If the canal is closed the rail- 
road would not get the carrying of our raw material because we 
cannot pay rail rates on it. The railroads would gain nothing but 
lose much and we would be caused a great expense by moving. 
Several of the tradesmen and stores would go out of business and 
all of them would suffer substantially. Some 1,200 to 1,400 tenements 
now occupied would be empty and property owners would also suffer 
heavily and the State would lose a considerable sum annually, on 
account of the reduced taxable value of property here.” 

The Bureau uses the expression ‘‘the unsubsidized railroads of 
the State,’’ and says they “paid large taxes, some of which went to 
support the very canal which was competing with them.” This 
recalls the almost forgotten fact that the State paid to the Erie 
Railroad, out of the tolls received from the canals, the sum of 
$4,000,000 in order thereby to develop the southern tier of counties 
of the State and equalize conditions as far as practicable in con- 
—, of the benefits the northern tier of counties derived from 

e canal. 

The term “unsubsidized railroads,’ also recalls other facts, ignored 
by the Railway Bureau, which apparently would give the false im- 
pression that railroads have never been the beneficiaries of contri- 
butions from the federal and states governments. The truth is that 
practically every State in the Union and the United States, made 
enormous contributions to the railroads—gifts of lands for right of 
way, and in addition thereto many millions of acres of lands, sold 
afterwards as railroad lands for the benefit of the railroad treasuries, 
with the increment thereon. In some instances railroads have been 
exempted from taxation. 


Then too, the franchises which have been given to the railroads 
by the States are not to be ignored. In every railroad the franchise 
is treated as an asset and is represented by a very substantial por- 
tion of the capital stock which is issued upon it as an actual asset. 
In fact the franchise, or right to do business as a railroad, con- 
tributed by the State, is the most valuable possession of a railroad. 

The relative speed of the freight train and the canal barge is 
another matter regarding which there is very general misinformation. 
When the freight train is actually moving it goes faster than the 
barge, but the freight train moves a few miles and is then switched 
on to a siding where it waits. The result is that taking the time 
consumed by a freight train between initial point and destination 
the train moves ahead but little more than an average of one mile 
an hour. The barge loaded at Buffalo moves ahead continually, and 
is unloading at New York, while the freight train, which started from 
Buffalo at the same time, is still lingering along somewhere between 
Syracuse and Albany. It is a fair illustration of the old fable of 
the Hare and Tortoise. Mr. Daniel Willard of the Baltimore & Ohio 
Railroad, about a year ago, was reported to have said in a public 
address, that the aim of the railroads was to obtain an average of 
a mile and a half an hour with freight trains. 


Reverting to the argument of the Bureau of Railway Economics 
that cost of transportation by canal must include the annual carrying 
cost of the money expended for construction and the annual cost 
of maintenance, even if the figures of the Bureau were correct they 
would be no answer to the proposition that the canal*is a paying 
avenue of transportation. There can be little disagreement that the 
costs of capital investment should be considered. But our canals, 
like all other public works, are the property of the public as repre- 
sented by the State and the return made for the expenditure does 
not come in the form of money dividends as to a body of stock- 
holders in a railroad, but comes to the National and State public 
in the actually lower cost of freight carriage and the investment 
earns this saving by promoting the prosperity of the public, producers 
and consumers and exceeds vastly the cost. The matter which im- 
mediately and vitally affects the shipper and consumer is the cost 
to them of the service of transportation they get. However that may: 
be reduced by capital contribution or otherwise, the freight or trans- 
portation charge is what affects them. They are, too, the bulk of 
the public and if they contribute through the State, as they do, to 
this State transportation enterprise they share the cost with all 
taxpayers the same as all and as long as all and the public benefits. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
July 8,14, inclusive, was 309,560 cars, a decrease of 2,012 cars 
as compared with the preceding period, while no shortage was 
reported, according to the car service division of the American 
Railway Association. 

The surplus was made up ag follows: Box, 130,618; ven- 
tilated box, 2,776; auto and furniture, 16,848; total box, 150,237; 
flat, 5,204; gondola, 57,080; hopper, 54,639; total coal, 111,449; 
coke, 3,448; S. D. stock, 18,490; D. D. stock, 3,234; refrigerator, 
16,134; tank, 226; miscellaneous, 1,188; total, 309,560. 

Canadian roads reported a surplus of 34,740 cars, made up of 
31,000 box, 400 auto and furniture, 530 flat, 1,450 S. D. stock, 
1,050 refrigerator, and 310 miscellaneous cars. 









Shipping Decisions | 
Cases Recently Decided by State and Federal Courts | 


| 
Digests taken from Reporters and Digests of National Reporter 
' dam, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co:) 


Jurisdiction Must Be Affirmatively Shown on Face of Libel: 
(District Court, E. D., New York.) Jurisdiction in admiralty 

must be affirmatively shown on the face of the libel, and it is 

not sufficient that it may be inferred argumentatively from the 

averments.—Murfitt vs. El Oriente, 5 Fed. 2nd 251. 

Contract Held Not Maritime: 

A through bill of lading issued by a railroad company for 
the carriage of merchandise, which could be made wholly by 
rail, is not converted into a maritime contract because by action 
of one of the connecting carriers a part of the transportation 
is made by water.—Ibid. 

To Give Jurisdiction, Contract Must Be Essentially Maritime: 
To give a court of admiralty jurisdiction of a suit on a con- 

tract, the whole contract must be maritime in its character, and 

when performance is partly maritime, and partly terrene, a court 
of admiralty will not assume jurisdiction unless the non-maritime 
features be inconsiderable.—Ibid. 

Libel Held Not to State Cause of Action Within the Admiralty 
Jurisdiction: 

A libel, based on a through bill of lading issued by a railroad 
company, which alleges that the initial carrier delivered the 
goods to a connecting railroad carrier in good condition, that 
such carrier forwarded them by steamship, and that when 
delivered some of them were damaged, but which does not 
clearly allege that the damage was caused on shipboard, held 
not to state a cause of action within the admiralty jurisdiction. 
—Ibid. 

Circuit Court of Appeals May Take Cognizance of Opinions of 
Other Courts, and Examine Records to Ascertain Grounds: 
(Circuit Court of Appeals, Second Circuit.) The Circuit 

Court of Appeals may take cognizance without plea or proof of 

the judicial opinions of federal and state courts, and may ex- 

amine record to ascertain grounds on which opinion is. based, 
but need not accept, as proved, facts so regarded by court in 
writing opinion.—Atlantic Fruit Co. vs. Red Cross Line,,5 Fed- 

eral Rep. 2d Series 218. 


Remedy Offered by Admiralty for Settlement of Disputes Under 
Charter Party Not Affected by State Arbitration Law: 
Arbitration Law of New York, though affording a remedy 

in respect of charter party has no effect on whatever remedy 

admiralty offers for settlement of disputes arising pnder same 
charter party.—Ibid. 

Noncompliance with Agreement for Arbitration Did Not Bar 
Admiralty Suit for Charter Hire and Expense: 
Noncompliance with agreement in charter party to arbitrate 

disputes arising under charter party was not bar to suit in admir- 

alty for nonpayment of charter hire and expenses.—Ibid. 

Carrier Excused by Withdrawal of Approval of French High 
Commission: 

(Circuit Court of Appeals, Second Circuit.) Under provision 
of contract for transportation of cotton to France, by certain 
boat, that contract is subject to approval of the French High 
Commission, carrier is protected from liability for noncarriage by 
the Commission’s withdrawal of its original approval—N. P. 
Sloan Co. vs. Churchill Line et al., 5 Fed. Rep., 2d Series, 156. 
Carrier Excused by Governmental Interference; “Shipment”: 

Clause of contract for transportation of cotton to France, by 
certain boat, that owing to war conditions shipment is accepted 
at owner’s risk of any interference by any power, excuses Ccar- 
rier, where the French High Commission took all the space on 
the boat for the benefit of its government, and refused to, allow 
the shipment thereon; the word “shipment” applying as fully to 
interference with shipment accepted but not loaded as with a 
shipment actually put aboard.—Ibid. 


Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts “a 


(Digests taken from Reporters and Digests of National Reporter 
ystem, published 4 West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Contract by Common Carrier in Interstate Commerce to Furnish 
Cars to Shipper on Certain Days Cannot Be Enforced: 
(Supreme Court of Minnesota.) A contract by a common 

carrier in interstate commerce to furnish cars to a shipper on 

certain days imposes a greater obligation on the carrier than 
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that implied in the published tariffs, and the contract cannot be 

enforced.—Richey & Gilbert Co. vs. Northern Pac. Ry. Co., 

204 N. W. Rep. 27. 

Statute of Limitations of Washington Bars Recovery for Carrier’s 
Failure to Perform Duty Imposed by Law, Unless Action Is 
Begun Within Three Years After Accrual Cause of Action: 
The statute of limitations of the state of Washington bars 

a recovery of damages for the carrier’s failure to perform a 

duty imposed by law, unless suit is commenced within three 

years after the cause of action accrues.—lIbid. 

Statutory Provisions: 

(Supreme Court of Minnesota.) Under section 5046, G. S. 
1923, the certificate of the state weighmaster is prima facie 
evidence of the facts stated therein—Great Western Grain Co. 
vs. Chicago, M. & St. P. Ry. Co., 204 N. W. Rep 47. 

Statute, Making Bill of Lading Prima Facie Evidence of Receipt 
of Carrier of Goods Described, Held to Apply to Interstate 
as Well as Intrastate Shipments: 

Section 4865, G. S. 1923, is merely declaratory of the general 
rule that a bill of lading is prima facie evidence of the receipt 
by the carrier of the goods described therein, and in this respect 
the statute is applicable to interstate as well as intrastate ship- 
ments.—Ibid. 

Bill of Lading, Weighmaster’s Certificate, and Proof of Market 
Value, Held to Make Prima Facie Case for Plaintiff Suing to 
Recover Value of Wheat Lost in Transit: 

In an action to recover the value of wheat alleged to have 
been lost in transit, plaintiff made a prima facie case by intro- 
ducing in evidence the bill of lading, the weighmaster’s certi- 
ficate, and proof of the market price of the wheat.—Ibid. 
Evidence Held to Support Finding that Railroad Company Re- 

ceived Quantity of Wheat Mentioned in Bill of Lading, and 

Delivered Only Quantity Mentioned in Weighmaster’s Cer- 

tificate: 

Evidence supports the finding that the defendant received 
the quantity of wheat mentioned in the bill of lading and deliv- 
ered only the quantity mentioned in the weighmaster’s certificate. 
—Ibid. 

Bringing in Another Defendant by Amendment and Dismissing 
Original Defendants Held Violation of Rule Forbidding Com- 

plete Change of Parties: 

(Supreme Court of Alabama.) Bringing in defendant by 

amendment followed by dismissal as to all other defendants is 

an entire change of parties, and is not permitted —Alabama 

Great Southern R. Co. vs. Lawler, 104 So. Rep. 412. 

Count in Suit Against Carrier for Loss of Goods Held Demurrable 
as Failing to Show Right of Action in Plaintiff: 

In action ex contractu on bill of lading for loss of goods, 
count alleging damages for failure to deliver certain described 
goods consigned to another, and that plaintiff was owner of 
goods, held subject to demurrer, as it failed to show any right 
of action in plaintiff, but showed that right was in consignor; 
no assignment of it to plaintiff being alleged nor suit brought in 
name of consignor for use of plaintiff as owner, as it should 
have been.—Ibid. 

Bill of Lading Not an “Instrument for Payment of Money,” 
Within Statute Requiring Suits Thereon to Be Prosecuted in 
Name of Real Party in Interest: 

A bill of lading is not an instrument for the “payment of 
money,” within Code 1923, sec. 5699, requiring suits on such in- 
struments to be prosecuted in name of real party in interest, 
nor is such governed by commercial law.—Ibid. 


Plaintiff's Affidavit Stating Belief that Recovery Should Have 
Been for Greater Amount Held Insufficient: 

Plaintiff’s affidavit, tendered as answer to defendant’s motion 
to set aside judgment and dismiss suit on ground that recovery 
was a less amount than that of which court had jurisdiction, 
stating “belief” of affiant that recovery should have been for a 
greater amount, held insufficient and not in compliance with 
Code 1907, Section 5355.—Ibid. 

Statute Requiring Carrier to Give Consignee Notice of Arrival of 
Shipment Held Not Complied With: 

(Supreme Court of Alabama.) Code 1907, Section 6137 (Code 
1923, Section 10496), requiring carrier to give consignee notice of 
arrival of shipment within 24 hours, in order to be relieved of 
liability as carrier, held not complied with, where consignee’s 
overseer, to whom notice was given, was not agent of consignee 
for such purpose, and person who was his agent did not have 
personal notice of arrival of shipment.—American Railway Ex- 
press Co. vs. Judd, 104 Southern Rep. 418. 

Defendant Required to Acquit Itself of Blame for Injury to Pecan 
Trees as a Common Carrier: ° ‘ 
Where trees, which were damaged at defendant’s depot by 

frost, were, held by it as a common carrier, through failure to 

give consignee notice, defendant was required to acquit itself 
of blame as such common carrier.—Ibid. 

Reasonable Time for Removal of Trees from Depot of Common 
Carrier Is Question of Law, Where Facts Were Undisputed: 
Where facts are undisputed, reasonable time for removal of 

trees from depot of common carrier is a question of law.—Ibid. 

Consignee, Not Notified, Did Not Have Reasonable Time to Re- 
move Trees from Depot Before Being Damaged by Cold: 
Where pecan trees arrived at station Friday morning, and 
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were damaged by cold during Sunday, and consignee’s agent was 
not notified of arrival until Monday morning, consignee did not 
have reasonable time in which to remove trees before they were 
damaged.—Ibid. 

Plaintiff's Recovery Not Limited to Nominal Damages in Action 

Against Carrier for Injury to Pecan Trees: 

In suit for damages for injury to pecan trees from cold, while 
being held at defendant’s depot, plaintiff’s recovery was not 
limited to nominal damages where evidence showed market 
value of trees at point of destination and time of arrival ang 
= ia they were damaged by cold they were without value. 
—Ibid. 


One Must Use All Reasonable and Convenient Care to Minimize 
Damage: 


One must use all reasonable and convenient care to minimize 

damage.—Ibid. 

Plaintiff Not Required to Expend Large Sum in Planting Dam. 
aged Trees to Minimize Carrier’s Damage: 

In suit for damages for injury to pecan trees from cold while 
being held at defendant’s depot, plaintiff was not required to 
expend large sums in planting all damaged trees, and to wait 
er time for results to minimize -carrier’s damage— 

id. 


Extent of Consignee’s Damages for Trees Injured by Cold at Car- 
rier’s Station Held for Jury: 
In suit for damages for injury to pecan trees from cold while 
being held at defendant’s depot, extent of consignee’s damages 
held for jury.—Ibid. 


Refusal of Charges Covered by Given Charges Held Not 
Erroneous: 


. Refusal of requested charges, covered by given and oral 
instructions, held not erroneous.—Ibid. 


Carrier’s Common-Law Liability Has Not Been Changed by Car- 
mack Amendment: 

(Special Court of Appeals of Virginia.) The common-law 
liability of carrier for loss occurring on its own line, has not 
been changed by the Carmack Amendment (U. S. Comp. St., Sec- 
tion 8604a, 8604aa).—LeFebvre-Armistead Co. vs. Southern Pac. 
Co. et al., 128 Southeastern Rep. 244. 

Traffic Balances Due Interstate Carriers Held Subject to 

Attachment: . 


Traffic balances, due to foreign interstate carriers, are sub- 
ject to attachment.—Ibid. 

Foreign Attachments Proper Method of Procedure, When Plain- 
tiff Resident and Cause of Action Domestic: 

Foreign attachments against interstate carriers are proper 
methods of procedure when plaintiff is a resident, or when cause 
of action is domestic, and domestic attachment may be had when 
defendant is resident, notwithstanding that it may be engaged in 
interstate commerce, and that property: attached is a traffic 
balance or even rolling stock.—Ibid. 

Provision in Carmack Amendment as to Recovery Over by Initial 
Carrier Inapplicable, Where Recovery Sought Against Car- 
rier Primarily Liable: ‘ 

Where recovery for damages to goods in transit is sought 
against carrier primarily liable, provision in Carmack Amend- 
ment (U. S. Comp. St., Section 8604a, 8604aa), relating to re- 
covery over by initial carrier, is inapplicable, and, in any event, 
such statute does not make judgment a prerequisite to recovery 
over by initial carrier, but a receipt or judgment in rem is 
sufficient.—Ibid. 

Carrier Held Not Liable for Delivering at Its Terminal Goods 
Shipped to Swindler, Using Name of Reputable Dealer: 
(Supreme Court, Appellate Term, First Department.) Where 

plaintiff, on telephone orders from swindler styling himself as 

“William Evans, 4922 Fairmount avenue, Philadelphia,” which 

name plaintiff found listed with satisfactory rating in credit 

agency reports, but without any address, made two shipments 
of butter to swindler at address given, which was store rented 
by swindler, held, that carrier was not liable to plaintiff for 
delivering butter to swindler at its Philadelphia terminal on 
delivery order on letter head of “William Evans, 4922 Fairmount 
avenue,” nor in delivering second shipment to same person on 
following day without another delivery order.—Fox River Butter 

Co. vs. Lightning Motor Line, Inc., 210 N. Y. Supplement 172. 

Carrier’s Delivery at Empty Store, to Consignee Indicated by 
Shipper Held Not Negligence: 

Carrier’s delivery of goods to consignee indicated by shipper, 
at empty store which was address specified by consignor, would 
not be negligence, since carrier is under no obligation to notify 
consignor as to desirability of consignee as credit risk.—Ibid. 
Carrier Not Insurer Aganst Frauds on Shipper by Consignee: 

Carrier, though strictly responsible for delivery to proper 
person, is not insurer against frauds on shipper by consignee. 
—Ibid. 


CARRIAGE OF LIVE STOCK 


Failure of Complaint, in Action for Injury to Mules in Transit, to 

State Place of Delivery, Held Harmless: 

(Supreme Court of Alabama.) Where complaint, in action for 
injury to mules while in transit, was in Code form (Code 1923, 
Section 9531, form 15), but failed to state place of delivery of 
shipment, held that, where two trials had been heard, wherein 
all facts touching place of delivery were disclosed and com- 
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plaint had been amended only as to amount claimed, ruling on 
demurrer to complaint as amended could work no injury to 
defendant.—Atlantic Coast Line R. Co. vs. J. S. Carroll Mer- 
cantile Co., 104 Southern Rep. 413. 


Recovery for Breach of Carrier’s Contractual Obligation at Com- 
mon Law or on Bill of Lading May Be Had Under Complaint 
in Code Form Based on Common-Law Liability: 


In action for injury to mules in transit, complaint being in 
Code form (Code 1923, Section 9531, form 15), based on common 
law liability of carrier, on proper proof, a recovery may be had 
for breach of contractual obligation of carrier at common law, or 
on bill of lading.—Ibid. 


Evidence Held to Establish Contractual Relation Between Plain- 
tiffs Suing for Injury to Mules and Defendant Carrier: 


In action for injury to mules in transit, based on carrier’s 
common-law liability, evidence that car of mules was received 
py defendant from connecting carrier for transportation to point 
of delivery, and freight and feed bills showed plaintiff to have 
been consignee and that delivery was actually made to it, held 
to sufficiently establish contractual relation between parties. 
—Ibid. 

Fact that Bill of Lading Named Another Than Plaintiff as Con- 
signee, and Different Destination, Not Fatal Variance in 
Action on Carrier’s Common-Law Liability: 

In action for injury to mules while in transit, based on de- 
fendant’s common-law liability as common carrier, fact that bill 
of lading named another than plaintiff as consignee, and a place 
other than point of delivery as destination, did not show a fatal 
variance, and bill of lading, as part of named consignee’s deposi- 
tion, was admissible for purpose of identification.—Ibid. 
Evidence Held Sufficient to Go to Jury: 

In action for injury to mules while in transit, based on de- 
fendant’s common-law liability as common carrier, evidence held 
to make case for jury.—lIbid. 

Findings as to Depreciation in Value of Cattle by Delay and 
Rough Handling in Transit Held Supported by Evidence: 
(Court of Civil Appeals of Texas, San Antonio.) Findings 

that cattle arriving too late for market on same day depreciated 

$5 per head in value, and that another shipment, not sold on 
market because of delayed arrival and poor condition, depre- 
ciated in value by $20 per head, held supported by evidence.— 


Galveston, H. & S. A. Ry. Co. et al. vs. Neville et al., 272 S. W. 
Rep. 597. 


Burden on Carrier to Prove that Damage to Cattle Delivered in 
Good Condition Resulted from Causes for Which Not 
Responsible: 

Evidence that cattle, shipped under 36-hour release without 
caretaker, were delivered to carrier in good condition and redeliv- 
ered in damaged condition, raises presumption that damages 
resulted from carrier’s negligence, and shifts burden to carrier 
to prove that they resulted from independent causes or act, not 
pleaded or proved, for which it was not responsible.—Ibid. 


Error in Questions Submitted as to Depreciation in Value of 
Cattle by Delay and Rough Handling in Transit Held 
Harmless: 

Where special issues submitted, in action against carrier 
for damages to cattle from delay and rough handling in transit, 
were sufficient to raise question of actual or intrinsic value of 
cattle in damaged condition, and to sustain court’s finding that 
difference between value in condition they should have arrived 
was amount found by jury, and carrier did not request submis- 
sion of issues as to whether they had market value at point of 
destination, but asked number of special charges, as though case 


. Was submitted on general charge, errors, if any, in questions 


submitted as to depreciation in value from such causes were 
harmless.—Ibid. 


Questions to Jury as to Depreciation in Value of Cattle by Delay 
and Rough Handling in Transit Held Not Erroneous as Sub- 
mitting Separate Issues: 


Questions to jury as to depreciation in value of two ship- 
ments of cattle by failure to arrive in time for market on certain 
days, and by rough handling, necessitating reconditioning for 
sale, of cattle in one of such shipments, held not erroneous as 
submitting two separate issues.—Ibid. 

Giving of Special Instructions in Case Submitted on Special 
Issues Unnecessary and Improper: 

Where case is submitted on special issues, giving of special 
instructions is unnecessary and improper.—Ibid. 

_ of Charges, Sufficiently Covered by Charges Given, Not 

rror: 

Refusal of charges, sufficiently covered by charges given at 
appellant’s request, is not error.—Ibid. 

Charge Not to Consider Market Values of Cattle on Days of 
Arrival, if Delivered with Usual Dispatch, Held Erroneous: 
Charge that if cattle, arriving too late for market on date of 

arrival, were delivered with usual dispatch, jury should not con- 
sider market values on days of arrival, even to show trend of 
market, held erroneous as on weight of evidence, argumentative, 
relieving defendant from duty to exercise ordinary care, and not 
warranted by evidence.—Ibid. 
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Injured Condition of Cattle on Delivery Raises Presumption of 

Negligence, in Absence of Explanation: 

Injured condition of cattle on arrival, without explanation of 
how injuries were caused, is evidence of negligence, giving rise 
to presumption thereof, and warranting such assumption in in- 
structions to jury, where unexplained.—lIbid. 

Charges as to Matter, for Submission of Which No Request Was 

Made, Properly Refused: 

In absence of request for submission of issue as to normal 
shrinkage of cattle delayed in transit, if transported and deliv- 
ered with ordinary care and dispatch, special charges as to such 
matter, in case submitted on special issues, were properly 
refused.—Ibid. : 

Testimony, Admitted Without Objection, Held Proper for Jury’s 

Consideration: 

Plaintiffs’ testimony, submitted without objection, that de- 
fendants’ agent, with whom he dealt in shipping cattle delayed 
in transit, advised him as to usual and customary time in making 


run from place of shipment to destination held proper for jury 
to consider.—Ibid. 


TELEGRAPH AND TELEPHONE POLES 


Failure of Telegraph Company to Deliver Telegram Promptly 
Held Gross Negligence, Rendering It Liable for Damages 
Proximately Resulting Therefrom: 

(Court of Appeals of Georgia, Division No. 1.) The judgment 
rendered by the trial court was demanded by the law and the 
evidence, and the judge of the superior court erred in sustaining 
the certiorari and in rendering a final judgment in favor of the 
plaintiff in certiorari—Meyers et al. vs. Western Union Tele- 
graph Co., 128 S. E. Rep. 229. 

Expenses of Unnecessary Trip Caused by Failure to Deliver 
Telegram Recoverable: 

Necessary and reasonable expenses for unnecessary trip, 
caused by negligence of telegraph company in failing to deliver 
telegraph message within reasonable time, are recoverable.—Ibid. 





COAL PRODUCTON AND SHIPMENT 


Soft coal production for the week ended July 18 is estimated 
at 8,972,000 net tons by the Bureau of Mines. Anthracite pro- 
duction is estimated at 1,985,000 net tons. All-rail shipments to 
eastern New York and New England were as follows for the 
week ended July 11: Bituminous, 2,001 cars; anthracite, 3,120 
cars. The report continues, in part, as follows: 


Shipments of bituminous coal from Hampton Roads continued to 
decline, the total for the week ended July 18 amounted to 394,428 net 
tons, a decrease of about 6 per cent from the preceding week. The 
cargo shipments to New England, however, increased by 10,834 tons. 
The cumulative shipments for the 1925 calendar year to date are 
still well ahead of dumpings in the corresponding periods of 1924 
and 1923. 

According to reports courteously furnished by the Ore and Coal 
Exchange, dumpings of bituminous coal at the lower lake ports the 
week ended July 19 reached a total of 878,932 net tons, the highest 
record for any week since the opening of the present season except 
that for the week of June 28. Cumulative dumpings of bituminous 
coal for the present season stand at 10,551,102 net tons, an increase 
of 21 per cent over the corresponding period of the preceding year, 
but still about 3 million tons behind 1923. Anthracite shipments 
amounted to 110,243 net tons, an increase of nearly 80 per cent 
over the preceding week. Cumulative shipments during 1925 to July 
19 stand at 1,470,962 net tons, a gain of about 14 per cent when com- 
pared with shipments in the corresponding period of 1924, although 
about 128,000 tons behind 1923. 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
with oO e@ rates for 


ther. 
$1.00 
line, minimum charge $3.00; succeeding inse 
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on, 
rtions, per line, $ 
words to the line; numbers and abbreviations counted as words; 
6 point type; payable in advance. Answers to keyed ad 
torwarded free and all correspondence held in strict confidence. 
TRAFFIC WORLD, 418 South Market Street, Chicago. Ml. 


POSITION WANTED—Traffic Manager or assistant. Seven years 
railroad and five years industrial experience. Now employed in heavy 
chemical industry doing tank car business. Address Box 822, care 
Traffic World, Chicago, Ill. 








WANTED SALESMEN—An old and well established house open- 
ing several new territories wants first class men to sell Traffic Service 
Contracts. We have THE contract backed by a real organization. 
Liberal renumeration. Advise experience fully also city or territory 
preferred. Address Box 823, care Traffic World, Chicago, Ill 





POSITION WANTED—Thoroughly competent traffic man and rate 
expert, twelve years’ railroad and industrial experience; now em- 
ployed but desires more favorable connection, preferably industrial. 
Address Box 821, care Traffic World, Chicago, Ill. 


ONE HUNDRED DOLLARS will be paid to anyone referring to 
us a salesman who makes good in placing our Service Contracts. 
Well organized and equipped. Thirty-seven years in business and 
writing the most desirable to the purchaser Traffic Service contract 
containing many exclusive features and all desirable clauses to be 
found in contracts issued by any other Bureau. This company has 
the disposition to and the “Hard Boiled” rate men to carry out every 
promise. The Freight Audit Company, Chicago. 
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SHIP SALES POLICY 


The Traffic World Washington Bureau 


Although President Coolidge is known to favor transfer of 
the Shipping Board fleet to private owners as soon as that can 
be accomplished under the provisions of the merchant marine 
act of 1920, neither President Palmer, of the Fleet Corporation, 
who now has direct charge of ship sales negotiations, nor anyone 
else informed on the subject, will predict at this time when the 
government will be out of the shipping business. 


When President Palmer’s attention was called to a report 
that the Shipping Board hoped to have all its vessels sold and 
be out of the operating business by the end of this year, he said 
he would not say that that end would be achieved even in 
five years. In the absence of enactment by Congress of a law 
providing that the Shipping Board shall cease operating vessels 
on a specified date, the indications are that the government 
will be in the ship operating business for many years to come. 

President Coolidge recently wrote a letter to Chairman 
O’Connor, of the Shipping Board, suggesting that ship sales 
might be expedited if ship sales negotiations were handled ex- 
cusively by Mr. Palmer. In this letter the President indicated 
that he wished the vessels to be transferred to private hands, in 
accord with the merchant marine act, as soon as possible. That 
has been the policy of the government since 1920, when the 
merchant marine act was passed. The act declares that it is 
necessary for the national defense and for the proper growth 
of its foreign and domestic commerce that the United States 
shall have a merchant marine of the best equipped and most 
suitable types of vessels sufficient to carry the greater portion 
of its commerce and serve as a naval or military auxiliary in 
time of war or national emergency, “ultimately to be owned 
and operated privately by citizens of the United States.” Section 
5 of the act declares that, in order to accomplish the declared 
purposes of the act, and to carry out the policy declared in sec- 
tion 1, referred to above, the board is authorized and directed 
to sell, “as soon as practicable, consistent with good business 
methods and the objects and purposes to be attained by this 
act, at public or private competitive sale after appraisement 
and due advertisement, to persons who are citizens of the 


United States * * * all of the vessels” title to which is 
vested in the board. 


Five years have elapsed since Congress declared that policy 
and the government still owns a large part of the vessels built for 
war purposes and operates approximately 300 of them. Ships 
have been sold here and there. The outstanding ship sales in 
the five years since Congress passed the merchant marine act 
were those to the Dollar interests which bought seven “502” 
President-type combination cargo-passenger ships several years 
ago and which recently bought the five “535” President-type 
combination cargo-passenger ships theretofore operated by the 


Pacific Mail for the government between San Francisco and 
the Orient. 


There are two obstacles in the way of a quick transfer of 
active government tonnage to private owners for operation. One 
is the difficulty of selling a business that is losing money and 
which the owner admits is losing money. The other is the situa- 
tion that exists within the government with respect to getting 
the government out of the shipping business. There are a 
number of members of Congress who favor permanent govern- 
ment operation of the merchant marine, notwithstanding the 
policy laid down in the merchant marine act. Such members 
will always criticize action by the Shipping Board to give effect, 
whenever it can, to the policy laid down by Congress. This has 
an effect on the Shipping Board. There is some sentiment in 
the board itself for practically permanent government operation. 

President Palmer recently announced that an active cam- 
paign would be begun looking to the sale of the services main- 
tained by the board. Managing operators were asked to come 
forward with offers. Letters have been received from a num- 
ber of operators, President Palmer says. There are a few serv- 
ices: which may be sold because they have possibilities of show- 
ing profit under private operation. There are lines which are 
showing substantial slosses and which, in the absence of gov- 
ernment aid by direct or indirect subsidy, in all probability will 
never be bought by private interests. 


Another hitch in the ship sales program is expected as 
soon as President Palmer finds an offer that he regards as 
acceptable and recommends approval by the Shipping Board. 
Although the board has, in effect, advised President Coolidge 
that President Palmer has complete control of ship sales negotia- 
tions, it has not relinquished its right to conduct negotiations 
after Mr. Palmer has concluded his negotiations. Any recom- 
mendation made by Mr. Palmer will be closely analyzed by the 
board and it is expected that few, if any, recommendations made 
by Mr. Palmer, will be approved by the board in the form they 
are submitted. This may lead to President Coolidge again 
asking Congress to separate the Shipping Board and the Fleet 
Corporation so that the latter would have exclusive control over 
the operation and disposal of ships. Bills will be introduced at 
the next session of Congress providing for separation of the two 
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bodies and possibly for abolition of the board entirely. Fur. 
ther friction between the Fleet Corporation and the board would 
provide support for such legislation. 

President Palmer announced July 30 that he had submitteq 
to the Shipping Board two offers for the American Palmetto 
Line, operated by the Carolina Company, between south Atlantic 
ports and Liverpool, Manchester, London, Bremen, Hamburg, 
Rotterdam and Antwerp. Acceptance of one of the offers was 
recommended. The Carolina Company was one of the bidders, 
The other was not disclosed. Mr. Palmer commented on the 
fact that these offers were the first received since he announced, 
July 6, that a campaign would be undertaken to sell the govern- 
ment services, preferably to managing operators. Six vessels 
are used by the Palmetto Line. 

President Palmer had conversations this week with Henry 
Herberman, of the Export Steamship Corporation, and Mayor 
James Rolfe, of San Francisco, the latter representing interests 
on the Pacific coast, regarding sale by the government of freight 
services between north Atlantic ports and Mediterranean ports, 
and between Pacific coast ports and the east coast of South 
America and Australia, respectively. 

The Atlantic-Mediterranean service is operated for the goy- 
ernment under the trade name of American Export Lines by 
the Export Steamship Corporation as managing operator. Mr. 
Palmer regards this line as one of the best the government has 
and one that could be made to show a profit under private 
operation. The Pacific coast services, in which Mayor Rolfe has 
been interested, now operated by Swayne & Hoyt, are regarded 


by Mr. Palmer as providing a basis for successful private opera- 
tion. 


Mayor Rolfe some time ago posted with the ship sales de- 
partment $30,000 as evidence of good faith in connection with 
his offer for the Pacific coast services. This option has been 
extended from time to time, the last extension expiring July 31. 
When this was written, Mr. Palmer said, a definite offer had 
not been received from Mr. Herberman and that he was to 
confer further with Mayor Rolfe. 

Fleet Corporation officials expect a renewal of the offer of 
the Black Diamond for freight services operated by it and Rogers 
& Webb between north Atlantic ports and the Continent. Offers 
also may be made, it was said, for the American Delta Line and 
the American Dispatch Line, operating between Gulf ports and 
the east coast of South America, and for a service operated by 
Struthers & Barry from San Francisco to the Far East. The 
American Scantic Line, operated by Moore & McCormack, be- 
tween north Atlantic ports and Scandinavian and Baltic ports, 
could be made a success under private operation, officials be- 
lieve. The lines referred to above are, in the main, showing 
small losses, as compared with losses of other government lines, 
and some of them may be disposed of, according to Fleet Cor- 
poration officials. The Fleet Corporation has in operation 26 
separate lines from Atlantic and Gulf ports to foreign ports. 

President Palmer has announced the sale of the Bartholo- 
mew and Lake Floravista, lake-type vessels of 4,155 and 4,145 
gross tons, respectively, to the Eastern Steamship Line, Inc., of 
Boston, Mass. The CCCoCnCsCidCeration was $25,000 each, and 
agreement to perform certain alterations and betterments under 
approved plans and specifications. 


OCEAN RATES SHOW STRONGER TONE 


The Trafic World New York Bureau 


While the ship charter market was quiet the last week with 
a few evidences of a change, it is the opinion of local steamship 
men that conditions are gradually shaping themselves for higher 
rates. If the threatened strike of British coal miners develops, 
the rise in rates will be immediate. Otherwise it is expected that 
there will be a slow improvement as fall approaches and the 
seasonal crop movement begins. Rates have been at an un- 
usually low level during June and July and an advance is due 
regardless of strike prospects. 

The grain market showed an improvement over last week 
but business was limited to early August loading. Several 
vessels were fixed from Montreal to the Continent at 13 to 14 
cents a 100 pounds. A fixture was made from Montreal to Italy 
at 16 cents a 100, while another vessel was placed from Baltimore 
to the Antwerp-Hamburg range at 11 cents a 100. 

The coal market was uncertain due to the British situation. 
Many inquiries were put out as feelers in anticipation of a 
strike. Vessels were fixed from Hampton Roads to Rio de 
Janeiro at $3.50 a ton for prompt loading, to West Italy at $2.85 
to $3.10 a ton. 

Sugar trade was quiet, with several vessels placed from 
Cuba to the United Kingdom and Continent at 16 shillings a ton. 

The situation in the West Italy Conference has been made 
uncertain by the resignation of Garcia & Diaz in a dispute 
with the American Export Line over freight tariffs to Cadiz. 
While the latter port is not within the conference range, Garcia 
& Diaz protested against the action of the American Export 
Line in underbidding them on freight rates and resigned, effective 
August 22. Efforts are being made to reconcile the differences 
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Know More About the 


Southwest 
As a Market for 


Your Product 


and Reach It Via 
Ghe 


Port of Houston 


ESTINED to be one of the centers 
of population. The Great Southwest 
is of interest to every manufacturer 
who faces a selling problem. 









THE PORT OF HOUSTON is the logical 
gateway through which to enter this terri- 
tory with merchandise or with sales effort. 








Ample warehousing facilities exist, organ- 
izations competent to act in any capacity 
for the manufacturer. SEVENTEEN RAIL- 
ROADS with tremendous rate advantage and 
with ample package car and freight sched- 
ules serve THE PORT OF HOUSTON with 
speed and economy. ’ 





















All Texas Common Points and points 
in Louisiana, Oklahoma, Arkansas, New 
Mexico, Arizona and Colorado are reached 
through The Port of Houston to better ad- 
vantage than through any other routing. 



















The story of The Port of Houston is told 
interestingly in Picture and Text in “PORT 
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and save the conference. At the time of writing the outlook 
is not settled. 

Ship charter rates to Canada and the East Coast of South 
America were slightly weaker, due to improvement in the out- 
ward grain shipments from those points. As shipowners felt 
better assurance of getting outward cargoes they were willing 
to accept slightly lower rates on the inward voyages. 

In the intercoastal trade the shipping situation was con- 
siderably better from the point of view of the vessel owners. 
The supply of eastbound intercoastal space is becoming inad- 
equate for the offerings of general cargo and lumber and reports 
from San Francisco point to a shortage in the next month or two. 
This has given rise to discussion as to the advisability of raising 
the rates on canned goods and dried fruits next year. The 
present tariff expires December 31. This situation in the east- 
bound trade has been brought about by the early start of the 
heavy seasonal movement of California foodstuffs to the North 
Atlantic and by the continuance of the strong demand for lumber 
during the usually dull summer months. The lines are now 
able to get $14.50 to $15 a 1,000 feet for lumber, an increase 
of $2 to $3 over several weeks ago. 

General trade conditions in the North Pacific are generally 
more bullish than recently. The European grain trade has im- 
proved considerably. Barley parcels are firm at 35 shillings 
a ton, and a full cargo of wheat has been fixed at 33/6. Lumber 
is moving more freely across the Pacific. The Chinese situation 
has improved to such an extent that the embargoes against 
Hongkong freight have been removed. 

Abolishment of all barging and transfer charges at Pacific 
Coast ports has been proposed in the informal conference of the 
Pacific Coast-European lines. This has met with the objection 
that it is impossible so long as the intercoastal lines, with which 
the direct lines are in competition, continue to absorb all kinds 
of incidental charges. The suggestion is made that the inter- 
coastal and European lines get together on some mutual basis 
on port charges. Operators in both trades are complaining that 
revenues are being depleted by the growing practice of absorbing 
transfer charges before the cargo reaches the ship and after 
it leaves. ‘ 

K. Ueda, New York manager of the Toyo Kisen Kaisha- 
Oriental Steamship Co., issued a statement denying reports from 
abroad that the Chinese are discriminating against Japanese 
vessels at the ports of Shanghai and Hongkong. Mr. Ueda said 
that vessels of all nationalities were delayed in loading and un- 
loading during the strikes and riots and that the Japanese were 
affected no worse than the others. On this point, he said: 

“The latest cables from Shanghai and Hongkong report that 
the strike at Hongkong is simmering down and that shipping 
conditions are returning to normal. At Shanghai the situation 
is considerably better, and all cargo already shipped via Pacific 
Coast ports can be discharged without undue delay.” 

Movement of Pacific Coast lumber to the port of Philadelphia 
is surpassing all previous records for the port. Inquiries for 
space are being received from all sources by steamship lines 
operating from the Columbia River district. The demand is 
said to be so unprecedented that space on regular line steam- 
ships is booked full until the middle of October. 


WORLD SHIPBUILDING DECLINES 


A new low postwar record in shipbuilding is shown by 
returns for all maritime countries at the end of the second 
quarter of 1925, according to Lloyd’s Register of Shipping, says 
E. S. Gregg, chief of the transportation division of the Depart- 


ment of Commerce. In an analysis of the shipbuilding situation, 
Mr. Gregg says: 


Little change occurred, however, in the rank of the various coun- 
tries. France, which stood third during the first quarter of the year, 
changed places with Italy, which had been in fourth place. The United 
States, which ranked seventh, just ahead of Japan and behind Den- 
mark, moved up to the place of the latter, and is now sixth. Japan, 
which was 42,000 tons behind Denmark, in now only 19,000 tons be- 
hind. The comparative standings of the various countries at the 
end of the first and second quarters of 1925 are given in the follow- 


ing table: 
TONNAGE UNDER CONSTRUCTION IN PRINCIPAL MARITIME 
COUNTRIES ON SPECIFIED DATES 
(In gross tons) 


Mar. 31, June 30, 

Country 1925 1925 
creme Britain aiid, Tels io... .d oi de cwc secs ctees 1,165,468 1,093,587 
EE cock oda Ge SU ean det sssateaeeseeveereted 420,860 407,366 
RRS dbwes aed bu cn acoheeiice Chet eka tre KeGuuker 164,023 212,798 
latte dg Bieta Gili bo 46oe Mug FO OR OORT ON. 6 wwkinie’ 187,437 169,485 
cei tim ck daie anus + # hoes tnneos ee eee 119,908 100,682 
Pee Pee 81,728 92,001 
eae eee ae ee Se Sees oe 83,794 78,061 
TEs. 6 Welbla he des siasd 3.4 SASS be on bee Cuide custo at 41,755 59,740 
IL «cna wediawen gulp ciieesiaéeésis.aelvediewsbnecne 131,937 156,131 
EE dice cctgipale bee at aaiwae-waces c,9s< baa« oben 2,396,910 2,369,831 


The decrease in shipbuilding is accompanied by a falling off in 
orders for steam tonnage but, on the other hand, by an increase in 
orders for motor tonnage, so that almost 50 per cent of the world’s 
shipbuilding is now composed of motor ships. In Great Britain and 
Ireland motor ships represent 36.5 per cent of the total work on 
hand, while in all other countries combined they represent 57.3 per 
gent. The proportion for all countries is, therefore, 47.7 per cent 
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as against 42 per cent in the first quarter of 1925 and only 28 per 
cent a year earlier. The tonnage of motor ships under construction 
at the end of the past two quarters was as follows, in gross tong: 
On March 31, Great Britain and Ireland 359,920, other countries 66] : 
711, world total 1,021,631 on June 30, Great Britain and Ireland 399’. 
070, other countries 730,842, world total 1,129,912. . 

Thus, in construction of all kinds the share of Great Britain 
and Ireland is nearly half the world total; but in construction of 
motor tonnage the share of those two countries is only a little more 
than one-third. 

Additional evidence of the development of motorship construction 
appears in the returns on indicated horsepower of marine engines 
now being built. Out of the total 1,721,378 i. h. p., 353,144 represent 
the aggregate of steam turbines, 559,970 of reciprocating steam en. 
gines, and 808,264 of internal combustion engines. The indicateg 
horsepower of motor-driven ships is therefore only 100,000 less than 
for steam turbines and steam engines combined. 

The outlook for an increase in the world’s shipbuilding is not 
brightened by returns that show the contrast between new orders 
begun and tonnage launched. During the three months ended June 
30, launchings exceeded new work by 171,000 gross tons, while dur- 
ing the three preceding months tonnage sent down the ways exceeded 
that on which work was begun by more than 210,000 gross tons, 
Comparative launchings for the two periods were as follows: Great 
Britain and Ireland, 338,790 gross tons on March 31, 1925, and 297,517 
on June 30; all others, 267,431 gross tons on March 31 and 295,770 on 
_— of or, a total of 606,211 gross tons on March 31 and 593,287 on 

une 30. 

The pronounced decrease in the amount of tonnage launched by 
British shipyards contrasts with the increase for other countries. This 
decrease for British shipyards and increase for other countries is 
also apparent in the amount of new work begun during the two 
quarters. Construction commenced in Great Britain and Ireland 
during the first quarter totaled 198,152 gross tons, compared with 
187,445 gross tons during the second. Work begun in other coun- 
tries aggregated 196,818 gross tons and 234,669 gross tons for the 
first and second quarters, respectively. 

During the quarter just ended, therefore,’ while British ship- 
yards launched slightly more tonnage than all other countries to- 
gether, the new work obtained by British yards was 47,000 tons less 
than by shipbuilding yards of other countries. 


MERCHANT MARINE PLATFORM 


At the July meeting of the governors of the Propeller Club, 


New York, a “Merchant Marine .Platform” was adopted, as fol- 
lows: 


We advocate the development and maintenance of an efficient 
American merchant marine as a means of establishing necessary and 
dependable peace time service and as an essential part of the national 
defense in case of emergency. 

We approve the expansion and development of the numerous 
phases of American shipping, ship construction, and other allied 
enterprises, looking to our greater participation in our overseas 
trade with the world, and the increased development of shipping 
on our coastal and inland waters. We believe more prompt and 
cheaper shipments abroad will result from this development of our 
inland waterways which will also help our river trade as well as 
our ocean commerce, 

We advocate an American merchant marine, subject exclusively 
to control of citizens of the United States. 

We favor an American merchant marine as part of an all- 
American transportation system, so that the American manufacturer 
and American farmer will have a reasonable and efficient method 
of getting their goods to foreign markets. 

We offer assistance and support to any national movement hav- 
ing for its purpose the protection of this country and its world 
commerce, by the development of American shipping. 

Except in national emergencies, we condemn government partici- 
pation in competitive shipping enterprises but recognize the ne- 
cessity of governmental ownership and operation until such time 
as suitable laws can be passed and trade routes established offer- 
ing inducements which would warrant private capital taking sole 
possession of our overseas trade. 

We advocate the repeal or modification of such laws as hamper 
See on and we urge the passage of such 

n oO invite and retai ri ital in 
our shipping industry. n private American capi i 

We look to the day when the American flag will carry to every 
port in the world, goods manufactured in the United States of 
America in ships constructed, manned, officered and operated by 
Americans, and owned by American private business interests. 

We strongly urge concerted, united and persistent efforts on the 


part of all American interests toward the accomplishment of the 
ends outlined above. 


CURRENT AMERICAN SHIPBUILDING 


On July 1, 1925, American shipyards were building or under 
contract to build for private shipowners 157 steel vessels of 
174,724 gross tons compared with 139 steel vessels of 167,059 
gross tons on June 1, 1925, according to the Bureau of Naviga- 
tion, Department of Commerce. 

There were 30 wood vessels of 10,930 gross tons building or 
under contract to build for private shipowners during the same 


period compared with 26 wood vessels of 9,840 gross tons on 
June 1, 1925. 


TRADE WITH BRAZIL 


“Brazil is experiencing a great wave of prosperity and prog- 
ress at the present time and American business is sharing it 
to a constantly increasing extent thanks to American ships, 
cables and banks, the three prime factors in the establishment 
of foreign trade in any market,” said Clifford W. Smith, Fleet 
Corporation director for Brazil, in Washington, this week. “The 
fast Shipping Board passenger service between New York and 

o de Janeiro, Santos, Montevideo and Buenos Aires has 
brought the two countries closer together by reducing the voyage 
to Rio de Janeiro to twelve days and has set a new standard, 
not only of speed, but of comfort and excellence of service.” 





August 

















ider 
| of 
,059 
iga- 


y or 
ame 
on 


rog- 
g it 
‘ips, 
1ent 
leet 
The 
and 
has 
rage 
ard, 














august 1, 1925 THE TRAFFIC WORLD 


A Splendid Port 


into a 


Wonderful Region 





INTERCOASTAL SERVICE 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 





From From From 
Baltimore New York Savannah 
eos ee Aug. 1 Aug. & 
VERE cvccovcccececcee Aug. 11 Aug. 15 Aug. 19 
PETER KERR...;..... - Aug. 25 Aug. 29 Sept. 2 







Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued to Hawaiian Islands, transshipment at 
Los Angeles Harbor without transfer charge, also to all ports of 

— Oregon, Washington, British Columbia, Alaska and the 
‘ar 




























Joint Service with 
HAMBURG-AMERICAN LINE 


NEW YORK T9 HAMBURG 


xx*DEUTSCHLAND ...Aug. 6 xx*RESOLUTE ........ 

xx*RELIANCE ........ Aug. 11 xtWESTPHALIA ..... Aug. 27 
xtMOUNT CLAY ..... Aug. 13 xx*ALBERT BALLIN..Sept. 3 
xxfCLEVELAND ...... Aug. 20 xx*RELIANCE ........ Sept. 8 


¢Cabin and Third Class Passengers. ‘*First, Second and Third 
Class. xCalls at Cohn (Queenstown). xx Calls at Cherbourg and 
Southampton. Loading Pier 86, North River, Foot of West 46th St. 


















Los ngeles 
ARBOR 


Ship Through 
Los Angeles Harbor 












PHILADELPHIA TO BREMEN AND HAMBURG 


SUDBURY (via Baltimore and Hampton Roads)........Aug. 12 
*Hamburg Only. 





BALTIMORE TO BREMEN AND HAMBURG 


LEGIE (via Hampton Roads)....... Catendceseees Chenee --Aug. 5& 
SUDBURY (via Hampton Roads) ...- doreeed PRN Rin AR Aug. 19 








NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 


LEGIE  .ncccccccccccccccccvcccccccvcccccccccccccccccc ces AUge 8 
SUDBURY  .....ceseeeeeeees ec ccccccecs ° Aug. 



















58 Municipal Wharves 


17 Large, Fully Equipped and 
Modern Transit Sheds 


3 Transcontinental Railroads 
1 5-Story Modern Warehouse 













NEW ORLEANS TO BREMEN AND HAMBURG 
WESTERWALD .......ccccccccccccccccccsccvecs Last Half of July 


ALSO DIRECT FREIGHT SERVICE FROM U.S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to LONDON, HULL, LEITH, 
DUNDEE and all Scandinavian, Baltic, Mediterranean, 
Levant and African Ports. 

























General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 
CHICAGO, 327 South La Salle Street..........Phone Wabash 4891 


BRANCH OFFICES: 


PITTSBURGH..... eccvccccccee eceeeeeee 4128 Jenkins Arcade Bldg. 
SYRACUSE. .....0. ci cccccccccccccseccsccecece+20L Mitchell Bldg. 





Send for late Annual Report, also 
rates, rules and regulations. 








a ATLANTA ...cccccccccccccccccvosccsccccsccsscsecs 
Board of Harbor Commissioners ee scncec tee of C. 


1017 So. Figueroa Street ie lade aaa Dickmann, Wrieht & Pook, 













ORFOLK.......... Covrccveegeces 
LOS ANGELES, CALIFORNIA PORTLAND. wae v0.0 vvov.vvvvssss+-Calumbla Paette & Pash, Ine 
tANCISCO......... udden & — 


TACOMA 2c ccccccccccccccccccccccc coc cccce . Budden & 
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CANADIAN FREIGHT RATES 


The Traffic World Ottawa Bureau 


Chairman H. A. McKeown, of the Canadian Board of Rail- 
way Commissioners, says he is unable to say definitely whether 
the present reduced freight rates on potato shipments from 
eastern to western Canada will prevail after August, which is 
the original expiration date that was set when this special six 
months’ rate was made. He says the board will not visit the 
maritime provinces to take evidence preparatory to framing a 
new rate structure, but have requested all those interested to 
place their views in writing before the board before August 15. 
He does not expect any action will be taken on the communica- 
tions received until some time in the autumn. “There are so 
many questions to be settled regarding grievances which the 
provinces-of the Dominion might have against the railways,” 
he says, “that we, as a board, will take them up one by one and 
give what appear to us to be the most important and imminent 
our earliest consideration.” 

Premier Greenfield, of Alberta, in‘an address before a con- 
ference of western civic officials, said there was no hope at 
present for a railway outlet from the Peace River to the Pacific 
Coast. “I do not want to say any more at’ present,” he said, 
“than to state that the reports of the engineers of both the 
Canadian National and Canadian Pacific railways on the cost 
of the proposed line to the coast are far larger than the most 
hopeful had been led to believe. The estimated financial cost 
makes the building of such a railway impossible at the present 
time. We must try to meet the situation in the best way we 
can and ease the transportation costs as much as possible, and 
you can all feel sure that, in any case, the freight rate situation 
will be much improved.” 

G. G. McGeer, K. C., of British Columbia, attorney, also ad- 
dressed this convention. He said the railways and financial in- 
stitutions of Canada were largely controlled by men whose sym- 
pathies and knowledge were not western. He said it was only 
by building up a strong western sentiment, united in its de- 
mands, that this condition could be met. As a specific example 
of discrimination in rail rates, he cited the case of sugar, which 
was brought from the east over greater mileage at lower rates 
than it could be carried for from Vancouver to Alberta. The 
direct result was that Vancouver could not get into the Win- 
nipeg market, which was controlled by Halifax refineries. Re- 
ferring to the rates on lumber, he said they were three times 
as great from the coast to Alberta as were the grain rates from 
Alberta to the coast, and it cost $1.05 per 100 pounds to take 
rice from Vancouver to Alberta as compared with 22% cents for 
grain from Alberta to Vancouver. 


MOVING CANADIAN CROP 


The Canadian Pacific and Canadian National are making 
extensive preparations for the moving of the big Canadian grain 
crop. Sixty thousand men are being advertised for, and it is 
expected some will have to be brought from Europe. In addi- 
tion to regular equipment, the two roads will require from forty 
to fifty thousand extra box cars and 200 to 250 extra engines, 
most of which will have to go from the east. 


REFUND CLAIM DISMISSED 


The Traffic World Ottawa Bureau 


The Canadian Board of Railway Commissioners has dis- 
missed a claim against “the Grand Trunk Railway, Detroit, 
Michigan,” for refund of alleged freight overcharges on a carload 
of lumber from Baptiste, Ont., to Grand Rapids, routed via 
C. N. R. and G. T. R., and on two carloads from Fossmill, Ont., 
to Detroit. The railway charged the through tariff rate sixth 
class, of 53 cents per 100 lbs., from Baptiste to Grand Rapids. 
Applicants claim there was a possible combination of 24 cents 
from Baptiste to Sarnia, plus 18 cents to Grand Rapids. They 
also claimed a combination rate of 37144 cents to Detroit instead 
of the through rate of 52% cents. 


The judgment of Assistant Chief Commissioner McLean says: 


A movement from a point in Canada to a point in the United 
States is subject to the provisions of section 338 of the railway act, 
which provides that ‘‘when traffic is to pass over any continuous 
route from any point in Canada to a foreign country, and such route 
is operated by two or more companies, whether Canadian or foreign, 
the several companies shall file with the Board a joint tariff for such 
continuous route.” It was held in Woods Mobilette Company that 
the contention that the route could be made discontinuous and a 
combination of rates substituted if the through rates filed were not 
in harmony with the statute could not be upheld. 

Lu) 

The applicants contended that the combination of rates 
would be applicable, though the shipment was billed through 
and not billed forward to the Canadian point to which the 
Canadian factor of the combination relied on applied to, and re- 
billed therefrom on the American factor of the rate. Commis- 


sioner McLean quoted Ruling No. 256 of the Interstate Commerce 
Commission, which says: 


Upon a movement from a domestic point to a destination in 
Canada charges were assessed at a combination of rates, both fac- 
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tors of which were on file with this Commission, but which mage 
higher than another combination over the same route, one factor of 
which was on file with the Canadian Commission but not with this 
Commission; held that the Commission cannot award reparation op 
the latter combination. 


CANADIAN CAR LOADING 


Car loadings in Canada the week ended July 18 aggregateg 
51,123 cars as against 51,467 for the previous week and 51,463 
cars for the corresponding week of 1924. There was little change 
in most of the commodities, coal being 2,620 cars lighter than 
year ago, and there was an increase in miscellaneous freight of 
908 cars; pulpwood and other forest products were heavier by 
595 cars and 513 cars, respectively. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 
e—For the Week Ended—, 








July 18 July 11 July 19 

Commodities * 19265 1925 1924 

Grain and Grain Products...........+. oo mane 2,101 2,008 
BE PE. wincseceenescscteesenaaahabeee” - 1,023 1,084 989 
MEE, caghoesinceseseucos tesacen cute Caruncent 1,147 1,094 4,096 
3 eS waka guaitaeaisea Dhaene wmaounee ome 291 241 202 
ORES SERRE OEE. 2,840 2,837 2,909 
Pulpwood ..... I EE, PINS OE 2,079 2,166 1,764 
EU GO PODER ccs ccccccccccccsccestocene - 1,699 1,741 1,586 
Other FPUCEss Proagucts....ccccccccccccccece 1,303 1,402 1,327 
OF cccccsee ceil aaaiiatiann W OOS! o a tim + Gio @ameereieerae 1,027 34 1,016 
BEOTOREMEING, Te, Cy. Lecccccvcccccvesecccece 11,398 11,689 11,527 
Miscellaneous ......seeseee cvcescccccevece e- 10,250 10,313 10,006 
Total Care Loaded... csccccccesevesis - 35,505 35,502 37,430 





Total Cars Rec’d from Connections.. 30,317 
WESTERN CANADA 

















Grain and Grain Products...........e00- 2,268 2,850 2,916 
PEE ccacdasewessscenesteanceusesees 1,094 1,010 
COeE ccccs ee ee ee ee 933 950 604 
owe 25 28 
1,117 1,104 1,161 
Pulpwood ..... Oe 6 OR ee 379 27 99 
Pulp and Paper.........+.. ee ee ee ee 101 128 110 
qed POCGRE PLOGUGUS, ¢ 6:06 cc. dccccccvdooes 1,620 1,448 1,083 
RE CTT 458 
MEOTONANGINE, Ba Ce Ese vic cccicccticccseces - 8,971 4,160 3,854 
PRISCOUAMGEED 6605 cc cccecdvcesscedaccooos e 3,419 3,430 2,755 
Total Cars Loaded........... baisefree ee 15,618 15,965 14,033 
Total Cars Rec'd from Connections.. 2,438 2,351 (1,978 
TOTAL FOR CANADA 
Grain and Grain Products........... esoe S756 4,951 4,924 
BOVE BUCS ccccccceccccces Severe Coctcoces Slee 2,094 1,980 
MEE dc endvewessdreescseuswaces cevecocecces § 89000 2,044 +700 
DEE vcecessvesceyegeed pr ee en, re 316 269 204 
CNN 0:6:0.0000.6ecloebecnes vonea peetwos ceoee. eee 3,941 4,070 
I acnaneeendwonsveesesnse Sisccmeoe . 2,458 2,442 1,863 
inn ce ceneseuaceeewenwe emacs - 1,800 1,869 1,696 
Other Forest Products........ pe Kegeeee ee 2,923 2,850 2,4 
| Re ee ee ae ee 1,718 1,415 1,474 
prorenanawe, Le Cy Dscccccccccevees a 15,369 15,849 15,381 
ee earn coccee 18,66 13,743 12,761 
WOU GUEe TGA ose seve cécecccsnces 51,123 51,467 51,463 








Total Cars Rec’d from Connections.. 32,755 
CUMULATIVE TOTALS TO DATE 


925 1924 
Grain and Grain Products............ See 168,381 234,190 
BAVG DUOC ccccccicicccecceesecioes sdipiole ate ee 63,042 62,130 
_. ener Chivdns outs beeueceus 8,733 139,756 
COKC .occcccccccces Coedesccccccecoeee seweee 7,992 6,8 
DAINOE 60.6000 ccbbwedeeeenpesseeees couetes 99,076 104,819 
Pulpwood ..... Renews eee ete Poy re 86,939 88,722 
i i i cnccemrerecoesoncsees ew 59,163 58,158 
Other Forest Products........... peeyeny oe 85,354 79,960 
OTE ccccccccccece Gialeweee Baie eveeeses vaweee ° 37,867 34,365 
MIGTCRANOGING, Ee, Cy. Lavcccccevestvvccescecs 431,141 409,794 
Miscellaneous ......e.00- eoccccccccccccccse 332,231 $30,941 
TWOURE Ce Bs occ cc cccesieccccscce 1,469,919 1,549,698 
Total Cars Rec’d from Connections.. 959,431 941,118 





CANADIAN OPERATING FIGURES 


The total tons of revenue freight carried by the railways 
of Canada in May, 1925, was 10.4 per cent less than for May, 
1924, but the revenue ton miles were less by 24.4 per cent. The 
average haul was shorter by 44.4 miles, or 15.6 per cent, and the 
average freight revenue pér ton mile was increased by .193 cent, 
or 19 per cent. These fluctuations were almost entirely caused 
by decreases in the grain and coal traffic, especially grain, which 
showed a decrease of over twenty thousand cars loaded. 

Receipts of wheat at the head of the lakes in May, 1925, 
were 7,060,000 bushels, as against 10,561,000 bushels in 1924, and 
for all grains the decrease was 4,781,000 bushels, or 31 per cent. 
The average haul for grain in the west was about 600 miles, 
the average earnings were about .58 cent per ton mile, and the 
average wheat load per car was between 40 and 50 tons. A 
heavy movement of grain, such as the railways had in the early 
months of 1924, on account of the record crop of 1923, had 4 
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ma “Thru SERVICE We Grow” 
GENERAL MERCHANDISE STORAGE and DISTRIBUTION 
Warehouses in All Parts of the City with R. R. Siding 


HORN’S COMMERCIAL WAREHOUSES, Ine. 


DETROIT 


OF ee LOT NET® 


10S. STOCKTON TRANSFER CO. 


1020 South Canal St., 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


near Taylor St. 





Merchandise Storage and Pool Car 
gegttency Distribution cue» 
== 1 | CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 
© | [| WE STORE AND DISTRIBUTE 
is | |General Merchandise, Furniture 


3a and Cold Storage 


14,033 The Great Lakes Warehouse Corp. 
Telephone Hammond 3780 HAMMOND, INDIANA 


DENVER, COLORADO ome 
Kennicott-Patterson Transfer Co. 


STORAGE AND DISTRIBUTION OF 


Merchandise and Household Goods 















1700 Sixteenth Street, DENVER, COLORADO 





Kedney Warehouse Co. 


Minneapolis—-St. Paul Grand Forks, N. D. 


Members A. W. A.—N. F. W. A.—Minn. W. A. 










Trucking — Distributing 
Forwarding 
LARGEST HANDLERS OF 
CARLOADS IN MICHIGAN 


524 Eighth St. DETROIT 





UNION 





_|TRUCKING 


| COMPANY 






ALBANY, WW. Y. 





Albany is the natural distributing point for New 
York and New England. Splendid warehouse 
facilities for every need. Direct track connec- 
tions with all railroads running into Albany. 







Albany Terminal & Security Warehouse Co., Inc 











Serving many large National Distributors. Write us for information and rates 
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Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 


EM MERIDITH CO. 


Warehouse 

R DISTRIBUTORS 
72 Mdse. cars loaded 
every 24 hours for shipment 
over I6 different routes.~ 


R.R.SIDING — SHORT HAUL TO ALL DEPOTS 


SOUTH BEND, IND. 


WARNER WAREHOUSE CO. 


Merchandise Storage and Distribution 


New York Central Siding—Free Switching—Pool Car 
Distribution—Negotiable Warehouse Receipts Issued. 
Members: American Warehousemen’s Ass’n 


BU/LOS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


ee Pool Car Distribution 


Railroad Sidings—Motor Truck Delivery—Freight Bills Audited 


Mutual Transportation Co., Inc. 


Main Office: 121-123 North Front Street 
We solicit your inquiries on L. C. L.—S. C. ank P. C. Shipments 
STORE DOOR DELIVERIES 
Members Philadelphia Chamber of Commerce 








AMARILLO, TEXAS 
Amarillo Warehouse, Storage and Ice Company 


Bonded Fireproof Warehouse 


MERCHANDISE 
STORED, TRANSFERRED, DISTRIBUTED AND FORWARDED 
Located in Wholesale District with Private Switches 
(Lowest Insurance Rates in Southwest) 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


and distribution. 


merchandise storage 
Prompt and alien emeiee 
References: Any jobber, decbever Gebietes de. 
DEEP WATER AND RAIL CONNECTIONS 
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greater effect on the ton miles, car loadings and train loading 
than most of the other commodities, but did not increase the 
revenue proportionately. The marketing of a large crop did 
stimulate the movement of other commodities. 

Revenues were reduced by $3,335,010, or 9.3 per cent, freight 
revenues being $2,464,485, or 9.9 per cent, and passenger reve- 
nues $517,691, or 8.4 per cent below May, 1924. Expenses, how- 
ever, were also reduced by $2,928,169, or 8.7 per cent; the net 
revenue was reduced by $407,840, the operating ratio being in- 
creased from 93.81 per cent to 94.42 per cent. 

The net operating revenues from January to May (inclusive) 
show an increase of $1,063,372 over the corresponding period of 
1924. 

Freight and passenger traffic continued lighter than in 1924 
on the Canadian National and revenues were less by $897,518 
for freight and $208,032 for passenger, the total being $1,343,830, 
or 8.1 per cent, under the total revenues for the month of May, 
1924. 

Operating expenses were reduced by $1,585,994, or 9.4 per 
cent, the largest reduction being $1,009,622, or 12.8 per cent, in 
transportation expenses. The cut in the total pay roll was $976,- 
136 and a reduction of 6,963 in the average number of employes. 

The average load per freight car was 22.4 tons, as against 
25.5 tons for the month of May last year. The average haul was 
also shorter by 79.6 miles and the average receipt per ton miles 
was increased from .921 cent to 1.180 cents, or 28 per cent. Al- 
though the average train loading was less by 58.4 revenue tons 
the earnings per train mile were greater.by 66 cents, or 13 per 
cent. The passenger traffic, however, showed a falling off in 
the average revenue per passenger train mile of 24 cents, or 10 
per cent. 

Although the Canadian lines showed an operating deficit of 
$191,731, the United States lines showed substantial net reve- 
nues, which gave a surplus for the entire system of $399,939. 
The net revenues of the Grand Trunk Western Lines (lines west 
of Detroit and St. Clair rivers), which was $644,624, has only 
been exceeded twice since the beginning of 1924, viz., March 
and September, 1924. 

The net operating revenues for January to May, 1925, showed 
an increase over 1924 for Canadian lines of $380,387 and for 
the United States lines of $238,522. 

The Canadian Pacific showed a decrease in gross revenues 
compared with May, 1924, of $1,871,184, or 13.1 per cent. Freight 
revenues fell behind by $1,549,872, or 16.2 per cent for a reduc- 
tion in the freight traffic of 26.4 per cent and passenger receipts 
were also reduced by $233,686, or 8.7 per cent, for a reduction 
of 5.3 per cent, in passenger traffic. 

Operating expenses were reduced by $1,139,369, or 9 per cent, 
reductions being made in maintenance of way and structures 
of $407,546, or 12.7 per cent; in maintenance of equipment of 
$263,200, or 10 per cent, and in transportation expenses of $477,- 
243, or 8.5 per cent. The reduction in the total pay rolls was 
$296,489, or 3.8 per cent. 

Freight cars were loaded lighter on an average of 3.5 tons, 
so that freight trains with .7 more loaded cars and 1.2 less 
empties carried 94.8 tons less of revenue freight, and earnings 
were reduced 38 cents per train mile. 

The cumulative totals for January to May show a decrease 
from 1924 in gross earnings of $7,356,777, and in net revenues 
of $1,228,264. The net revenues, however, were $254,398 over 
those of January to May, 1923. 


CANADIAN RAIL EARNINGS 
Traffic earnings of the Canadian Pacific for the week ending 
July 21 were $3,301,000, an increase of $167,000 over the same 
period last year. Gross earnings of the Canadian National for 
the same period were $4,594,991, an increase of $143,754. 


CANADIAN BOARD ORDERS 


The Board of Railway Commissioners for Canada has passed 
an order refusing the application of Joseph Asselin, Beauce Jct., 
Quebec, for order requiring Quebec Central Railway to change 
location of existing freight shed at that point. 

The board has passed an order directing the Canadian Pa- 
cific Railway to open for traffic that portion of its Moose Jaw 
southwesterly branch, from mileage 171.79 to 207.34, Sask. 

The board has passed an order directing the Canadian Pa- 
cific Railway to suspend, pending further investigation, supple- 
ment No. 1 to timetable No. 69, effective July 25, 1925. 


TELEPHONE OPERATING INCOME 


Compilations made by the Bureau of Statistics of the Com- 
mission from reports of seventy telephone companies having 
annual operating revenues in excess of $250,000 each show that 
these companies had an aggregate operating income in May of 
$14,768,490, an increase of 20.7 per cent as compared with May 
last year. For the five months ended with May the operating 
income was $75,094,449, an increase of 26.7 per cent as compared 
with the corresponding period of 1924. The number of com- 
pany stations in service increased from 11,777,644 at the end of 
May, 1924, to 12,601,106 at the end of May this year. 
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BIG ROAD FIGURES 


Class I roads having annual operating revenues above $25. 
000,000 ‘had an aggregate net railway operating income of $62. 
517,540 in May, as compared with $51,801,643 in May, 1924 ang 
$291,339,490 in the five months ended with May, as compared 
with $281,815,184 in the same period of 1924, according to stat. 
istics compiled by the the Bureau of Statistics of the Commis. 
sion. The figures relating to revenues, expenses, net railway 
operating income and operating ratio, for May, 1925, and 1924, 
follows: 

Net  Oper- 
railway a 
Operating Operating operating ratio 


revenues expenses income % 
Total—Roads reported -. 
1s 


25 $410,315,128 $317,400,188 $62,517,540 77.4 
1924 402,186,948 321,511,997 51,801,643 79.9 
New England Region: 
Boston & Maine— 
1925 6,305,334 5,083,493 719,956 80.6 
1924 6,374,483 5,318,817 552,273 83.4 
New York, New Haven & Hartford— 
1925 10,659,820 8,129,590 1,590,542 76.3 
1924 10,558,778 8,254,267 1,427,969 78.2 
Great Lakes Region: 
Delaware & Hudson— 
1925 3,929,574 2,898,415 946,755 73.8 
1924 3,704,359 3,029,851 585,093 81.8 
Delaware, Lackawanna & Western System— 
1925 7,527,123 5,383,749 1,576,026 11.5 
1924 7,447,665 5,354,524 1,545,440 71.9 
Erie (including Chicago & Erie)— 
1925 10,021,205 7,869,996 1,459,890 78.5 
1924 9,887,122 8,162,920 1,237,413 82.6 
Lehigh Valley— 
1925 6,819,071 4,820,432 1,541,540 70.7 
1924 6,430,809 5,260,829 901,982 81.8 
Michigan Central— 
1925 7,280,140 5,157,296 1,706,601 70.8 
1924 6,951,252 5,222,734 1,254,444 75.1 
New York Central Gncindiog Boston & Albany)— 
1925 31,186,196 22,798,584 5,841,564 73.1 
1924 30,127,285 22,254,086 5,595,386 73.9 
New York, Chicago & St. Louis— 
1925 4,584,825 3,322,077 863,056 72.5 
1924 4,441,903 3,499,651 610,221 78.8 
Pere Marquette— 
1925 3,367,384 2,620,257 480,338 17.8 
1924 3,341,651 2,707,109 321,049 81.0 
Pittsburgh & Lake Erie— 
‘ 1925 2,469,020 2,082,373 524,315 84.3 
1924 2,401,126 1,981,744 509,862 82.5 
Wabash— 
1925 5,697,632 4,303,069 894,038 75.5 
1924 5,181,056 4,238,379 439,966 81.8 
Central Eastern Region: 
Baltimore & Ohio— 
1925 18,687,410 14,248,007 3,184,866 76.2 
1924 18,360,021 13,838,697 3,389,509 75.4 
Central of New Jersey— 
1925 4,906,111 3,565,018 $22,010 172.7 
1924 4,657,169 3,596,326 611,517 17.2 
Chicago & Eastern Illinois— 
1925 1,971,007 1,719,834 32,514 87.3 
1924 1,845,133 1,723,002 *102,639 93.4 
Cleveland, Cincinnati, Chicago & St. Louis— 
1925 7,316,876 5,390,277 1,328,321 73.7 
1924 6,875,717 5,349,778 1,057,188 177.8 
Elgin, Joliet & Eastern— 
1925 2,005,575 1,393,154 $27,483 69.5 
1924 1,747,665 1,333,915 169,360 76.3 
Long Island— 
1925 3,185,343 2,352,658 479,787 73.9 
1924 3,013,343 2,353,962 280,035 78.1 
Pennsylvania— 
1925 54,676,413 42,766,566 7,647,618 78.2 
1924 52,290,448 41,897,462 6,017,605 80.1 
Reading— 
1925 7,768,277 5,817,374 1,702,374 74.8 
1924 8,094,273 6,152,843 1,655,117 76.0 
neo ee ms 
esapeake o— 
¥ 1925 10,276,494 7,260,393 2,797,697 70.7 
1924 8,727,543 6,540,218 1,966,231 74.9 
Norfolk & Western— 
1925 7,729,035 5,432,400 1,792,897 70.3 
1924 6,868,748 5,329,164 937,642 17.6 
Southern Region: 
Atlantic Coast Line— 
1925 7,380,030 5,321,605 1,306,376 72.1 
‘ en 924 7,221,206 5,178,798 1,516,199 71.7 
entral o eorgia— 
1925 2,218,563 1,811,698 276,613 81.7 
1924 2,107,879 1,752,584 252,652 83.1 
Illinois Central— 
1925 12,321,777 9,658,409 1,937,248 78.4 
1924 12,257,297 9,964,620 1,646,607 81.3 
Louisville & Nashville— - 
1925 11,106,951 8,851,735 1,829,512 a 
; 1924 10,802,273 8,987,061 1,369,469 83. 
Seaboard Air Line— 
1925 4,927,459 3,796,980 749,597 Te 
1924 4,325,337 3,368,504 702,056 77. 
Southern— 759 
1925 11,469,205 8,627,537 2.131 oF ae 
1924 11,695,948 8,692,567 2,266,355 74. 
Yazoo & Mississippi Valley— 75.8 
1925 1,774,131 1,344,754 260,634 os 
1924 1,724,738 1,274,851 326,565 73. 
Northwestern Region: 
Chicago & North Western— 51 
1925 11,643,091 8,810,984 2,011,300 a3 
1924 11,908,713 10,752,447 388,652 90. 
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PANAMA MAIL 8.8. CO. 


Fast Freight and Passenger Service 
Scheduled sailings via Panama Canal 
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Dallas Transfer ana Terminal 
Warehouse Company 










Mis- From—SAN FRANCISCO AND LOS ANGELES 
Way To —HAVANA AND NEW YORK 
924, SECOND UNIT SANTA FE BUILDING EASTBOUND SAILINGS 
)per- DALLAS, TEXAS From San Francisco From Los Angeles 
— . . Le rn gh Peet ae ees — p —— 2 
ratio Is Oldest and Largest Transfer and Warehouse Company in . S. VENEZUELA .............. ugust ugust 
% Southwest. 284,000 Square Feet Warehouse Space. S. S. ECUADOR....... sree September 24 September 26 
77.4 Also regular sailings for Mazatlan, Manzanillo, Acapulco, 


Warehouse located in heart of business district, railroad trackage 
in basement, connecting with all railroads entering Dallas. 
Have organization and equipment to handle your distribution in 
satisfactory way to you and your customers. 


Champerico, San Jose de Guatemala, Acajutla, La Libertad, 
La Union, Corinto, Amapala, Puntarenas, San Juan del Sur and 
Balboa and Cristobal (Panama). 
Trans Shipment at Panama for South American and European Ports. 
OFFICES 


2 Pine Senna San Francisco, Cal. 
10 Hanover Sq., New York, N.Y. 606 Central Bldg. -, Los Angeles, Cal. 





















Send Us Your Inquiries and Business 


I. C. C. PROCEDURE 


IN RATE and 
ALLIED CASES 


By 
HARLEIGH H. HARTMAN 


(Formerly Attorney and Examiner of 
the Interstate Commerce Commission; 
also Lecturer on I. C. C. and Public 
Utility Law, etc.) 


READY NOW 


Hartman’s Eastern Freight Rates 
CLASS RATES 


FROM 


NEW YORK CINCINNATI CHICAGO 
BOSTON CLEVELAND MILWAUKEE 
BALTIMORE ST. LOUIS PITTSBURGH 
PHILADELPHIA DETROIT 
To Stations of Destination in Official and Southern 
Classification Territories 


Issued in Loose Leaf rom with a aoe sama of Revised Pages 
Monthly Interv 















Publication Is Now Being Distributed 
By 
I. T. HANSON 
1220 North Capitol Street, N. W. 
Washington, D. C. 


THIS BOOK WILL BE SENT ON APPROVAL 


W. J. HARTMAN, Publisher 


41 Park Row, NEW YORE 732 Federal Street, CHICAGO 


Attach to Your Letter Head and Return 


W. J. HARTMAN, PUBLISHER 
732 Federal St., Chicago 


Send Hartman’s Eastern Freight Rates on 30 Days trial. Our only 
obligation is the return of the issue if it is not satisfactory. 











COPY will be gladly forwarded to you for 
.approval and ample time given for 
thorough perusal. Price $8.00 per copy. 





Henry Coburn Storage & Warehouse Co., Indianapolis 


Orders Filled and Enroute the Day Received. No Trap Car Delays. 
We Operate Our Own Truck Equipment. 


Merchandise Storage — Quick Shipments — Distribution Cars 
‘Coburn Service for Efficiency” 
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SaaS —oO ED 
GRAND RAPIDS ~ LANSING ~ BATTLE CREEK 


MERCHANDISE AND COLD STORAGE—POOL CARS—DISTRIBUTION 
EIGHT WAREHOUSES—300,000 SQUARE FEET 
Located in Michigan’s Jobbing Centers. Main Offices: GRAND RAPIDS, MICH. 
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Southwestern Region: 





262 


Operating Operating 


tampa expenses 
Chicago, aan, 2 St. Paul— 
rh 921,557 11,093,464 
192 : 12, 553, 262 11,178,968 
Chicago, St. Paul, Minneapolis. & Omaha— 
925 855,396 1,709,490 
1924 2 005,668 1,858,202 
Great Northern— 
sees 8,654,371 6,481,300 
1924 8, 225, 029 6, 417, 580 
Minneapolis, St. —_. & Sault Ste. Marie— 
3,573 2,950,947 
1928 3, 528, a3 3, 102, 080 
Northern Pacific— 
— 7,002,703 5,931,922 
a 875,626 6,401,122 
Oregon-Washington, ‘3 R. & ‘Navigation Co.— 
2,017,030 1,800,762 
1998 2, 300, 527 1,957,168 
Central Western ee: 
Atchison, Topeka & Santa Fe— 
925 14,404,100 11,493,890 
1924 14,885,849 12,451,393 
Chicago & Alton— 
== 2, -, 355 1,897,812 
924 5,781 2,037,363 
Chicago, Burlington 2 eam = 
11,244,364 9,436,474 
192 : 12, 206, 746 10,039,798 
Chicago, Rock Island & Pacific— 
1925 9,285,328 8,137,665 
1924 9, 188, 670 8,262,431 
Denver & Rio “—<—_, Western— 
2,326,033 1,818,756 
i922 2, 384,735 2,108,548 
Oregon Short Line— 
1925 2,346,205 1,930,399 
1924 2; 556,333 2,175,581 
Southern Pacific (Pacific System)— 
Ba iors GA 
Union Pacific— 2 ees 
1925 7,706,624 5,405,114 
1924 7,951,915 6,134,227 


Galveston, Harrisburg & San Antonio— 


be 2,211,524 1,993,312 
924 2,692,646 2,144,417 
Gulf, Colorado & Senta Fe— 
1925 2,030,124 1,807,548 
1924 1,926,821 1,826,046 
Missouri-Kansas-Texas— 
1925 2,662,780 1,746,657 
1924 2,711,171 1,772,399 
Missouri-Kansas-Texas of Texas— 
1925 1,618,731 1,248,997 
1924 1, 521, 126 1,274,942 
Missouri Pacific— 
1925 10,114,896 8,154,244 
1924 9,701,131 7,974,161 
St. Louis-San Francisco— 
1925 7,107,524 5,042,712 
1924 6,644,239 5,065,750 
Texas & Pacific— 
2,511,006 2,057,675 
1924 2,516,891 2,315,404 


Figures for the five months ended with May follow: 
Total—Roads reported: 


1925 $2,015,942,559 $1,576,772,976 $291,339,490 


1924 2, 037, 377,712 1,615, 549, 243 


Boston & Maine— 


New England Region: 


1925 31,634,129 25,992,355 
1924 32,264, 720 27,276,355 
New York, New — & Hartford— 
925 52,032,255 39,128,025 
1924 51,896,070 40,510,020 
Great Lakes Region: 
Delaware & Hudson— 
1925 18,474,328 15,085,295 
1924 18,436,878 16,076,386 
Delaware, Lackawanna & Western System— 
1925 35,831,329 26,947,474 
1924 35, 789, 393 27,488,969 
Erie (including — & Erie)— 
925 47,089,174 39,036,959 
1924 49, 325, 329 40,759,019 
Lehigh Valley— 
1925 31,517,398 24,007,711 
1924 31,076,638 25,500,615 
Michigan Central— 
soe8 35,658,828 25,452,344 
37, *415 26,782,159 
New York Central. _dineluaing’ Boston & Albany)— 
149,717,444 114,673,070 
92 153, 057, 080 117,293,811 
New York, Chicago = St. Louis— 
25 22,288,561 16,325,629 
1994 22,963,405 17,624,260 
Pere Marquette— 
1925 15,916,428 12,303,497 
1924 17,184,251 13,528,585 
Pittsburgh & Lake Erie— 
1925 13,677,320 10,874,719 
1924 14,242,406 11,121,952 
Wabash— 
1925 27,256,319 21,216,884 
1924 26,709,481 21,433,608 
Central Eastern Region: 
Baltimore & Ohio— 
1925 90,901,961 72,567,206 
1924 93,557,897 75,373,847 
Chicago & wr tel 
22,778,319 17,203,425 
1924 22,257,246 18,569,590 


THE TRAFFIC WORLD 


Net Oper- 
railway ating 
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Operating Operating 
— - 4 J revenues expenses 
Central of New —- 
*315,109 93.1 192 a5 10,321,924 9,102,768 
365,034 89.1 192 11,010,732 9,866,207 
: Cleveland, Cincinnati, Chicago & St. Louis— 
*27,879 92.1 1925 36,002,486 26,673,124 
10,060 92.6 1924 35,950,025 27,842,918 
Elgin, Joliet & Eastern— 
1,370,268 74.9 1925 10,982,611 7,456,096 
1,062,075 78.0 1924 10,149,095 7,185,351 
Long Island— 
311,919 82.6 1925 13,460,241 11,259,208 
140,938 87.9 1924 12,900,305 10,939,359 
Pennsylvania— 
685,899 84.7 1925 263,031,707 216,726,534 
171,136 93.1 1924 264,284,591 214,020,128 
: Reading— 
*38,636 89.3 1925 38,254,560 29,126,270 
67,963 85.1 1924 39,151,743 30,811,893 
; Pocahontas Region: 
Chesapeake & Ohio— 
1,957,397 79.8 1925 45,988,229 34,769,422 
1553.133 83.6 1924 42,750,947 32,549,898 
ae a ae re 38,884,205 27,114,238 
Pg 1924 38,538,913 29,893,136 
, Southern Py el “ 
893,525 83.9 Atlantic Coas ne— 
i 1925 41,082,812 26,580,278 
1,002,853 83.9 ‘ a 1924 38,615,563 25,923,397 
entral o eorgia— 
ee ere 192 11,882,182 9,270,421 
. ; ~ beteiiah 1924 11,196,043 8,722,431 
372,670 78.2 nois Central— 
; 1925 61,040,093 47,021,035 
174,008 88.4 iiaiaaciiaaialt 11924 63,853,361 49,283,748 
ouisvillie asnhvilie— 
16g See 1925 55,905,543 44,449,885 
° . initia wali 1924 55,654,884 46,774,583 
2,302,276 78.4 eaboar r Line— 
oan’ 1925 25,552,793 19,349,597 
2,840,834 72.4 ani 1924 23°689,108 18,111,869 
1,586,138 70.1 ——— 
ayy 1925 59,286,268 43,072,874 
1,063,228 77.1 1924 58,609,275 43,875,276 
Yazoo & eee oe 
9,197,258 6,708,121 
74,932 90.1 1924 8,668,730 6,488,555 
381,906 79.6 Northwestern Region: 
5,086 89.0 a ae, RO 182555, 165,477 45,774,723 
*76,636 94.8 oe iia 192 “4 a Bout '105,694 50,298,622 
cago, wau _ aul— 
768,624 65.6 925 60,333,731 51,709,284 
rr Chi St. Paul, ‘th 63,706,490 = 980,722 
cago, au nneapolis mana— 
145,384 77.2 : 925 10,303,679 8,525,153 
56,311 83.8 ee i924 11, a3e 034 9,234,476 
rea orthnern— 
1,153,141 80.6 1925 37,053,199 29,067,710 
1,099,758 82.2 1924 36,722,047 29,770,269 
Minneapolis, St. Paul & Sault Ste. Marie— 
1,724,341 70.9 1925 17,504,459 14,310,243 
1,332,403 76.2 1924 17,227,284 14,882,355 
242.696 81.9 Northern Pacific— es 98, 589, -_ 
: . 19 34,301,576 
17,557 92.0 1924 35,476,034 29,472,513 
Oregon-Washington R. R. & Navigation — 
1925 10,065,717 8,867,484 
1924 11,746,645 9,383,332 
78.2 Cae eu ay ag _ 
cnison, opeka anta e— 
281,815,184 79.3 1925 72,470,457 55,804,061 
eis — 1924 72,836,136 58,432,436 
cago on— 
3,251,053 82.2 1925 11,915,116 9,415,890 
2,642,557 84.5 ani diieeia 1924 H « 2” ,354,870 9,884,997 
cago, urlington uincy— 
8,459,855 75.2 1925 59,643,026 47,425,948 
7,417,503 78.1 1924 63, 942, 673 49,462,687 
Chicago, Rock _——_. & Pacific— . 
1 
2,942,297 81.7 1924 v 76. 313 39°541°807 
1,965,831 87.2 Denver & Rio Grande Western— 
1925 ,366, 
6,124,544 75.2 1924 11908 Gao ore bad 
5,940,097 76.8 Oregon Short Line— 
1926 12,094,021 9,494,508 
5,035,519 82.9 1924 13,904,422 10,698,302 
6,272,597 82.6 Southern Pacific _— System) — 
1925 77,456,417 61,239,263 
5,258,011 76.2 1924 81,359,984 ; 
4,100,357 82.1 Union Pacific— — 
1925 36,631,771 25,963,878 
8,233,631 71.4 1924 40,329,381 28,682,253 
7,856,206 71.7 Southwestern Region: 
Galveston, Harrisburg & San Antonio— 
23,408,123 76.6 1925 11,855,484 10,355,239 
24,848,932 76.6 1924 12,900,312 11,009,213 
Gulf, Colorado & Santa Fe— 

4,235,558 73.2 1925 11,197,367 9,294,102 
3,454,015 76.7 = -m 1924 9,954,139 9,245,070 
ssouri-Kansas- lexas— 

2,583,529 77.3 2 21, 
aro TET 19 5 13, 648, $,658 8,8 1708 
Missouri- eA of fee 
3,738,587 79.5 1925 8,951,922 6,807,712 
3,906,635 78.1 1924 7,745,941 6,124,631 
Missouri Pacific— 
3,485,308 77.8 1925 52,011,028 41,678,549 
2,625,328 80.2 1924 47,808,341 39,227,161 
St. Louis-San Francisco— 
1925 34,698,913 24,677,656 
12,379,808 79.8 1924 33,353,204 24,357,650 
12,624,811 80.6 Texas & Pacific— 
1925 13,351,172 10,617,485 
3,175,361 75.5 1924 12,987,062 10,431,138 
1,495,277 83.4 d Decrease. 


Net 


railway ating 
operating ratio 


income 


266,642 
323,968 


6,600,756 
5,248,283 


1,990,475 
1,599,856 


1,356,088 
1,008,413 


28,983,234 
31,932,563 


7,806,729 
7,157,714 
9,887,301 
8,914,957 
9,626,653 
6,233,257 
10,722,201 
9,838,496 


1,858,583 
1,901,740 


9,795,147 
10,961,513 


8,963,798 
6,934,523 


4,098,591 
4,120,351 


12,072,154 
10,698,387 


1,676,178 
1,536,418 
4,659,979 
4,142,320 


2,951,593 
3,140,663 


861,359 
1,014,935 


4,484,635 
3,887,201 


1,461,816 
929,845 


4,059,456 
4,500,882 


d 36,447 
1,098,594 
10,896,239 
10,022,049 


1,285,657 
1,511,257 


7,167,436 
8,907,531 


3,791,322 
3,528,192 


1,793,243 
1,425,335 


1,221,558 
1,587,418 


9,461,986 
12,976,646 


7,258,310 
8,076,127 

719,137 
1,152,533 


825,828 
d 114,091 


3,907,560 
5,190 


863,548 
537,671 


5,903,133 
5,310,136 


8,152,565 
7,402,736 


1,631,863 
508,919 


% 


88.2 
89.6 


74.1 
114 


67.9 
70.8 


83.6 
84.8 


82.4 
81.0 


76.1 
78.7 
75.6 
76.1 
69.7 
17.6 
64.7 
67.1 


78.0 
11.9 


77.0 
17.2 


79.5 
84.0 


75.7 
76.5 


72.7 
74.9 


72.9 
74.9 
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us We Can Serve You, 


: But How? WORLD WIDE 
a ‘ MAVELVE 
FREIGHT SERVICE 


me No matter what part Oil plays in FREQUENT SAILINGS PROMPT FORWARDING 
or your business we can serve you. 106 SHIPS 1,200,000 TONS 
. 54 Years’ Experience 
181 Whether you buy, sell, produce or re- Seneuastnedl Uanenidiiainaanitiaians 
8.7 fine oil, somewhere along the line The White Star Line AmericanLine Red Star Line 
. . * Atlantic T t Li Panama Pacific Li 
75.6 Houston Oil Terminal Company, with Leyland Line oa White Star- osicen Line 
76.1 large storage facilities, with a complete C. FETTEROLF, Freight Traffic Manager 
ea r efin ery an d crackin g plant, with pipe- No. ahi New York City. J.D. ROTH, Mgr., 327 S. La Salle St., Chicago. 
lines to all public wharves at The Port 
64.7 of Houston, can serve you economically, 
me efficiently and well. Write us for infor- S ] t N 
19 mation—let us quote you for spot or upp emen O. 


77.0 contract deliveries—ask us about stor- 
“ age and our refining service. to I. if i Case Index 
(Except Finance and Valuation) 


154 ADDRESS Covering cases in Volumes 86 to 96 inclusive 
$1.00 per copy 


Houston: Oil Terminal Original Index covering cases in Volumes 1 to 


85 inclusive, $6.50 per copy 


i ni Company —" CAPITAL TRAFFIC SERVICE BUREAU 


Transportation Building, Washington, D. C. 





mi The personnel of the special service 
a department of The Traffic Service Cor- 
poration, located in Washington, D. C., 
77.0 comprises specialists in the handling 
720 of rate and traffic problems, who also 
ond combine a general traffic knowledge 
ol with that of commerce law. There is 
“— no better source from which to obtain 
#36 reliable rate and statistical data of 
163 whatsoever nature for use by com- 
7a merce attorneys, traffic managers, and 
70.9 shippers who contemplate action be- 


fore the Interstate Commerce Com- 
mission. 





The Traffic Service Corporation 


310 Mills Building to six days in deliveries to SOUTHWESTERN TER TERRITORY 
WASHINGTON, D. C. MERCHANDISE STORAGE AND FORWARDING 
: SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE C0. 


A WAREHOUSE STOCK within the 
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Transit Services and Privileges 


Twelfth of a Series of Thirteen Articles on This Subject Written for The Traffic World by 
G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and Transportation, 
SS. University of Pennsylvania 


Storage-in-Transit of Minerals and Miscellaneous Transit 
Arrangements 


In addition to the commodities that have been listed pre- 
viously as those to which transit services and privileges are 
extended there are many others to which are accorded transit 
arrangements in various sections of the country. A general 
storage in transit tariff of a middle western railroad enumerates 
seventy-two groups of commodities on which such arrangements 
are in effect. 

Carload lots of fire clay may be stopped off at Mexico, 
Missouri, to be ground and manufactured into fire brick. The 
through rate from origin to destination is charged on the fin- 
ished product, fire brick, plus a transit fee of $3.15 a car. The 
shipments must be reforwarded from the transit point within 
one year after the date of the original shipment.’ 

Shipments of coal in carloads, consigned to points of des- 
tination to which the rates from the points of origin exceed a 
specified minimum may be stopped off at intermediate points 
and stored. An extra fee is assessed for the storage privilege. 
A typical tariff publishing regulations for the government of 
this privilege provides that a transit fee of $3.60 a car shall be 
added to the through rate and for a time limit of one year from 
the dates on which the shipments were originally forwarded 
from the mines.” 

The coal moving under such arrangements is considered to 
be in the custody and possession of the owner while it is in 
storage at the transit point. The carriers are not responsible 
for loss or damage while stored, and storage, handling, unload- 
ing, reloading, cartage, insurance and other incidental charges 
are borne by the owner. 

This tariff also provides for another unique transit privilege 
for coal. Carload shipments of coal that have originated at 
points east of the Illinois-Indiana state lines may be stopped in 
transit at Kansas City, Missouri, to be sacked and subsequently 
reforwarded to Kansas and Colorado points. With certain 
limits, Kansas City must be directly intermediate between these 
points of origin and destination. The cars containng the sacked 
coal must be reweighed after the coal has been reloaded. If 
the weights of the inbound and outbound shipments are iden- 
tical, the through rates from points of origin to final destinations 
via Kansas City are applied. The local carload rates from Kan- 
sas City are applied to any excess. 

The period of time allowed for resacking and reforwarding 
is seventy-two hours after the first 7:00 a. m. after the placement 
of the inbound cars and after the day on which the notices of 
arrival are sent or given the consignees. At the expiration of 
the free time, the cars become subject to demurrage charges.* 


Stopping-off of Magnesite 


Crude or calcined magnesite, carload, sometimes has the 
stop-off privilege so that the commodity may be ground and 
packed and subsequently reforwarded. A typical arrangement 
of this sort provides that shipments of this commodity that have 
priginated at points in Trans-Continental Freight Bureau terri- 
tory, in the Chicago and Chicago district and east of the Illinois- 
Indiana state line, may be stopped-off at Joliet, Illinois, for these 
purposes.’ A transit charge of 2% cents a hundred pounds is 
provided for to be added to the through rates from originating 
points to final destinations. Switching charges of connecting 
lines at the transit point are absorbed out of the through rates 
so as to make the arrangement available to any transit house 
within the switching limits. Twelve months is allowed from the 
date the shipments arrived at the transit point withn which the 
goods may be reforwarded at the transit rates.® 

The stopping-off of carload shipments of bullion and zinc ore 
for refining has been referred to previously. Carload shipments 
of bullion are allowed to be stopped at De Pue, Howe and South 
Chicago, Illinois, and at Grasselli and East Chicago, Indiana, so 
that bullion may be refined and pig lead reforwarded and zinc 
ore and zinc ore concentrates may be refined and concentrates 
reforwarded to ultimate destinations beyond the transit points.’ 

The time limit provided for refining services of this sort is 
ordinarily a year from the date of arrival at the transit point 


See C. & A. R. R. Freight Tariff 26-J, I. C. C. No. A. 1751, It 50. 
2See Ibid, Items 65 and 31 : =e 


0. 
*See Agent E. B. Boyd’s Tariff No. 53-G, I. C. C. No. A1892, C. & 
A. R. R. Tariff No. F, 3031-B. 

*See C. & A. R. R. Freight Tariff 26-J, Item 315, also Item 70. 

'See R. H. Countiss, Agent, Freight Tariff 3-P, I. C. C. No. 1108; 
L. A. Lowney, Agent, Tariff No. 20-N, I. C. C. No. 66, and E. B. Boyd, 
Agent, Territorial Directory No. 1-A, I. C. C. No. A-797, reissues and 
supplements thereto, respectively. 

CC. & A. R. R. Freight Tariff 26-J, Item 155. 

. F. A. Tariff Bureau, Freight Tariff No. 280-C, I. C. C. No. 1525. 


or from the date of unloading into the transit house or refining 
plant. 

Since there is shrinkage in weight of the metals and ores 
incident to the refining process, provision is made that only a 
specfied percentage of the weight of the inbound shipments may 
be reforwarded from the refining point. The tariff just referred 
to provides that not more than 98 per cent in weight of inbound 
bullion, as shown on the inbound carriers’ freight bills that are 
matched against outbound shipments, is entitled to be forwarded 
at the through transit rates. 

The switching charges to and from the transit houses or 
refining plants at. the ,transit points’ are provided for in the 
tariffs of rules of the individiual carriers whch govern on ship- 
ments destined to or originating at the transt ponts.’ 

Carload shipments of sulphur may be stopped in transit, 
unloaded from cars, and stored in storage warehouses. It need 
not be the identical sulphur that is subsequently reforwarded 
from the transit points, but, as in other cases, substitutions that 
would impair the integrity of the through rate may not be made. 
Transfers may be made from warehouse to warehouse or from 
one owner to another, provided proper indorsements are made 
on the freight bills or boat manifests covering the property. 

A typical sulphur storage tariff provides that carload ship- 
ments of sulphur from Sulphur Mines, Louisiana, that are for- 
warded via Morgan’s Louisiana and Texas Railroad and Steam- 
ship Company and the Illinois Central Railroad, may be stopped 
at Clearing (Chicago), Illinois, to be stored in public or private 
warehouses and may be subsequently reshipped from this transit 
point by direct routes to final destinations.’ 

The privilege of storing sulphur in transit is accorded only 
when the tariffs, under the provisions of which the through rates 
are applied, permit. The rules of the participating carriers as 
to the storing in transit govern in connection with storage. 

The tariff provides that the privilege expires at the end of 
one year from the date of the arrival of. the shipment at the 
storage point. After that period, the full local commodity or 
class rates, whichever are applicable, are assessed for the move- 
ments of sulphur out of the storage points. 

A storage in transit charge of five cents a hundredweight is 
added to the published through carload rates from points of 
origin to final destinations. Such rates are computed on the 
minimum carload weights applicable in connection with the pub- 
lished through rates. Switching charges to and from the ware- 
houses at the storage points are subject to the rules of the indi- 
vidual carrier or carriers performing the service, just as though 
the switching were performed in connection with shipments 
originating at or destined to the storage points. Where the 
storehouses or warehouses at ponts of interchange with the lines 
beyond these points are so situated as to require switching serv- 
ices to and from the warehouses, the inbound and outbound 
switching charges are borne by the lines making the inbound 
and outbound hauls into and out of the transit points in accord- 
ance with their absorption tariff rules that are applicable to and 
from the warehouses on local traffic. 


The owners of the goods are considered to have possession 
and custody while the sulphur is stored in transit. Neither the 
carrier that has hauled the shipments into the storage points nor 
the carrier handling the goods out, is responsible for any loss 
or damage to the goods while they are stored in transit. Storage, 
cartage, handling, insurance, and other charges incidental to 
the storage are absorbed by either the inbound or outbound 
carrier. 


Transit Services on Alcohol 


Arrangements are in effect in the Central Freight Associa 
tion for the stopping off of carload shipments of alcohol at inter- 
mediate transfer points, where the alcohol may be denatured, 
rehandled, distributed, and then reforwarded to ultimate des 
tinations. - 

A typical arrangement is that in force at Cincinnati, Ohio, 
and another is that at Lawrenceburg, Indiana. Here shipments 
of denatured, other than denatured and wood alcohol, in bond 
or otherwise, in carload lots, that have originated at New Or- 
leans, Westwego, Braithwaite, Louisiana, and at points taking 
the same rates, may be consigned directly to Cincinnati, Ohio, 
or Lawrenceburg, Indiana, to be denatured, rehandled, distrib- 
uted, and subsequently reshipped to destination points in Central 


Freight, Trunk Line, or New England Freight Association tet 
ritories. 


Shipments of denatured alcohol from the transit points are 


8Ibid, Rule No. 65. 57 
See IC. C. R. R. Freight Tariff No. 13675-D, I. C. C. No. A. 9767. 
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TRANSMARINE LINES 


Regularly Maintained WEEKLY Service 


Gulf Service 
BEAUMONT, TEXAS 


SERVING 
THE SOUTH AND SOUTHWEST 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
SATURDAY 


Intercoastal Service 


TO 
LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
TUESDAY 
Also sailings to other ports as inducement offers 


Claims 
DIRECT loading CAR to SHIP eliminates { Delays 


Lighterage 
Through Bills of Lading Issued 


TRANSMARINE LINES 


Port N. k T inal General Offices: 
Telephone Mulberry : 4300 5 Nassau St. St., New York City 
Telephone Rector 0020 


General Agencies: 
Sooners, Set, De Cisne Leeteg wy des Fort Werth, Les Angeles, Minneapolis 


San Antonie, San Francisce 





Ship by Water 


“(DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Seattle and Tacoma 


Philadelphia, New York, 
Baltinaore and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Groen 1394 
Baltimore, Md. Philadelphia, Pa. ———. 
39 South Drexel Bidg. Oliver " 
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WARD LINE 


New York and Cuba Mail Steamship Co. 
‘ General Offices Foot of Wall Street New York 
Passenger and Freight Service Between 


New YoRK-HAVANA-MEXIGAN GULF PorTs 


Sailings from New York as Follows: 
For Havana—Every Saturday for Pas-enge:s and Freight. 
For Havana, Cuba; Progreso, Vera Cruz 
Fortnightly on Thursday for Passengers. 
Every Thursday for Freight. 
Special Cruises to Havana and Tropics Now in Effect 


Additional Freight Services from New York as Fo'lows: 


Cuban Ports-—Frequent sailings for freight to Havana; weekly sailings 
for south side Cuban Ports, Guantanamo, Manzanillo, and Cien- 
fuegos. Sailings to and from other Cuban Ports as freight offers. 

Mexican Ports—Frequent sailings to and from Progreso, Vera Cruz, 
Tampico, Puerto Mexico and Frontera as freight offers. 


Nassau, Bahamas—Fortnightly freight service. 


New Orleans Services 


Cuban Ports—Sailings for cargo from New Orleans as follows: Weekly 
to Havana; fortnightly to Cienfuegos, Manzanillo, Santiago, Guan- 
tanamo (south side), and Cardinas, Caibarien, Nuevitas, Matanzas, 
Antilla and Sagua la Grande (north side). 

Mexican Ports—Fortnightly freight service from New Orleans to 
Tampico and Vera Cruz; monthly service to Puerto Mexico. Fre- 
quent service to and from Progreso as freight offers. 


and Tampico, Mexico } 


Texas to Mexican Guf Ports te 


Monthly freight sailings between Beaumont and Orange, Tex.; 
Tampico and Vera Cruz, Mexico. 


Note—The New York and Cuba Mail Steamship Company reserves the right to 

change, substitute or withdraw sailings without notice, 
AGENCIES 

Chicago, Ul., 1501-2 Marquette Bldg., M. L. Schultz, Western Traffic Agent 
Galveston, Texas, Stecle Steamship Line, Inc,, Agents 
New Orleans, La., 506 Whitney Bldg., Dudley Thomas, General Agent. 
New York, N. Y., Pier 14, East River, KB, Waters, ‘ent 
San Francisco, Cal., Davies Turner & Co., 110 California 8t., ©. A. Anderson, 

Pacific Coast “Manager 

Havana, Cuba, Officios 24-26, Wm. Harry Smith, General Agent for Cuba 
Mexico City Ginco de Mayo No. 16, R. C. Burns, General Mexican Agent 
Liverpool, Eng., Dock Board Bldg., Benj. Ackerley & Son, General European Agents 





ACI FIC an 
CARIBBEAN | E 





Yur LL 


DIRECT FREIGHT SERVICE 


Via Panama Canal 
REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 
GALVESTON— HOUSTON 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 


ark been tonand Gum Gul Dost to Sineelt, Raster, ow 
Indies, for Transshipment at Sen 


scion inca from Pacific Coast Ports to sea hie 
Rice, West Canal kendo, Seah haaiee Howes 


Rates quoted, bookings and other information furnished upon epplication 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, eae La. 


Steele Bidg. SWAYNE & HOYT, Inc. _-< 4% 
Galveston, Texas 430 Sansome St., San Francisco, Cal. Now York 
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charged for at the through rates in effect on denatured alcohol 
at the time of the original shipment, from points of origin to the 
final destinations via the transit points, plus a transit charge 
of two and one-half cents a hundred pounds, computed on the 
basis of the inbound weights. 

If the shipments from the transit points consist of other 
than denatured alcohol, then the through rates on alcohol of 
this sort are charged through, plus, of course, the transit charge 
of two and one-half cents a hundredweight. 

When the shipments are received at the transit points in 
packages and the alcohol is reshipped in bulk, the weights of 
the packages are considered as non-transit tonnage and charged 
for at the local rates from the points of origin to the transit 
points. This does not apply if the alcohol is reforwarded in 
packages from the transit points as well as received in this form. 

The period of time allowed for the transit privilege is twelve 
months from the date of unloading at the transit point.” 

Carload shipments of fiber, hemp, manila and sisal may be 
stored in transit and subsequently reforwarded from the transit 
points at through rates, plus nominal transit charges. Much of 
the supply of these commodities comes from abroad, so that it 
becomes of international as well as national importance. One 
typical tariff will serve to illustrate the privilege. 

Carload shipments of these four commodities may be for- 
warded from New Orleans, Louisiana; Houston, Galveston, Texas 
City, or Port Arthur, Texas, and stopped in transit at Indianap- 
olis, Indiana, for storage. Subsequently, shipments of the same 
or representative goods may be forwarded by direct routes to 
final destinations in Central Freight, Trunk Line, or New Eng- 
land Freight Association territories, at the through rates from 
the points of origin to the final destinations in effect via this 
transit point, plus a transit charge of two and one-half cents 
a hundred pounds." 

The arrangements apply only when the goods are reshipped 
from the transit point within twelve months from the date of 
the original inbound freight bill. 

Since the shipments into the transit point come from a num- 
ber of sources, including goods imported from Mexico, as well as 
from non-contiguous countries, records must be kept in great de- 
tail to preserve the integrity of the through rates. Rule Number 
15 of the same tariff provides that shippers’, storage warehouse 
owners’, or operators’ records must show all shipments of fiber, 
hemp, manila and sisal handled, the point of origin of each, or, 
if imported, the port of entry and the foreign country from 
which the goods were imported. All amounts must be shown 
in pounds and bales as follows: 

A Amount received. 


B Amount transferred from one storage warehouse to another. (The 
warehouse must be specified.) 


C Amount received from Mexico. 

1. Imported through New Orleans, La. 

2. Imported through Galveston, Tex. 

3. Imported through Port Arthur, Tex. 

4. Imported through Houston and Texas City, Tex. 
5. Imported through other ports. 


— if any, imported from other countries via each of these 
‘ports. 

Amount, if any, received from other sources. 

Amount disposed of locally. 


Amount forwarded which is subject to storage privilege provided 
for herein. 


Amount forwarded which is not subject to storage privilege pro- 
vided for herein. . © iis 


Amount on hand. 
Transit Arrangements on Fish 


The stopping of carload shipments of fresh or pickled fish 
is provided for in a special transit tariff of the Michigan Central 
Railroad. Shipments of fish, fresh or pickled, in carload lots, 
may be stopped off at Bay City, Michigan, to be stored, frozen, 
resalted, repacked, and reconsigned to final destinations. The 
tariff of the Michigan Central provides that shipments, to be 
eligible to receive the privileges, must originate at points north 
and east of Bay City and move into that point via the Mackinaw 
division of that railroad, which road must also receive the out- 
bound road haul movement from that point. 

A transit charge of six cents a hundred pounds is added to 
the through rates from points of origin to final destinations, such 
rates being those in effect at the time each shipment is origi- 
nated and those that apply to movements via the transit point. 
Twelve months from the date of the receipt of the inbound car 
is the period of time allowed to reship the fish from the transit 
point at the through transit rate. 

Shipments that are placed in storage are considered, when 
removed from storage and reshipped, as new shipments, so far 
as refrigeration charges are concerned. Refrigeration charges 
applying on the shipments from the points of origin to the tran- 
sit point are collected when the goods are placed in storage and, 
when they are taken out of the storage warehouses and refor- 
warded, additional refrigeration charges are assessed on each car 
in accordance with the carriers’ tariffs lawfully on file with the 
Commission, just as though the shipment were a new one from 
the transit point to final destination. 


“ty ese Oo 


2 C F. A. Tariff Bureau, Freight Tariff No. 407, I. C. C. No. 


4i§ee C. F. A. Tariff Bureau, Freight Tariff No. 243-M, I. C. C. 
No. 1490. .. 
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The identity of each shipment of fish need not be preserved, 
so that, when the weight of an outbound shipment is less than 
that of the corresponding inbound shipment, the excess weight 
is allowed to remain to the credit of the shipper and may be ap. 
plied against subsequent shipments. When the weight of an 
outbound shipment, however, is greater than that of the transit 
tonnage applied from the corresponding car, the excess weight 
of non-transit tonnage is subject to the local carload rate from 
the transit point to final destination.” 


Storage of Import Freight From the Orient 

All sorts of commodities imported into the United States 
from points on the continent of Asia, Japan, or goods from the 
Philippine slands or points beyond, that reach the United States 
or Canada through Pacific coast ports of entry, may be stored 
in transit at designated points in the middle west and subse. 
quently reforwarded to ultimate destinations at the through rates 
from the ports of entry to such destinations. 

The Chicago, Burlington and Quincy Railroad has arrange. 
ments for the storage in transit of Oriental import freight at 
Denver, Colorado; Council Bluffs, Iowa; Omaha, and South 
Omaha, Nebraska; St. Joseph, St. Louis and Kansas City, Mis- 
souri; and at East St. Louis and Chicago, Illinois, when the ship- 
ments reach that road via Billings or Laurel, Montana; Denver, 
Colorado; or Minnesota’ Transfer, Minnesota. 

The tariff governing the storage privilege provides that all 
charges chargeable to carload or less-than-carload shipments con- 
signed to the storage points for storage, distribution, and refor- 
warding, must be prepaid or paid on the arrival of the goods 
at the storage points. The charges are assessed on the bases 
of the carload or less-carload rates, whichever are properly 
applicable from the ports of entry on the Pacific through which 
they moved to the storage points. 

Carload shipments from the ports of entry consigned to the 
storage points stored and subsequently distributed in less than 
carload lots are charged for at the less-carload rates from the 
ports of entry through which the shipments were moved to the 
final destinations that were in effect at the time the shipments 
were made from the ports of entry. If the shipments were for- 
warded from the ports to the storage points in less than carload 
lots, stored, and later reforwarded from the transit points in 
either carload or less-than-carload lots, they are charged for at 
the lawfully applicable less-than-carload through rates from the 
ports of entry to the points of final destination. Through car- 
load rates from the ports to destinations are only applied when 
the freight moves both into and out of the storage points in 
carload lots. 


The following will serve to illustrate the application of this 
principle succinctly: 


Rate 
From To Quantity To Quantity Applied 
Port of entry Storage point Cc. L. Destination L.C.L. L.C.L. 
Port of entry Storage point L. C. L. Destination cm EC. 
Port of entry Storage point L. C. L. Destination L.C.L. L.C.L. 
Port of entry Storage point Cc. L. Destination ae Cc. L. 

Shipments containing portions of one or more consignments 
received via the same rail lines may be forwarded from the stor- 
age points, but in no case may shipments received over one rail 
line be consolidated and reforwarded from the storage points 
with shipments received via any other rail line. 

Storage space is not provided by the carriers for the accom- 
modation of goods stored in transit. Likewise, the carriers do 
not assume storage changes, insurance premiums, or other ex- 
penses incurred while the freight is in the possession of the 
storage warehouse companies. The carriers are not in any way 
responsible for any loss or damage to the goods while they are 
stored in transit or while in the custody of the owner of the 
goods or his agent awaiting reforwarding from the transit points. 


Eighteen months is allowed for the storage privilege—rather . 


a long period compared with the time limits imposed on the 
storage and manufacturing of other commodities—but probably 
justifiable because of the peculiar transportation and merchan- 
dizing problems attending the marketing of Oriental imports.” 

The Commission has had the subject of storage in transit of 
import goods from the Orient in Investigation and Suspension 
Docket No. 1416.% In this investigation the Commission found 
that approximately sixty per cent of the traffic imported from the 
Orient through Pacific coast ports was stored in transit at Min- 
nesota Transfer. From here the goods were distributed to job- 
bers and retailers throughout the territory to the south and east. 
The most important imports stored are matting and rice straw 
rugs. Imported tea, toys, and chinaware were also stored at 
the transfer houses at Minnesota Transfer, as were domestic 
shipments of lumber, grain, apples, pears, and agricultural imple- 
ments. The storage warehouses have a capacity of seven million 
cubic feet of space and were valued in 1922 at more than a mil- 
lion dollars. 

The storage-in-transit privilege at this point was established 
in 1906 by the Great Northern and Northern Pacific because of 

2See Michigan Central R. R. Freight Tariff G. F. D. No. 10254-A, 
I. C. C. No. 5613. 


BSee C. B. & Q. R. R. Freight Tariff, G. F. O. No. 9811-M, I. C. C. 
No. 16164 


1468 I. C. C. 572. 
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VISUALIZED 
DEMURRAGE 





Old and current demurrage claims set- 
tled promptly. 


Our Patented Graphic Charts satisfy 
shipper and railroads. 


We settle claims out of court. 


Our basically patented system shows the 
true situation on each track daily. It 
automatically and graphically shows 
run-arounds, bunching and switching 
delays. 


Write us your demurrage troubles and 
we will advise you our recommendations 
without charge. 


We make no charge for our services 
until a settlement is reached. 


Our charges are based on the amount of 
the claims in dispute and then we charge 
a commission on the amount collected or 
adjusted. 


_ We also install our system so industries 


can keep their own visual demurrage 
records. 


Our system saves Money, Time and 
Worry. 


se fe fm lm lm 


THE ROSS DEMURRAGE BUREAU, INC. 


17 Battery Place New York, N. Y. 
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MEMPHIS, 
TENNESSEE 


The Most Centrally Located Distributing 
Center in the United States 





Home of the Largest Merchandise 
Warehouses in the South 


THE MEMPHIS TERMINAL 
CORPORATION 


AMERICAN SCRUBBING EQUIPMENT SALES Co. 
Finnell System of Blectsic Scrubbing 


April 4, 1925 


Memphis Terminal Corporation, 
1001 Falls Building 
Menphis, Tenn. 


Gentlemen: 


Thank you for your letter - March 30th. ecknowledging receipt 
of our letter of March 27% 














Would you be interested in knowing that we are receiving hetter 
and quicker service from the Memphis Terminal Corp., than render- 
ed us from any of the other 26 warehouses used: by us in the 

United States. 


And, may we further add, we think that we have tne pick of the 
warehouses in the Cities from which we distribute our commodities. 


We believe iu telling our Warehouses when we do not approve of 
the service rendered us and we also believe in telling them when 
it pleases us. , 
























Most of our correspondence has been with your Mr. Blackburn of 
the Merchandise Department and we would like to extend to him 
our appreciation of the immediate attention he gives our corres- 
pondence and delivery orders and for the spirit of cooperation 
displayed by him toward us. 

Yours very truly, 
FINNELL SYSTEM, 


Re. P. Jor ° 
Traffic Mgr. 


We Invite Storage of All Kinds of . 
GENERAL MERCHANDISE - 


"POOL CAR DISTRIBUTION 





Warehouses of concrete construction, auto- 
matically sprinkled, lowest insurance rates. 
We operate our own switch engine and con- 
nect with all Railroads initial to Memphis, 
Tenn., as well as the Mississippi Warrior 
Service who switch to our Plant without 
additional switching charges on car load lots. 


Member A.W.A. 


Address MERCHANDISE DEPT. 
P. O. Box 1025 Memphis, Tenn. 
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their limited storage facilities at their Pacific coast terminals. 
The average length of time for which the goods are stored was 
found by the Commission to be from two to four months, though 
a maximum time allowance of eighteen months is made on most 
of the traffic.* No charges in addition to the through rates from 
the ports to final destinations are assessed by the carriers, the 
shippers paying the storage company for its service.” 

Shipments move into Minnesota Transfer in carload lots 
over the Great Northern, Northern Pacific, or Chicago, Milwau- 
kee and St. Paul in carload lots, but move out from the storage 
point in less-carload lots. Hence, the less-carload rates for the 
entire movements from the ports of entry to the final destinations 
are assessed by the carriers. This makes the traffic desirable 
to the carriers, for their heavier loaded traffic movement is east- 
bound and the movement of this traffic in solid carload lots from 
the Pacific ports to a central distribution point at the termini 
of their lines enables them to conserve their equipment and 
revenues. 

The storage-in-transit privilege of Oriental imports has been 
of great service to the Pacific coast ports in aiding in minimiz- 
ing the disadvantages of their geographical locations and in 
building up routes via these ports to points in the south and east 
in competition with the north and south Atlantic and Gulf ports. 
Under this arrangement, importers of the Pacific coast are as- 
sisted in competing with domestic producers as well as with 
importers operating through other United States ports. 

The Commission, in refusing to cancel the storage-in-transit 
privilege at Minnesota Transfer, has given further sanction to 


the transit arrangements that are, in its opinion, economically 
justifiable.” 


BSee C. B. & Q. I. C. C. No. 16164, Item 15, Paragraph 6. 
See 68 I. C. C. 573, I. & S. Docket 1416. 
MSee 68 I. C. C. 576 and 577 and dissenting opinion of Commis- 


sioner Daniel. 
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R. J. Menzies has been appointed assistant traffic manager of 
the New York Central at New York, succeeding D. L. Gray, re- 
signed to become vice-president of the Erie. J. P. Patterson has 
been made assistant to the traffic manager. 

B. D. Rhodes, F. L. Gray, R. W. Sample and L. H. Dickman 
have been made freight representatives of the Pennsylvania at 
Portsmouth, O., Chicago, Detroit, and Milwaukee, respectively. 
¥F. F. Henderson has been appointed traveling freight representa- 
tive at Denver. 


C. N. Butler has been made soliciting freight agent of the 
Norfolk & Western at Chicago. 

George D. Dixon, vice-president in charge of traffic of the 
Pennsylvania since 1912, has been made assistant to the presi- 
dent. He has been in ill health and the appointment was made 
to relieve him of the heavy responsibilities of his office, it was 
said. J. L. Eysmans will succeed him as vice-president and 
C. B. Sudborough will take the position of general traffic man- 
ager held by Mr. Eysmans. J. B. Large will succeed Mr. Sud- 
borough ‘as asstant general traffic manager. 

Captain R. D. Gatewood has been appointed district director 
of the Fleet Corporation for the New York district. In addition 
to his new duties he will continue to fulfill those of head of 
the maintenance and repair division of the corporation. 


T. B. Hendrick, who has been associated for the last seven 
years with Scrivner-Stevens Company, Oklahoma City, as traffic 
Manager and secretary, has resigned, effective August 1, to be- 
come associated with the newly organized joint office of the 
Missouri Pacific, Gulf Coast Line and the International & Great 
Northern at Oklahoma City. 

C. D. Mowen, commissioner, Fort Smith (Ark.) Traffic Bu- 
reau, died July 25. 

A. G. Vogel has been appointed general agent of the Bur- 
lington at Herrin, Ill. C. J. Nelson has been made general agent, 
coal department, at Chicago, and E. E. Grimes has been ap- 
pointed division freight agent of lines west of the Missouri River 
at Lincoln, Neb. 

Henry Ridley has been appointed division freight agent of 
the M. K. T. at Austin, Tex. E. O. McCord has ben made tray- 
eling freight agent at Waco. 

C. G. Bowker, general manager of the Canadian National, 
eentrai region, has been appointed general manager of the Grand 
Trunk western lines, succeeding H. E. Whittenberger, retiring 
after long service. A. E. Warren, general manager of western 
lines, will succeed Mr. Bowker as general manager of the central 
region, and W. A. Kingsland, assistant to Mr. Bowker, will suc- 
ceed Mr. Warren. 

W. B. Haynes has been made traffic manager of the Locomo- 
bile Company of America at Bridgeport, Conn. 

William S. Bronson, general attorney and valuation counsel 
of the Chesapeake & Ohio, has become associated in the prac- 
tice of law in Washington with Winthrop & Stimson and Rearick, 
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Dorr, Travis & Marshall, two New York firms, under the firm 
name, in Washington, of Stimson, Dorr & Bronson. The Ches. 
apeake & Ohio and the Hocking Valley, with which Mr. Bronsoy 
had been associated for thirty-five years, have retained Mr. 
Bronson as their general attorney and valuation counsel, but 
he will, in addition, devote attention to matters before the Com. 
mission and those involving federal taxation coming before other 
branches of the government in Washington for other clients, 

J. A. Coates has been elected vice-president of the Old Do. 
minion Steamship Company at New York. His status as vice. 
president of the Eastern Steamship Lines, Inc., will not be 
affected. F. H. Mickens, freight traffic manager of the latter 
organization, will have direct charge of agency and terminals at 
New York. 

Bode K. Smith, general passenger agent of the Western Pa. 
cific since 1916, has been made assistant traffic manager. 

Victor Manning Cluis, general agent, the Rock Island at 
Atlanta, Ga., died at his home in that city July 27, following 
several years of failing health. 

H. J. Arnett has been appointed district manager of District 
No. 14 of the car service division of the American Railway Asso- 
ciation, with headquarters at Seattle, Wash., effective August 1, 
District No. 14 embraces the state of Washington, the state of 
Oregon, except that portion of the Southern Pacific lines—<Ash- 
land and south and Kirk and south, and the panhandle of Idaho, 
north of the C. M. & St. P. Railroad. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of New York held its annual summer out- 
ing at the New York Athletic Club’s grounds at Travers Island, 
July 21. Over 600 traffic officials, members of the club, attended 
the outing. A baseball game between the transportation and 
industrial factions of the club was won by the former. 





The Women’s Traffic Club of Los Angeles held a meeting 
July 22. Professor George A. Denfield, national president and 
educational director of Sigma Beta Chi, the transportation fra- 
trenity, was the speaker. The club held its first social affair 
in the form of a post-Fourth-of-July party July 8, in the rooms of 
the Los Angeles Transportation Club. The rooms were deco- 
rated in a patriotic color scheme and a program of vaudeville 
entertainment and stunts was put on. “Traffic refreshments” 
were served in the form of ice cream locomotives and steam- 
ships. The next meeting of the club will be held August 5. 





The Industrial Traffic Managers. Conference and the Local 
Freight Agents’ Association of St. Louis and East St. Louis held 
an outing recently at the Wabash Club, Ferguson, Mo. A base- 
ball game was played and was won by the Industrial Traffic 
Managers. This was followed by swimming contests and other 
sports. The outing ended with a dinner at the club. These 
two organizations have co-operated for the last seventeen years, 


holding joint business meetings whenever the occasion arose 
and giving dinners twice a year. 


REGIONAL BOARD MEETING 


The Montana Division of the Northwest Regional Advisory 
Board will hold a meeting at the Rainbow Hotel, Great Falls, 
Mont., August 6. The meeting is being called to determine the 
volume of commodities to be offered for transportation in the 
fall in that state and also to obtain a general survey of business 
conditions in Montana, according to the announcement sent out 
by the board. Representatives of the state divisions of North 
and South Dakota and of Minnesota will attend the meeting for 
the purpose of co-operating with the Montana members. 


BOARD EMPLOYS INVESTIGATOR 


J. F. Richardson, who acted as investigator for the House 
select committee that investigated the Shipping Board and 
Fleet Corporation in the last session of Congress, is now being 
carried on the payroll of the Fleet Corporation as a special 
expert attached to the office of Chairman O’Connor, it was 
learned this week. 

Although Richardson is on the Fleet Corporation payroll 
at $6,000 a year, he was not employed by order of the Fleet Cor- 
poration but by order of the Shipping Board. One of the reasons 
given for his employment by the board was that he was to 
collect the records of the board sent to the investigating com- 
mittee in the course of the House committee’s investigation. 


GUARANTY CERTIFICATE 
The Commission has certified to the Secretary of the Treas- 
ury that $106,832.66 is the amount necessary to make good the 


guaranty, under section 209 of the transportation act, to the 
Vicksburg, Shreveport & Pacific. 


PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for May, 
1925, shows 17,859 cars held overtime—a percentage of 07.52— 
as against 15,587—a percentage of 06.90—for May, 1924. 
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Solving the Problem of 
trunklines | DISTRIBUTION 


—by affording warehousing for 
storage or light manufacturing, 
and unequaled facilities for ship- 
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ZAZA jj Z wh ment by rail, water or motor 
aa truck to any part of Eastern 
LEHIGH VALLEY RR. United States. 





It is only 9 miles to Manhattan. 


KEN NA There are 6,000,000 people 


TE RR M I NAL within a 10-mile radius. 


FORMER U. S. ARMY BASE 
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Charles Milbauer, General Manager 
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: PORT NEWARK, NEW JERSEY P. O. Box 504, Newark, New Jersey 
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(PATENTED) 


Seest thou a traffic manager 
diligent in his business? He 
should have a Wetzel tariff 


file; he should not have a 


poor tariff file. 


Write us for information. 





P. A. Wetzel Company 


2k Manufacturers 
A Stack of Wetzel Drop Front Tariff File Sections SPRINGFIELD, ILLINOIS 
(Measuring outside 45 inches wide, 573 inches high and 18 inehes deep) 
This outfit can be obtained with all drawers the same size 


Start with any number of sections and build up as your requirements grow. 


4 DROP FRONT TARIFF FILES 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. 

The right is reserved to refuse to answer in th’s department any 
question, legal or traffic, that it may =" to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Liability of Carrier for Loss Under Clear Seal Record 

New York.—Question: Kindly advise whether or not you 
consider the carrier liable in the following case. 

A car of wheat was billed from Kansas City to Trunk Line 
Territory via Pere Marquette Ry. from Chicago to Suspension 
Bridge. The car arrived at destination with shippers’ seal on 
one side only, also custom seals on both sides. The car weighed 
out 26 bushels short. Carrier contends, according to their 
records, that both of shippers’ seals were intact when custom 
seals were applied and that there was an overlap in seal pro- 
tection afforded this car as between custom seals and shippers’ 
seals, and therefore there was no deficiency in seal protection. 

It is our opinion that due to the absence of one of the ship- 
pers’ seals at destination, car did not travel under full seal pro- 
tection regardless of application of custom seals. 


Answer: It is true that, except insofar as the customs seals 
constitute seal protection, there was a deficiency in the seal 
protection of the car. However, while the placing of seals on 
a car by the shipper may have some evidential value so far as 
it tends to show that the actual amount loaded into the car, but 
not necessarily the amount stated by the shipper in the bill of 
lading to have been loaded therein, was in the car at the time the 
car was tendered to and accepted by the carrier for transporta- 
tion, it has, in our opinion, no greater force. 


Insofar as a bill of lading constitutes a receipt, that it, 
the part wherein is set out the receipt of the goods, the quality, 
quantity, and condition, it may, like other receipts, be explained, 
altered, varied or contradicted by parol evidence. St. Louis, etc., 
R. R. vs. Citizens Bank, 87 Ark. 26, Sanford vs. Seaboard, etc., 
R. R. Co., 61 S. E. 74; Milne vs. Chicago, etc., 185 S. W. 85. Con- 
sequently, the carrier is not conclusively bound by the recital in 
the bill of lading as to the quantity of goods covered thereby. 
However, in an action for loss of a part of the goods, if you prove 
conclusively that a certain quantity of goods was received by the 
carrier for transportation and that the same quantity was not 
delivered at destination, the burden then rests upon the carrier 
of proving that the loss occurred through some cause for which 
it is not liable, as an insurer. Galveston, etc., R. Co. vs. Wallace, 
223 U. S. 481. It has been held that this rule applies notwith- 
standing that the car moved under a so-called “clear seal record.” 
See Baker vs. H. Dittlinger Roller Mills Co., 203 S. W. 798. 
Freight Charges—Liability of Consignor Where Carrier Erro- 

neously Refunds More Than Amount of Overcharge Collected 

Nebraska.—Question: Kindly let us have your opinion of 
our responsibility in the following case: 

We made shipment of a car of grain, shipper’s order notify, 
from A, Neb. to B, Wyoming, routed via C, Nebraska and the X 
Railroad. We did not sign the bill of lading relieving us of our 
responsibility of freight charges as set forth in section 7. The 
delivering agent collected $3.80 too much freight charges but in 
making the refund to the consignee he refunded $30.80 or $27.00 
too much. The carriers now are requesting us to remit the $27.00 
as the consignee is not in business now. 

It would appear to us as in as much as the carriers had 
sufficient charges in their possession at one time that we would 
not be responsible for their refunding more than was legally 
due the consignee, otherwise this would leave an opening where 
the carriers could rebate at the shipper’s expense. 

Answer: With respect to this question our views are as 
follows: Ordinarily the person from whom the goods are received 
for shipment assumes the obligation to pay the freight charges; 
and his obligation is ordinarily a primary one. This is true 
even where the bill of lading contains a provision imposing 
liability upon the consignee. The shipper is presumably the con- 
signor; the transportation ordered by him is presumably on his 
own behalf; and a promise by him to pay therefor is inferred. 
It may be shown, however, by the bill of lading or otherwise, 
that the shipper of the goods was not acting on his own behalf; 
that this fact was known to the carriers; that the parties in- 
tended not only that the consignee should assume he obligation 
to pay the freight charges, but that the shipper should not 
assume any liability whatsoever therefor, or that he should 
assume only a secondary liability. L. & N. R. Co. vs. Cent. Iron 

& Coal Co., 265 U. S. 59. 
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There is no contractual relation between the carrier and the 
consignee by the mere designation of the latter as consignee 


‘ which obligates him to receive the goods or to pay the freigh; 


charges, and he is not liable therefor in the absence of an agree. 
ment, express or implied. If, however, a shipment is accepteg 
the consignee becomes liable as a matter of law for the fy 
amount of the freight charges whether they are demanded a 
the time of the delivery or not until later. P. C. C. & St. L. vg 
Fink, 250 U. S.577; L. & N. R. Co. vs. Central Iron & Coal Co, 
265 U. S. 59. 

If, in the instant case, the carrier had actually collected ap 
amount over and above its legal tariff charges and had then upon 
presentation of a claim for overcharge refunded to a basis legs 
than its legal tariff rate through a mistake of fact as to the 
legal tariff rate, there does not seem to be any doubt but that 
the carrier could recover from the consignor the amount erro. 
neously refunded to the consignee, there being no difference jn 
principle, as we see it, between this case and that where, upon 
delivery of the goods to the consignee, less than the full tariff 
rate as collected. 

If the above be true there appears to be no real distinction 
between a case where, through an error in bookkeeping, ip 
making a refund of an overcharge the carrier refunds more than 
the amount of the overcharge. In all three instances the carrier 
has through an error connected with the delivery of the ship. 
ment and collection of the freight charges thereon, failed to 
secure the payment of the full amount of its lawful charges, 
The consignor, being primarily liable therefor it seems apparent 
that, in the event that all or any part thereof cannot be recov- 
ered from the consignee, the consignor can be held therefor. 
eat og a of—Parts or Pieces Constituting a Complete 

rticle 

Wisconsin.—Question: Please give us your opinion on the 
following items: We filed claim against the Railroad Company 
for an alleged overcharge on kitchen cabinet bases, with legs 
detached and wrapped, in fibreboard which was rated first 
class on the Consolidated Classification No. 4, Supplement 6, 
page 14, Items 5-6-7. 

The freight claim agent stated that we were not allowed 
to rate the base separate from the tops. It is our opinion in the 
matter that we are entitled to separate rating where they are so 
classified in the classification. 

We also know that Items 1-2-3, Supplement 6, page 14, speci- 
fies kitchen cabinets S. U. 114x1, but you will note that the 
bases and tops were separated in this shipment. 

We will appreciate your opinion as to whether we are 
entitled to the same rate or not. 
© Answer: Rule 20 of the Consolidated Classification reads as 

ollows: 


_ Parts or pieces, constituting a complete article, received as one 
shipment, on one bill of lading, will be charged as the rating provided 
for the complete article. 


For a construction of this rule by the Commission see the 
opinions in Harris Bros. Co. vs. Director General, 60 I. C. C. 428; 
McNeel Marble Co. vs. A. & R. R. R. Co., 49 I. C. C. 125; William 
Myer Co. vs. A. T. & S. F., 41 I. C. C. 380. 

Furthermore, in Campbell Heating Co. vs. A. T. & S. F., Un- 
reported Opinion A-749, the provisions of this rule were found 
not to result in unreasonable charges when applied to a certain 
commodity. In this case, the Commission said: 


Complainants’ catalogues, which were introduced in evidence, 
contain photographs of furnaces, as described therein, which show the 
furnace offered for sale as consisting only of the heating device used 
in the cellar or basement, and they list the parts thereof to include 
the base, ashpit, water pan, grate bars, fire pot, feed domes, door 
and radiator. The record indicates that shipments as thus constituted 
are billed to dealers to whom they are sold as furnaces, and that 
the outfit is frequently sold in that form, the pipes and other fittings 
being furnished by local tinners or other metal workers at destina- 
tion. It further appears that the pipe, registers, elbows and similar 
parts leading from the heating device into the rooms above are 
separately invoiced and sold by complainants. 

In the Matter of the Suspension of Western Classification No. 51, 
25 I. C. C. 442, we considered Rule 15 of the classification, which 
reads: “Parts of pieces constituting a complete article received as 
one shipment will be charged at the rating provided for a complete 
article.’”’ In reference thereto, at page 478, we said: : 

“If the new rule is construed to mean that one shipment is offered 
under one bill of lading, we do not think that valid objections can 
be made to it. If, however, it is construed so as to deny: to a shipper 
the right of shipping, for instance, iron bars, which happen to be a 
part of some machine, as iron bars under a separate bill of lading, 
we think such an interpretation would be unwarranted and unjustly 
discriminatory. If a shipper is willing to go to the trouble of separat- 
ing a ‘completed article’ into its constituents parts and meet the 
established shipping requirements with reference to each part, we see 
no reason why he should not do so and we do not think that he can 
be lawfully prevented from exercising his choice in that direction. 
Under this holding complainants are entitled to make separate ship- 
ments of the articles required to constitute a completed furnace under 
pon «nae bills of lading and enjoy the rate applicable to the separate 
varts. 
“We think the record clearly indicates that the shipments of 
these complainants consisting of articles sufficient to construct t e 
heating device part of their outfits, without the accompanying P1pes, 
registers and similar appliances, constitute furnaces of the kind oe 
hold themselves out to sell and furnaces within the meaning of 4 
classification provision referred to, and we so find. We further — 
that shipments so constituted would be, in fact, nothing more 
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— DISTRIBUTION 
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Botonand Dqily Deliveries by Zone System 
— within ten mile radius 








Quincy Market Cold Storage and Warehouse Co. 


GEORGE S. LOVEJOY 


Manager General Storage Department 
178 Atlantic Avenue, Boston, Mass. 


Total General Storage Capacity 
9,706,000 Cubic Feet 
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less than shipments of furnaces, complete, shipped knocked down 


instead of set up, and that the third class rating is properly applicable 
thereto. 


“We do not find that the ratings applicable to furnaces or to the 
parts thereof as contained in the classification provision quoted are 
unreasonable or unduly prejudicial. 


“The complaint will, therefore, be dismissed.”’ 


You will observe from the above that, while it is possible 
to secure the application of the separate ratings to the parts 
constituting a complete article, it is necessary that separate 
bills of lading be used. If the separate parts comprised in the 
complete article are shipped on one bill of lading as one ship- 
ment, the rate applicable to the complete article will be charged 
thereon. 

Weights—Basis for Where Tariff Provides for Market Capacity 
of Coal and Shipment Is Not Weighed 

Wyoming.—Question: The X Railroad quotes a rate on sand 
between two points, minimum weight marked capacity of car. 

This sand is not weighed, but is invoiced to buyers at so 
much per carload. The railroad company is collecting ey 
on the basis of 110 per cent of marked capacity of car uSed. 
I am unable to check any authority for this, and it would seem 
that proper charges would be on an estimated weight of marked 
capacity of car used. 

Will you kindly give your opinion as to charges which 
should be assessed on such shipments, citing if possible, Inter- 
state Commerce Commission or court decisions on similar cases. 

Answer: The actual weight of a shipment constitutes .the 
true basis upon which to assess transportation charges. Schenck 
vs. N. & W. Ry. Co., 29 I. C. C. 125 (127). 

It is a carrier’s duty to collect and the shipper’s duty to 
pay freight charges based upon correct, not estimated weights. 
Bills of lading, 52 I. C. C. 671 (694). 

We locate no opinion of the Commission specifically in 
point, but it is our opinion that, unless there is a tariff provision 
for the assessment of charges on the basis of 110 per cent of 
the marked capacity of the car, where the minimum weight 
applicable in connection with a rate is the marked capacity of 


the car and such cars are not weighed, freight charges may not 
be assessed on that basis. 


The correct weight of a shipment is a question of fact to be 
determined in a manner just to both parties, as to which the ex parte 
action of either party can not conclude the other. Schenck vs. N. 
& W. Ry. Co., 29 I. C. C. 125 (127). 


In the absence of a tariff provision providing a basis for the 
assessment of charges on shipments such as you describe, the 
weight upon which charges should be assessed is a question for 
determination by the Commission from the facts put before it. 
Weights—Hoof Weights 

New York.—Question: One of our members operating a 
packing house receives carload shipment of live hogs, which are 
weighed on unloading and destination hoof weight obtained. 

Exceptions to official classification published by Mr. B. T. 
Jones, Agent, Central Freight Association, his No. 130-P, I. C. C. 
1594, provides in item No. 3230, that where proper facilities are 
provided at destination for obtaining hoof weights the weight 
so obtained will be the proper basis for assessing freight charges, 
and we would appreciate your advice as to whether or not under 
the provisions of this item our member would be entitled to 
settle freight charges on this weight. 

Answer: The rule referred to by you provides that (a) In 
no cases will the charges be collected on less than the estab- 
lished carload minimum weight. (b) Where proper facilities 
are provided at destination for obtaining hoof weights, the 
weights so obtained after the stock has been fed and watered, 


will be the proper basis for assessing freight charges, with the 
following allowances: 


Hogs, single-deck cars, 300 pounds. 

Hogs, double-deck cars, 600 pounds. 

If the rates applicable on the shipments received by your 
member are subject to the provisions of this rule, by reason of 
the tariff carrying such rates making cross reference to Agent 
B. T. Jones’ I. C. C. No. 1594, and there are no provisions in the 
tariff naming the rates which exclude application of the rule in 
Agent Jones I. C. C. No. 1594, the provisions of Item 3230 govern 
in the determination of the weights upon which freight charges 
should be assessed. 

Demurrage—Accruing by Reason of State Quarantine Law Re- 
quiring Permit Issued by State Authorities to Accompany 
Shipment 
Missouri.—Question; The state of Mississippi has a quaran- 

tine law that hay shipped into the state must have a permit is- 

po alg the State Plant Board of Mississippi attached to the 
waybill. 

We had a car of hay shipped from Kansas Ciy to a station 
in Louisiana and then diverted car to Mississippi. We filed our 
diversion with the originating carrier at Kansas City with Mis- 
sissippi permit attached. The carrier at Kansas Cty wired diver- 
sion instructions to the agent in Louisiana and mailed Missis- 
sippi permit that was not received until three days later, and 
we were assessed demurrage for these three days. We filed 
claim for refund of demurrage under the rule that car should 
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be released when disposition has been furnished agent of the 
carrier. 

We would like to have your opinion if the state can refuge 
to allow the carrier to move the car into the state without 
the inspection certificate attached to the waybill, though the cer. 
tificate is in the hands of the carrier’s agent, and, if they cap 
do this, can they set aside demurrage rules governing the releage 
of the car when disposition is given the agent of the carrier 
while the permit is being forwarded to be connected up with 
the waybill. 

We will be glad to know of any decisions that may have 
been made affecting this question. 

Answer: If a state legislature has the power to prohibit 
the movement of goods from without its borders to points within 
its borders, except under permits accompanying the goods issued 
by the authorities designated by it to issue such permits, which 
we understand it may do, then demurrage which accrues by 


_reason of the carrier’s compliance with these regulations may 


lawfully be assessed, in our opinion. 

Whether a regulation of a state requiring the permit to ac. 
company the goods, is reasonable, is a question of law, as to 
which we can locate no decisions of the courts. See, with re. 
spect to this question, the Commission’s opinions in 45 I. C. (. 
691; 58 I. C. C. 365, relating to demurrage accruing by reason 
of a federal embargo. 

We see no reason for a difference in holding by reason of the 
fact that the embargo is placed by the state authorities and 
not the federal government, provided that it be a reasonable 
requirement that the permit accompany the goods. 

Shippers being charged with notice of the quarantine regu- 
lations of a state requiring the securing of permits, it does not 
seem to be an unreasonable requirement that, before making a 
shipment, the shipper secure the permit in time to insur its 
accompanying the shipment. 


Liability of Carrier for Loss of Shipment Where Conflict Exists 

Between Marks on Package and Address in Bill of Lading 

Kentucky.—Question: Where a bill of lading is correctly 
made up, and the package is incorrectly marked, either wrong 
name of consignee or wrong address, the writer is aware that 
shipper’s error makes him liable for all storage charges, or any 
charge that may accrue at the incorrect address, also freight 
charges to incorrect address and back to point of origin, or cor- 
rect address, or wherever he may order it forwarded. 

However, suppose the carrier delivers the package to the 
party whose name and address is on the package, instead of 
delivering it to the consignee at address shown on bill of lading. 
It would seem in this case carriers would be at fault because 
of the fact that they had no waybill showing the package actu- 
ally belonged to the party whose name appeared on same, and 
the party whose name appears on the package would not have 
bill of lading, consequently could not prove ownership. Would 
consignor be entitled to payment of his claim for loss of ship- 
ment of this kind? 


Answer: So far as the question of the liability of a carrier 
for misdelivery, where there is a conflict between the bill of 
lading and the marks on the package, is concerned, it seems 
apparent from the decisions in Union Pacific R. R. Co. vs. Burke, 
255 U. S. 317; N. Y. C. & H. R. R. R. Co. vs. Samuel Goldberg, 
250 U. S. 85; New York Central R. Co. vs. Lazarus, 278 Fed. 900; 
Guillaine vs. General Trans-Atlantic Co., 3 N. E. 489, that as the 
bill of lading constitutes the contract between the parties, the 
provisions thereof govern in determining the duty of the carrier 
in making delivery of such a shipment. 

Furthermore, this is the holding in the case of Wall vs. 
American Railway Express Co., 272 S. W. 76, in which the court, 
on pages 78 and 79, said: 


Defendant insists that it compiled with the information con- 
tained in the shipping tag and was, therefore, not liable; that it 
was the duty of the shipper to properly address the package. 
There appears to be an inconsistency between the receipt and be 
shipping tag, as least on their face. From the shipping tag it wou 
appear that the International Butter Company was the consignee, 
while an examination of the express receipt shown that plaintiffs 
were the consignees. But defendant, in support of its contention 
that the information contained in the shipping tag governs, argues 
that the rule and regulations require that the shipper must plainly 
and legibly mark the package, and that the package should be i 
livered by the express company to the person to whom it is — 
dressed, consequently it is said that the shipping tag must be — 
to to determine to whom the package is consigned. The rules an 
regulations do not expressly say that the shipper is to mark the 
packages nor do they expressly say that it must be delivered - 
the person to whom it is addressed. It would appear, however, tha 
ordinarily the shipper would be expected to mark the address upon 
the package, this affording information to the agent of the express 
company for the making out of the express receipt. To hold - 
the rules and regulations provide that the markings upon the eo 
age govern, as to whom in fact is the consignee, would be in 
teeth of the Uniform Bill of Lading Act which contemplates tha 
the name of the consignee shall be stated in the bill of lading oF 
the receipt issued by the common carrier. h 

In connection with the insistence that it was the duty of t . 
shipper to properly address the package, the point is made = " 
under provision 4-c, defendant is not liable for any improper = 
dressing, as it was the duty of the shipper to properly address . ° 
package, and that, if he left the matter to the agent of the , 
fendant, the agent in addressing the package was acting as ae 
agent of the shipper and not of the defendant and, therefore, the 
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a OMPENSATION to the railroads for producing adequate and dependable rail- 

: road transportation service continues to decline. During the first four months 
hs of 1925 the rate of return actually earned by the railroads of the United States 

was only 4.38 per cent on their property investment and this, it should be remembered, 
“ is On an unprecedented volume of business for that period of the year. 

“ All available Statistics, supplemented by official statements from the Interstate 
stly Commerce Commission and other federal and state government departments, show 
ong conclusively that the railroads are providing adequate and satisfactory service. This 
hat is being accomplished, as is generally understood, as a result of the remarkably effi- 
any cient manner in which the railroads are being operated, aided by additional capital for 
eht improved and additional facilities, and additional, improved equipment. 
cor- It must be remembered, however, that there are thousands of rate adjustments 

under consideration all the time, and almost invariably these questions are settled 
the in such a way as to bring about a gradual but nevertheless positive reduction in the 
| of general rate levels. That is why, with a continuing record-breaking volume of busi- 
ing. ness, the actual net profits of the railroads are constantly shrinking. 
— The average receipts to the railroads for hauling a ton of freight one mile have 
ee declined from 1.275 cents in 1921 to 1.116 in 1924. Based on these averages, the 
ye total savings to shippers in reduced freight rates, compared with 1921, amounted 
a to $336,000,000 in 1922, $657,000,000 in 1923, and $618,000,000 in 1924, or a total saving q 
it 5 of $1,611,000,000 to the public in three years. Receipts from passenger service also 

P have been rapidly declining, due largely to the increased use of hard roads. All rail- 
i roads have been suffering in this respect. On the Missouri Pacific alone, the loss in 
a 1924 as compared with 1923 represented a 10 per cent decline in passenger earnings, 
| 0 and this ratio is continuing this year. Nevertheless, the railroads generally are pro- 
mn ducing and maintaining a superior service, much of it proving most unprofitable. 
erg, The average annual capital investment in the railroads has been $778,000,000 a 
900: year for the last four years, and the new capital required this year is conservatively 
the estimated at $750,000,000. Purchases of fuel, material and supplies average approxi- 
the mately $1,500,000,000 annually. 

‘rier The railroads are purchasing and consuming 26.1 per cent of the total bituminous 

coal production of the nation, 27.5 per cent of the total steel oytput, and 25 per cent 

VS. of the total lumber production, at costs considerably higher, comparatively, than the 
purt, rate levels. 

The public is primarily interested in adequate and dependable service. But the 
con- railroads must face these figures and facts. And, in order to continue to produce and 
at it provide the kind of service the public needs and wants and we want to give, we must 
"7 have the friendship, confidence and co-operation and understanding of the public 
rould I solicit your co-operation and suggestions. 
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defendant is not liable for the act of the agent in improperly ad- 
dressing the package, if it was so addressed. However, the pro- 
visions of 4-c surely contemplate that in addressing a package the 
agent is acting as the agent of the express company, for it provides 
that the company should not be liable for improperly addressing, 
unless cause in whole or in part by its own negligence or that of its 
agent. Should we hold that in all cases the agent in addressing a 
package is the agent of the shipper and not of the express com- 
pany, we would nullify the provisions of regulation 4-c. So it would 
seem that, if defendant suffered any loss by reason of improperly ad- 
dressing the shipping tag, the loss was sustained as the result of 
the negligence of one of its agents, and plaintiff should not be 
held accountable therefor. But as the agent was not deceived in 
any way by the shipping tag, we fail to see the materialty of this 
point, even should it be admitted that he was plaintiff's agent. 
Plaintiff cites the cases of Parlin & Orendorff Plow Company, 
of St. Louis, vs. U.S. Express Company, 26 Interstate Commerce 
Commission R. 561, and American Agricultural Chemical Company 
vs. B. & A. R R. Co., 28 Interstate Commerce Commission R. 398, 
401, and Conference Rulings No. 433, in support of its contention that 
the direction in the shipping tag ‘governs. Those cases where ones 
involving a loss to the shipper by reason of his own negligence, and 
do not involve the matter as to the proper party to whom delivery 
is to be made at destination, and for this reason sections 8604e and 
8604ee of the federal statutes (U. S. Comp. St.) had no application. 


Damages—Liability for Where Amount Above Released Value of 
Shipment Is Covered by Insurance 

With reference to the point made by the carrier in the ques- 
tion of “Ohio,” under the above caption, on page 104 of the June 
11, 1925, Traffic World, that when a larger amount is realized 
by the sale of a rug than their liability based upon a released 
valuation, there should be no claim against them, see the deci- 
sions in Frank vs. Mich. Cent. R. Co., 154 N. Y. S. 701; Wash- 
ington Horse Exchange vs. Louisville, etc., R. Co., 87 S. E. 941; 
Illinois Cent. R. Co. vs. Wilson, 176 S. W. 1036, which hold that 
the carrier is not free from liability because the goods in their 
injured condition are worth more than the agreed valuation. 

Reconsignment of Live Stock 

Kansas.—Question: Rumors continue to come to us that 
some of the live stock markets to the north and west are making 
a practice of having their shippers bill their shipments to some 
“river crossing point” with ‘market privilege” at the above mar- 
kets, and are selling the stock, some in car lots and some in part 
lots to various shippers, the buyers using the original billing 
to the destination they wish to ship their purchases. Is this 
permission under any tariff? If so, is this permissible in some 
sections and not from others? ‘Tariff authority for same will be 
appreciated if such conditions are lawful. 


Answer: Item 480-A of supplement No. 1 to C. B. & Q. 
I. C. C. No. 15914 provides: 


Live stock, reconsigned or reforwarded at Missouri River. Ship- 
ments of live stock consigned locally to South Omaha or Nebraska 
City, Neb., St. Joseph or Kansas City, Mo., and reconsigned to points 
east, will be charged for on basis of local rates from points or origin 
to Missouri River points named plus rate from said Missouri River 
points to destination, as per tariffs lawfully on file with the Com- 
mission. However, stock consigned through to points on Mississippi 
River or east may be stopped at Missouri River market points named 
when on direct line, to feed and water, and if no change in owner- 
ship occurs the through billing may stand and through rate, effec- 
tive via C. B. & Q. R. R., as per tariffs lawfully on file with the 
Commission, will be applied. If sold at stopping point the billing 
will be taken into account at said point at local rates, as per tariffs 
lawfully on file with Commission: that is, to give shippers the priv- 
ilege of second market at through rate the stock must originally be 


consigned through. 
: (VP STEWART) POPPE COTA 
It will be observed that, under this item, the through rate 


is not applicable, if the stock changes ownership at the first 
destination. 

Apparently the above arrangements are those which are re- 
ferred to in a proposed report by Examiner» David T. Copenhafer, 
in Docket 15728, Sioux City Live Stock Exchange vs. C. & N. 
R. R. Co. et al. See page 71 of the June 11, 1925, Traffic World. 
Company Material—Basis for Charges to Junction of Purchasing 

Carrier 

Pennsylvania.—Question: On shipments for delivery to a 
carrier, f. o. b. their line or nearest junction point, for example, 
shipment originating at Pittsburgh, Pa., final destination, New 
Haven, Conn., on which the through rate would be .36%, sold 
for delivery to the carrier, on their line at New York, and 
moved as company material or “deadhead” from New York to 
New Haven by the carrier purchasing material, the terms of 
purchase being consignor to prepay charges to New York, would 
the consignor, being an individual and not a carrier, be entitled 
in the prepayment of charges, to, instead of paying the Pitts- 
burgh-New York rate, pay the proportion of the through rate, 
as accruing to the different carriers on the haul from Pittsburgh 
to New York, as part payment of charges, and balance of charges 
from New York to New Haven, as collect, this proportion or 
division to be absorbed by carrier purchasing material. 


Answer: In the case of Beekman Lumber Co. vs. St. L.- 
S. F., 21 I. C. C. 270, the Commission held that where carrier, buy- 
ing what will ultimately become company material, contract 
with shippers located off their lines and agree that if the vendor 
will bill the shipment beyond a designated junction point, where 
their own lines and the lines of the initial carriers meet, that, 
of the joint through rate, the purchasing carrier will absorb its 
own divisions, the shipper assuming only that portion of the 
joint through rate which accrues to the initial carrier as their 
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portion of the rate designated in the bill of lading, this practic, 
results in the application of a portion of a joint rate from Point 
of origin to point of destination, to wit, that portion from Point 
of origin to the junction point, for the use of a particular Shipper 
which is not published for the benefit. of the public at large yo, 
filed with the Interstate Commerce Commission under Section ¢ 
of the act. The Commission held that contracts providing fo, 
such rates are in violation of law. The same conclusions was 
reached by the Commission as to shipments billed to the june. 
tion of the initial carriers and the purchasing carrier. 


Trap Cars—Service—Absorption of Switching Charge By Roag. 
Haul Carrier 

INinois—Question; Carrier “A” provides in tariff provision 
for absorption of switching charges on trap cars originating op 
carrier “B”, provided, cars contain 6,000 pounds or over and 
for which road haul amounts to $19 or more. On shipments of 
less weight a switching charge of $7.75 is assessed and if line. 
haul revenue does not amount to $19 it must be raised to that 
sum and, in addition, the $7.75 assessed for switching. Both 
carriers being parties to tariff. 

Shipper contends carrier must accept shipment billed ‘as” 
minimum weight when road haul amounts to carrier’s minimum 
charge. For example: Shipper contends, “4,332 pounds ‘as’ 6,000 
pounds at 42 cents cwt., which equals $25.20,” is correct, while 
carrier contends shipment must go at “4,332 pounds at 42 cents 
ewt. plus $7.75 switching charge,” making total $25.94. 

In this instance carrier endeavors to collect more for 4,339 
pounds than 6,000 pounds of same commodity, between same 
points, over same route, etc. 

This seems contrary to the Commission’s rulings and various 
court decisions, in the writer’s opinion. Kindly give your opin. 
ion, together with any court decisions, which cover trap car 
minimums as outlined above. 

Answer: The absorption or switching charges on trap cars 
is, aS we understand, based upon the premise that the carrier 
will receive a road haul on a minimum amount of goods, out 
of the revenue on which it can afford to absorb the switching 
charge of the switching line. There being no basis for assessing 
its road haul rate on a minimum weight of 6,000 pounds, instead 
of the actual weight of 4,332, we fail to see how the carrier can, 
under its tariff provisions, lawfully absorb the switching charge 
when the trap car contains less than 6,000 pounds. 


Rule 10—Application Thereof Where Classification Exception 
Provides Lower Rating than Classification Proper 


lowa.—Question: We at times make shipments of mixed 
carloads, consisting of lubricating oil and animal food. These 
shipments move under rule 10 of the classification. You will 
note that rule 10, section 2, provides that this section does not 
apply in connection with commodity rates. 

Does this mean that this car would have to be assessed at 
a fifth class rating, as the highest class carload rate, or are we 
entitled to a fifth class rate less exceptions as quoted on straight 
carloads of oil, or do the exceptions make the carload rating on 
oil a commodity rate? 

Answer: In Fort Wayne Corrugated Paper Co. vs. Director- 

General, 66 I. C. C. 669, the Commission said: 


Complainant contends (1) that the rate charged was illegal and 
unreasonable to the extent that it exceeded 83.33 per cent of sixth 
class, or 8 cents; (2) that rates based upon a percentage of class 
rates are commodity rates; and (3) that therefore the minimum class- 
rate provision was not aplicable to these shipments. Reference to 
Boldt Paper Mills vs. Director General, 62 I. C. C. 471, will suffice 
to dispose of these contentions except that of unreasonableness. 
We there found that an exception to the classification so published 


could not be considered a specific commodity rate, and that the mini- 
mum class rate applied. 


Based upon this holding, it is our opinion that rule 10 is 
applicabie in the instance you mention. This upon the ground 
that the application of the rating in the exception sheet results 
in the application of a class rate and not a commodity rate on 
the portion of the shipment represented by the lubricating oil. 
Minimum Carload Charges—Application of Rule 13 to Total 

Charge Consisting of Line Haul Rate and Switching Rate 

Ohio.—Question: Consolidated Freight classification No. 4, 

rule 13, section 2, reads: 


The minimum charge for carload shipments shall be fifteen dol- 
lars ($15.00) per car. Does not apply to charges for switching serv- 
ice either in connection with a line haul or for intra or inter-yard 
switching nor to brick, cement, etc. 


A carload shipment weighs 30,000 pounds, rate 4c cwt. 
freight charges $12, subject to an additional switching charge 
of $2.25. Total charge for car, $14.25. 

Is the correct charge on this car the minimum charge of 


$15 or the minimum of $15 plus switching of $2.25, a total of 
$17.25? 


Does this rule mean that the line haul charge plus switch- 
ing, or any other charges must not be less than $15, or does it 
mean that the minimum line haul charge is $15 actual switching 
or other charges are in addition to the $15 minimum? 

Answer: In our opinion the correct charge to apply on the 
shipment in question is $17.25, composed of the line haul rate, 
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to which the minimum charge of $15 per car has been applied, 
plus the switching charge of $2.25 per car. 
The last paragraph of rule 13 provides: 


In case of a continuous through movement of a shipment handled 

On a combination of separate rates, whether such separate rates are 

verned by the same or different, classifications, i. e., by Official, 

outhern or Western Classification, published herein, the $15.00 per 

car minimum herein prescribed does not apply to the separate fac- 
tors but to the total of the combined charges. 


* However, in view of the fact that, under the first paragraph 
of the rule, from which you have quoted, the minimum charge 
is not applicable to charges for switching, either in connection 
with a line haul, or for intra- or inter-yard switching, we cannot 
see how the provisions of the last paragraph of rule 13 can be 
applied to a shipment when the factors composing the total 
charge consist of a line haul rate and a switching rate. 

The basis for the non-application of the minimum charge to 
a switching service being that its application thereto results in 
unreasonable charges for the class of service, it could not have 
been intended, nor is it so provided, in our opinion, in rule 13 
that the minimum charge is to be applied to a total charge which 
consists of a line haul rate and a switching rate applicable to 
a switching movement which follows a line haul movement. 

Reparation 

Alabama.—Question: In I. C. C. Docket 14404, Atlas Metal 
Works, et al vs. Akron; Canton & Youngstown Railway Com- 
pany et al., 100 I. C. C. 173, the Commission decided for the com- 
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plainant and awarded reparation. This has to do with rates op 
various iron and steel articles from St. Louis and related points 
to points in Texas. 

Will-you kindly advise if shippers and receivers other thay 
those involved in this complaint can obtain reparation on ship. 
ments of iron and steel articles such as those named therejp 
based on this decision of the Commission? In other words 
would straight overcharge claim, supported by this decision, pe 
honored if filed with the Commission? 


Answer: In Conference Ruling No. 220 (d) the Commissioy 
said: 


No carrier may pay any refund from its published tariff charges 
save with the specific authority of the Commission in accordance with 
the provisions of the act. When an informal or formal reparation 
order has been made by the Commission the principle upon which jt 
is based shall be extended to all like shipments, but no refunds 
shall be made upon such like shipments except upon specific author. 
ity from the Commission therefor. (See rulings 49 and 200c; also 
Bergerman b. A. T. & S. F. Ry. Co., U. R. Op. 2132.) 


Your claims may be filed with the Commission, not as claims 
for overchahrges, but as claims for reparation on either the 
Commission’s formal or informal dockets, or, if the carriers are 
willing to submit the claims, they may be filed by the carriers 
on the Commission’s special docket. 

The shipments must, however, have moved between points 
within the scope of the Commission’s decision in the case to 
which you refer. See Lamar Mill and Elevator Co vs. A. T, & 
S. F, Ry. Co., Unreported Opinion A-290. 


The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 





ACTION OF ST. LOUIS CLUB 
Editor The Traffic World: 

In connection with the statement on page 96 of your issue 
of July 11, to the effect that the Traffic Club of St. Louis has 
ratified the resolutions adopted by the Associated Traffic Clubs 
of America at the Kansas City meeting, the facts are that all 
that has so far been done by the Traffic Club of St. Louis has 
been a consideration of the Associated Traffic Clubs’ resolutions 
by the board of governors of the St. Louis Club which has not 
given and declines to give the membership at large an oppor- 
tunity to discuss and vote on them in open forum. If the board 
is now making it appear as though its action is on behalf of the 
club at large, it is usurping authority not granted by the con- 
stitution and by-laws of the club. 

The object of the Traffic Club of St. Louis, as stated by the 
constitution, among other things, is to permit the friendly 
discussion of traffic problems. It does not authorize or permit 
the board of governors to vote for the membership on measures 
such as the Associated Traffic Clubs’ resolutions. 

St. Louis, Mo., July 28, 1925. W. E. Rosenbaum. 





The publication in The Traffic World referred to by Mr. 
Rosenbaum was authorized by a communication from the secre- 
tary of the club to the effect that the resolutions in question 
had been ratified. Whether the board of governors of the club 
has the authority to take such action or such questions must 
be referred to the membership, is, of course, a matter that 
must be settled in the club itself. Some clubs give authority in 


such matters to the board of governors and some do not.—Hditor 
The Traffic World. 


TRANSPORTATION EDUCATION 
Editor The Traffic World: 

We are in receipt of The Traffic World of July 4 and we 
turn to the editorial, “Transportation Education,’ which appar- 
ently is a comment on the letter written you by H. B. Huber, 
traffic manager for the Owens Bottle Company, Toledo, O. 

We must say that we are surprised to see such a letter from 
an industrial traffic manager and we think your editorial is 
quite to the point and covers the situation as we traffic men in 
this territory view it, and, personally, I want to commend you 
for the article, hoping it will come to the attention of the busi- 
ness men or shippers. 

Mr. Huber is quite right in his statement that “our bosses 
cannot understand us now.” He, no doubt, means to say that 
the.employer or shipper understands very little about trans- 
portation and consequently the value of a traffic department to 
his institution. In our opinion, it is high time that the shipper 
or business men began to give consideration to the transporta- 
tion of the commodity he handles. Every institution has a buyer 


and a cost man, but these two departments cannot operate eff- 
ciently unless transportation costs are properly calculated. If 
proper costs are determined, the resale figure will take care of 
itself, or, at least, be determined in such manner that a profit 
will be realized. Otherwise, at the end of the year, no profit 
will be shown and no reason given for lack of it. 

In other words, there has been a leakage or a factor enter- 
ing into the business that the employer is not aware of. There- 
fore, we traffic managers think we are an important factor in 
the conduct of any business and, if so, we feel that we should 
be recognized and rewarded accordingly. The only way this 
can be brought about is by results that we can show, and we 
can Only show results by educating ourselves to the utmost. 
And, if we are as important as we assume, we certainly should 
elevate and dignify our position. The word “profession” might 
be wrong or far fetched and we do not think it is the intention 
of the various traffic managers that a certain profession be estab- 
lished to take care of traffic matters, but that recognition is 
sought, as we feel we have never been properly recognized. 

Our aim is to educate ourselves for the benefit of our em- 
ployers which, naturally, will benefit ourselves. The writer rep- 
resents a firm that buys from practically every portion of the 
country east of the Mississippi River and must say that we find 
nearly all shippers are woefully lacking in education pertaining 
to transportation, all 6f which proves costly to shipper and con- 
signee. Innumerable instances could be cited of excess costs 
accruing on account of lack of education. 

There is nothing technical about the matter—simply a thor- 
ough education, a thorough delving into the situation from every 
angle in order that a traffic man can be ef full service to his 
institution. There is much to be considered beyond the mere 
routing or revising of expense bills; the real work can only be 
done by the man on the job and not by an outsider or one who 
might be termed a professional. A traffic manager connected 
with an institution with diversified commodities and one that 
receives and ships from and to many parts of the country will 
find that he has a man-sized job calling for a thorough education. 
He will find that he can be of use to every department in the 
institution—the sales department, the credit department, the 
buying department, the shipping and receiving department. 

If his position is properly developed, he will find that these 
various departments will constantly be calling on him for guid- 
ance and assistance. In order to qualify surely requires that 
a man must educate himself in every respect and, if successful, 
we again say that he is entitled to recognition and that his 
position should be dignified accordingly. 


I have been much interested in the articles in The Traffic 
World along these lines and would advise that in this city wé 
traffic managers organized about two years ago with a mein 
bership of about thirty-five, representing various industries and 
wholesalers. We find that, by coming together, we are edu 
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Good Service Promotes Prosperity 


The efficient service performed by the 
railroads of the country is a subject of dis- 
cussion and favorable comment everywhere. 


Good railway service is not a matter of 
convenience only. It speeds up business, 
and therefore it has a commercial value that 
is measurable in dollars and cents. Prompt 
and adequate transportation means a re- 
duction in the amount of capital tied up in 
commodities in transit and awaiting ship- 
ment. It also means there is no need for 
manufacturers, wholesalers, jobbers, retail- 
ers and consumers to carry large stocks to 
protect against transportation shortages 
or delayed shipments. These savings in 
interest charges lessen the cost of conduct- 
ing business. 


When goods move promptly, there is 
prompt payment for goods that are sold 
payable on delivery, and prompt payments 
in turn mean quicker liquidation of loans 
made to finance business operations. In 
short, good railway service means more 
ready money for the needs of business gen- 
erally. 


One of the most important benefits of 
good railway service is the stabilizing in- 
fluence it has on production and conse- 
quently on the facilities and labor employed 
in production. Fluctuations in prices are 
avoided to an appreciable extent by making 
supply more readily responsive to demand, 
and both the producer and the consumer 
benefit thereby. As production is stabilized 
and there is less unemployment, demand 
also becomes steadier, to the immense bene- 
fit of everyone. 


Add all these benefits of good service 
together, and the total saving in money 
becomes an impressive sum. Only a few 
years ago leaders in public life were talk- 
ing about the billion-dollar lcsses resulting 
from delayed and inadequate transporta- 
tion. Now it is time to talk about the 
billion-dollar savings growing out of prompt 
and adequate transportation. 


That we have prompt and adequate trans- 
portation today does not mean that the de- 
mand for transportation has lessened. In 
fact, the demand for transportation is con- 
stantly increasing. Prompt and adequate 
transportation is being provided today 
because the increase of railway capacity 
has been even greater than the increase of 
transportation demand. This improved 
situation has been brought about by the 
money the railroads have spent—much of 
it borrowed—on improved and increased 
facilities, supplemented by the increased 


efficiency of the railway organizations and — 


the increased co-operation of the railway 
patrons. 


Encouraged by the support and apprecia- 
tion of the public, the railroads will con- 
tinue to improve their service in the knowl- 
edge that they are thereby adding to the 
prosperity of the country as well as to their 
own prosperity. 


Constructive criticism and suggestions 
are invited. 
C. H. MARKHAM, 
President, Illinois Central System. 


CHICAGO, August 1, 1925. 
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cating ourselves, we are solving some problems beneficial to 
our employer, and we are just now becoming recognized. Our 
employers are just beginning to give some attention to this 
feature of their business; hence, we would say that education 
is worth while. 

Recently a jobbing concern in this city that had never had 
a traffic manager found in its receiving department an indus- 
trious young man who wanted to learn traffic work and has per- 
sisted in educating himself along these lines and applying him- 
self in every way possible. He has been so successful that his 
employer recognized his work, has created a traffic department, 
putting him in charge and giving him the necessary authority 
to carry on. He has saved his firm many dollars and now his 
department is considered along with the other departments an 
important department of the business. In other words, it has 
proved its worth. 

We surely think this is an example of what education will 
do. No doubt you are acquainted with many such instances. 
If the largest concerns and manufacturers in the country recog- 
nize the traffic departments, why should not the general run 
of concerns do likewise? To be successful they must always 
bear in mind that a proper cost-finding system must be employed, 
and such a system demands the assistance of a traffic depart- 
men. This we consider as a fundamental and we hope, in 
time, will be recognized by all business men or shippers. 

The writer has never worked for a transportation company. 
He was merely selected from the ranks to fill this position which 
was created and, if he has been successful at all, feels that it 
has been accomplished by constant effort to seek education along 
the lines of traffic managers’ work. 

I do not especially desire to be quoted, but cannot resist 
writing you because I feel that Mr. Huber’s article is likely to 
be misunderstood and I want to commend you for your article, 
as I think it exactly covers the situation as we see it. 

R. C. Johnston, 
Schwabacher Hardware Company. 
Seattle, Wash., July 8, 1925. 


LUMBER SHIPMENTS 


Telegraphic reports received by the National Lumber Manu- 
facturers’ Association from 357 of the larger softwood mills of 
the country for the week ended July 25, as compared with 367 
mills reporting for the preceding week, showed slight decreases 
in production, shipments and new business. Ten fewer mills, 
however, reported than for the -week previous. There were 
noticeable increases in production and shipments, with new 
business somewhat ahead of that reported for the same period 
a@ year ago. 

The following table compares the national lumber move- 
ments as reflected by the reporting mills of seven regional asso- 
ciations for the three weeks indicated: 


Corresponding Preceding WK., 


Past Week Week, 1924 1925 (Revised) 
eer 357 363 367 
BMOGUCUON $ ..ccvececs 232,081,665 207,720,062 236,098,443 
ee oe ee 232,186,855 200,951,500 239,164,679 
Orders (New Bus.) .. 237,511,734 229,372,991 238,673,242 


The following revised figures compare the lumber move- 


oa the first thirty weeks of 1925 with the same period 
0 : 


Production 
PUP O10 sew e ee aes 7,273,710,783 
beidaee neve bate Cea 7,009,323,212 


264,387,571 


Shipments 
7,183,772,337 
6,931,161,550 


252,610,787 


Orders 
7,033,211,539 
6,619,025,543 


414,185,996 


SPECIAL CHARGE ON PARCELS 


W. Irving Glover, third assistant Postmaster General, has 
issued the following: 


There has been some confusion with respect to parcels on which 
the special handling postage charge of 25 cents is paid because the 
parcels were not indorsed with the words “Special handling,” as 
required. 

The words “Special handling’ should be plainly written or hand- 
stamped by the mailer on the address side of the wrapper immediately 
below the stamps on all parcels on which the 25-cent special-handling 
postage charge is paid, whether such special-handling charge is paid 
with ordinary postage stamps or with the special-handling stamp. 
If the mailer fails to place this indorsement on a parcel on which 
the special-handling postage charge of 25 cents is paid, it should be 
so indorsed by the postmaster at the mailing office and the atten- 
tion of the mailer called to the matter for his future guidance. 

Careful compliance with this requirement is important in order 
that parcels bearing the special-handling postage may readily be 


identified and accorded the expeditious treatment to which they are 
entitled. 


FEDERAL-AID ROADS 


Nine thousand and four hundred and forty-five miles of 
federal-aid road was brought to completion in the fiscal year 
ending June 30. An additional 4,587 miles is reported com- 
pleted but has not been finally inspected and accepted, according 
to the Bureau of Public Roads of the Department of Agriculture, 
which says: 

The outstanding result of the year’s work has been the large 
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mileage of continuous highway routes made available. In practically 
oa state gaps in through routes have been closed and many ex. 
tensions made. Probably the most notable project opened to traffic 
is the Wendover cut-off across the Great Salt Lake Desert, which 
has removed’ an age-old obstacle to transcontinental traffic. 

All of the construction has been on the designated 175,000 mile 
federalaid highway system which is to serve as the main road sys. 
tem for the nation. At the beginning of the fiscal year 35,452 miles 
had been completed with federal aid and the year’s work brings 
the total to more than 46,000 miles in service, since a considerable 
portion of the 17,123 miles reported as under construction has al. 
ready been opened to traffic. 

Texas led in mileage completed during the year with 784 miles 
followed by South Dakota with 458 miles, Illinois with 431 miles. 
and Minnesota with 429 miles. . 


VIRGINIAN SECURITIES 


The Virginian Terminal Railway Company has been author. 
ized to issue $492,000 of 5 per cent first mortgage 50-year bonds 
for delivery to the Virginian in reimbursement for advances, 
The Virginian was authorized to guarantee the bonds and also 
to issue a like amount of bonds. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of 26 fruits and vegetables the week ended July 
25 totaled 18,950 cars as compared with 22,375 cars (revised) 
the preceding week, according to reports made by the railroads 
to the Bureau of Agricultural Economics of the Department of 
Agriculture. Sharp decreases were reported in the shipments 
of potatoes, watermelons and cantaloupes. Shipments were 
reported as follows: 


Apples, 695 cars; cabbage, 155 cars; cantaloupes, 1,905 cars; 
celery, 111 cars; cherries, 143 cars; cucumbers, 369 cars; eggplant, 
13 cars; grapes, 341 cars; grapefruit, 18 cars; lemons, 339 cars; let- 
tuce, 578 cars; miscellaneous melons, 73 cars; mixed citrus fruits, 
49 cars; mixed vegetables, 694 cars; oranges, 464 cars; mixed de- 
ciduous fruits, 365 cars; onions, 403 cars; peaches, 4,393 cars; sweet 
potatoes, 134 cars; pears, 1,010 cars; peppers, 49 cars; plums and 
prunes, 122 cars; string beans, 8 cars; tomatoes, 383 cars; water- 


melons, 3,253 cars; potatoes (1925 crop), 2,869 cars; potatoes (1924 
crop), 14 cars. 


CHANGES IN DOCKET 


Hearing in No. 16962, Harry D. Levan, trading as Lebanon 
Fertilizer Works, vs. Penn. R. R. et al., assigned for July 30, at 
Philadelphia, Pa., before Examiner McGrath, was canceled. 

I. and S. No. 2447 ( second and third supplemental orders), 
iron and steel articles in Official Classification territory, was 


set for hearing July 28 in Washington, D. C., before Examiner 
Hunter. 


I. and S. 2447 (1st Supplemental order), iron and steel arti- 
cles in Official Classification Territory, was set for hearing July 
28 at Washington, D. C., before Examiner Hunter. 

Hearing in No. 16805, Cairo Syrup Co. et al. vs. A. C. L. R.R. 
et al., assigned for July 30, at Atlanta, Ga., before Examiner 
Cassidy, was postponed to a date to be hereafter fixed. 


Digest of New Complaints 


No. 16944, Sub. No. 2. Standard Textile Products Co., New York City, 
vs. C. R. I. & P. et al. 

Rates in violation of sections 2 and 3 of the act on linoleum and 
oil cloth other than floor oil cloth from Rock Island, Ill., to Pacific 
ow state points. Asks cease and desist order and reasonable 
rates. 

No. 17204. Concrete Steel Co. et al., New York City, vs. B. & O. et al. 

Rates and charges in violation of first three sections of the. 
act, on manufactured iron and steel articles from Newton Falls, 
Youngstown, O., and other origin points taking the same rates to 
destinations in western New York and northwestern Pennsyl- 
vania. Asks reasonable joint through commodity rates and 
reparation. 

No. 17206. Kalamazoo Vegetable Parchment Co., Kalamazoo, Mich., 
vs. Chicago, Kalamazoo & Saginaw et al. 

Rates in violation of sections 1, 2, 3 and 6 of the act, on vege- 
table parchment wrapping paper and waxed wrapping paper, plain 
and printed, carload and less carload, from Kalamazoo to various 
interstate destinations. Asks reasonable rates and reparation. 

No. 17207.. Persinger Hardware & Furniture Co., Williamson, W. V2., 
vs. New Haven et al. 

Unreasonable rates in violation of aggregate of intermediate 
rates provision of section 4 on iron wire cloth and fencing from 
Clinton, Mass., to Williamson, W. Va. Asks reasonable rates 
and reparation. 

No. 17208. Oklahoma Sash & Door Co. et al. 
Santa Fe et al. 

Rates and charges in violation of sections 1 and 6 of the act, 
On prepared roofing from Kansas City, St. Louis, Peoria _and 
Chicago territories to Oklahoma City and other Oklahoma points. 
Asks reparation. 

No. 17209. Reserve Gas Co., Pittsburgh, Pa., vs. St. Louis-San Fran- 
cisco et al. 

Rates in violation of section 6 of the act on naptha from Sapulpa, 
Okla., to Clarksburg and Wilsonburg, W. Va. Asks reparation. 

No. 17210. Hyman-Michaels Co., Chicago, Ill., vs. Atlantic Coast 
Line et al. 

Charges in violation of the first three sections of the act, on 
steel rails, angle bars, etc., from O. N. Junction, Fla., to Jackson- 
ville and Key West., Fla., for export to Cuba. Asks reparation. 

No. — United Paperboard Co., Inc., New York City, vs. Southern 
et al. 

Unreasonable charges on strawboard from Rockport, Ind., Mt. 
Carmel, Ill., Peoria, Ill., to Dallas, Tex. Asks reasonable rates 
and reparation. 
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Absolute Safety 
Best Class of Watch Service 

Fire Protection 

Combined Switchtrack Capacity Over 130 Carloads 

Combined Storage Capacity Over 2,000 Carloads 

All Buildings Strictly Modern 

Insurance Rates as Low as 14c Per Hundred 

L. C. L. Shipments Handled by Trap Car and Tunnel 
Cartage Expense to Depots Eliminated 

Local Deliveries Made with Our Own Packard Trucks 

Our Negotiable Warehouse Receipts are honored by any Bank 
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Burlington Downtown Warehouse—CHICAGO—3 Blocks from Union Station 
Canal and Harrison Streets 
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CHICAGO'S MOST MODERN WAREHOUSES KANSAS CITY 
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South Side Warehouses—CHICAGO—50 Car Private Switchtrack 
5801-6000 West 65th Street 


CROOKS TERMINAL WAREHOUSES 


CHICAGO ‘Owned and Directly Managed by H. D. CROOKS KANSAS CITY 
NEW YORK OFFICE: WOOLWORTH BUILDING 


CHICAGO’S AND KANSAS CITY’S FINEST MERCHANDISE WAREHOUSES 
AND DISTRIBUTING STATIONS 
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Note, 
having been added since the last Issue of The Traffic World. 
lations and postponements announced too late to show the change in 
this Docket wiil be noted elsewhere. 


items in the Docket marked with an asterisk (*) are new, 
Cancel- 


Agust 3—Watertown, S. D.—Examiner Knowlton: 
ba ye re Dakota Independent Oil Jobbers’ Assn. vs. Santa Fe 
et a 
August 4—San Francisco, Calif.—Examiner Carter: 
— Lithographing Company vs. Southern Pacific Co. 
et. al. 
August 5—Minneapolis, Minn.—Examiner Knowlton: 
16982—Minnesota-Dakota Transit Millers vs. Ann Arbor R. R. et al. 
August 5—San Francisco, Cal.—Examiner Carter: 


16670 (and Sub. Nos. 1 ‘to 9, incl.)—Arata & Peters, Inc., vs. North- 
ern Pacific Ry. et al. 


16733—Geo. L. Burtt Company vs. Southern Pacific et al. 
16 eo. L. Burtt Company vs. Southern Pacific et al. 
August 6—San Francisco, Calif.—Examiner Carter: 

6591—In re application of the Southern Pacific Company and the 
Central Pacific Railway, under the provisions of section 5 of the 
Act to Regulate Commerce as amended by the Panama Canal 
Act, in connection with the operation of a boat line on the 
Sacramento River and connecting waters. (Further hearing.) 


August 6—Salt Lake City, Utah.—Examiner Jewell: 
16710—W. I. Frank Produce Company et al. vs. Director General, 
L. A. & S. L. R. R. et al. 
August 7—St. Paul, Minn.—Examiner A. S. Knowlton: 
15568—Duluth Chamber of Commerce vs. C, St. P. M. & O. Ry. et al. 


August 10—Washington, D. C.—Examiner Quimby: 
Val. No. In re tentative valuation of the property of the Chi- 
cago & Illinois Midland Ry. Co. 
August 10—Denver, Colo.—Examiner Jewell: 
—— Portland Cement Company vs. C. R. Il. & G. Ry. 
et a 
August 10—San Francisco, Calif.—Examiner Carter: 
1. & S. No. 2455—Fruits and vegetables between Pacific Coast States, 
August 13—Portland, Ore.—Examiner Carter: 
1. & S. No. 2455—-Fruits and vegetables between Pacific Coast States. 


August 14—Washington, D. C.—Examiner Sweet: 
* Valuation No. 26—San Pedro, Los Angeles & Salt Lake R. R. Co. 
(Further hearing.) 
September 1—Cape Girardeau, Mo.—Examiner Hall: 
* 16840—Roth Tobacco Co. vs. C. & E. I. Ry. et al. 


Se tember 1—Salisbury, Md.—Examiner on: 


7096—William F. Allen & Co. et al. vs. B. C. & A. Ry. et al. 


au 

ag 

ED! 

September 1, 1925—Washington, D. C.—Examiner Law: cul 
Finance No. 3927—Excess income of the Shreveport, Houston & 
Gulf Railroad Company. DE 


cos 2—Montgomery, Ala. 
ertilizers and fertilizer materials between Southern points, 
16335—Rates on fertilizers and fertilizer materials within the State 
of South Carolina. 
bee tt = on fertilizers and fertilizer materials within the State 
t) a 
16484—Rates on fertilizers and fertilizer materials within the State 
of Georgia. (Further hearing.) 
oe oy oe D. C.—Examiner Gibson: 
Dkt. 382—-In re tentative valuation of the property of the 
"Wan , he§ & Seashore R. R. Co. 
September 3—Texarkana, Ark.—Examiner Hall: 
* 17025—Smitherman & McDonald, Inc., et al. vs. Mansfield Hardwood 
Lumber Co. et al. 
September 3—Bluefield, W. Va.—Examiner Cummings: 
* 17028—Traffic Bureau, Bluefield, W. Va., vs. N. & W. Ry. et al. 
September 3—Raleigh, N. C.—Examiner Johnson: 
* 16566—Corporation Commission of N. C. A. & R. R. 
(Portions of Fourth Section ‘Aoitentions 1478, 1561 a. i648) 
September 3—Washington, D. C.—Commissioner Lewis: 
Finance No. 3672—Excess Income of the Chicago & Illinois Midland 
Railway Company. 
Sept. 4—St. Louis, Mo.—Examiner Money: 
15279—St. Louis Live Stock Exchange vs. Wabash Ry. 
September os. Pa.—Examiner eae 
17012—. Wilgus et al. vs. Penn. R. R. 
: 1o1s—The- Viscose Co. et al. vs. N. Y¥. C. Rn ze et al. 
September 8—Chicago, Ill._—Chairman Aitchison: 
* 17000—Rate structure investigation. 
* Ex Parte 87—Revenues in Western District. 
September 8—Dallas, Tex. a Hall: 
* 16986—Lone Star Gas Co. vs. C. R. I. & G. Ry. Co. et al. 
ne 8—New York City, N. meme a 
17074—Swan-Finch Oil Corp. vs. C. R. - of N. A 
: bat ase ag Metallic Bedstead Co. vs. B. & A. 4 othe N.Y. < 
. R, Co, Lessee) et al 
Se My 8—Estes Park, Colo.—Commissioner Hall and Examiner Money: 
6845 (and Sub. Nos. 1 and 2)—Iola Cement Mills Traffic Association 
et al. vs. A. & V. Ry. et al. 

Portions of Fourth Section Application Nos. 462 et al., filed by 
Agent Leland, in re cement from Chanute, Humboldt, Fredonia, 
Mildred, Iola and Independence, Kans., and Dewey, Okla., to Ark., 

Miss. and Memphis, Tenn. 
16988_—Oklahoma Portland Cément Co. vs. A. & V. Ry., et al. 


“TRAFFIC SERVIC 


Interstate Commerce Cases 
Rate Compilations 

Traffic Statistics 

ICC Reports Furnished 


Advisory Service on ICC Procedure 
and the Law of Carriers 

Rate Quotations 

Tariff Interpretations 


Loss and Damage Claims 
Overcharge Claims 
Freight Bills Audited 
Routings 


INTERSTATE [TRAFFIC COMPANY 


TRAFFIC MANAGERS 
319-320 TRANSPORTATION BUILDING 


J. M. SMITH, Manager 


Washington, D. C. 





Phone Main 6810 





DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 


AND COMMERCE EXPERTS AND SPECIALISTS 


AMERICAN FREIGHT BUREAU 


150 Nassau Street New York, N. Y. 
Established 16 Years 

Freight Audited © Overcharge, Demurrage, 

Reuting and Tracing Less and Damage Claims 


INDUSTRIAL SHIPPERS SERVICE, INC. 
TRAFFIC SPECIALISTS 


Traffic Service. ate ea Seae- 
Cases. Overcharge, Loss and Dam 
Claims. Auditing and Routing. _ 


Car Tracing Service That MOVES FREIGHT 
Fifth Floor, Lincoln Bidg., Detroit 








Customs Brokers 


Box 172, 


CHARLES E. BELL 
TRAFFIC ANALYST 


RATE COMPARISONS 
RAILWAY STATISTICS 
EXHIB 


630-632 Transportation Bldg. Washington, D. C. 


CAMPHUIS & COMPANY, Inc. 
Forwarding Agents 


Write us for a copy of our revised 
“SHIPPING INSTRUCTIONS” 
to Mexico via the Texas Border Ports 


BISHOP & BAHLER 


All Traffic and T: ion Matters 
Interstate Commerce and Commission Cases 


E. W. HOLLINGSWORTH 
Cemmerce Attorney 


ITS PREPARED San Francisco 
Montgomery 


Oakland 
Bank of Italy Bidg. 127 Street 


teaeniesmsatteataitaiiemsiapasstiisamssieaedmaabanipeatet 

YOUR ANNOUNCEMENT 
in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 


LAREDO, TEXAS cation to each one of our readers. 
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What We Do 
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We present below a brief outline of the serv- 
ices HODGE, NICOLSON & PORTER, 
INC., render to their clients. 


FINDING INDUSTRIAL LOCATIONS 


E assist industries to secure locations 

that will enable them to conduct their 
manufacturing of distribution operations at a 
minimum cost: 


1. For overhead. 


2. For handling merchandise in their 
warehouse or through the production 
processes in their factories. 

3. For distribution by truck on city 
deliveries or by rail on out-of-town 
shipments, with elimination of as 
large a percentage of trucking cost 
as possible. 


4. For labor turnover. 





Thus increasing net profits for our clients. 


FINANCING 


We assist industries to finance the purchase 
or construction of buildings in which to pro- 
duce, or from which to distribute their mer- 
chandise. : 


COUNSEL 


We advise owners and industries regarding 
the values of their industrial holdings. We 
advise them regarding the cost of acquisition 
of additional facilities for expansion, and re- 
garding the disposition of surplus lands or 
buildings, including buildings which have been 
outgrown in the course of business growth. 
We advise clients’ who are seeking industrial 
locations as to the course of probable future 
developments which, in the districts affected, 
will greatly increase land values and thus off- 
set or minimize the natural depreciation of 
buildings and stabilize the plant investment. 


SELLING INDUSTRIAL LOCATIONS 


We undertake the sale or leasing of excess 
properties, buildings which have been out- 
grown, or which it has been found desirable 
to discard by reason of change in mode of 
operation. 


These are typical of the services we are 
daily rendering to our clients. 


Further information concerning our service 
will be furnished upon request. 


Hodge, Nicolson 
& Porter, Inc. 


Formerly Hodge, Nicolson & Jamme, Inc. 


Industrial Real Estate 


1782 Illinois Merchants Bank Bldg. 
Chicago, Illinois 
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Centers of Industry 
SERVED DIRECTLY 


r NickeL are Roap —— 


CHICAGO 
CLEVELAND-BUFFALO 


NEW YORK 


Daily Thru Passenger Service 








Standard Drawing-room Sleeping Cars 
Parlor Cars—Dining Cars and Coaches 





Lowest Thru Fares. 





Stopover privilege at many points 
Free Side Trip From Buffalo to 


NIAGARA FALLS 


For full information regarding rates, routes, 
itineraries, reservations, etc., call on or address 








St., Buffalo, 





C. A. MELIN, G. E. P. Agt. C. A. ASTERLIN, G. W. P. Agt. 
299 Main ff: NM. ¥. 327 S. La Salle St., Chicago, IIl 
B. E. MORGAN, Traffic Manager 
CLEVELAND, O. 
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“PORTLAND 
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REIGHT ees = 


Between 


All Points in the East and South 
and 


Northwest, Western Canada 
North Pacific Coast 


Prous: Train ~ 


CHICAGO - S? PAUL 
MINNEAPOLIS to 
the PACIFIC COAST 


SS” Viz Bane» LAKE LOUISE> FIELD» GLACIER» VAN- 
COUVER: VICTORIA (cr. ss LINE) axa’ SEATTLE (c.P'S.S. LINE) 


To avoid delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLI-« 
CATE. This s document must be delivered railroad a: ~y at initial potas with the shipment and 
accompany same to Canadian port of entry.) 


AGENCIES Pittebureh, Pa., 2041 Oliver Bide. 
Ore. 55 Third Bt. 


Bosto: anses City, die- 738 Raliwe Ex. is. Bide. Portland, 
Bufile, NW lil. Loe Angeles, Cal.. 603 bide. - Bt, Poul, os 0 M112 Mevehaons Hatt eek Bldg. 
ow its t 
. 40 Roo! Memphs, Tenn. 98 W i Sen Francisco, Cal. 675 Market Bt. 
ieee Sault Ste. Marie, M 
Minneapolis, Ming. — ine + ie. Sth St. Seattle, Wash., Sos eed 
and =e Spokane, Wash, 1008 Old Nat'l Beak Bide. 
L,Y Neenah, Wis. rior. Wis. 

bm Vet Superior Se = tae was Yoo! wort] worth Bide. Tecome, ‘Wash, . 1113 Pacific Ave. 
Grand Kapil Mich $22 Merch. Spank | Bidg. Philadelphia, Pa., Cross Bidg., Locust St. at 15th. Wanton Man., 603-604 Lombard Bidg. 


Our Freight House Terminals at DULUTH are Joint With Dulath, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT---CARE SOO LINE 
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YOUR CUSTOMERS 








WANT SERVICE 
SHIP VIA ELECTRIC RAILWAYS 


Examine the map above. It is your guide to 
5,000 Miles of Fast, Dependable SERVICE 








WRITE TO 


Central Electric Traffic Association 


L. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 
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Kelly Caterpillar Tires Improve 
Traction and Mileage 


“After our experience with other makes 
of tires,” writes Chas. E. Foreman, Dayton, 
O., “we have decided to adopt Kelly Kats 
exclusively, because they give us better 
traction and. more mileage.” 


Kelly Kats give better traction because 
of the side-vent construction, originated by 
Kelly. They grip any kind of road surface. 
They take hold in mud or soft sand or on 


slippery pavements and carry their load 
forward without hesitating. 


The toughness of the rubber in Kelly 
Kats reduces wear. They last so long and 
travel so far that mileage costs are cut to 


levels seldom experienced with ordinary 
solid tires. 


The unusual resiliency of Kelly Kats 
gives 50% more cushioning. They guard 
the more delicate parts of the engine, as 
well as fragile loads, from the constant 
pounding of uneven roadways. 


Kelly Kats do not discriminate. What 
they are doing for Mr. Foreman they are 
doing for hundreds of other truck owners. 
Kelly Kats on your trucks will give you 
the same kind of service. 


There are no Caterpillar 
tires but Kelly Kats 


KELLY-SPRINGFIELD TIRE CoO. 
250 West 57th Street New York, N. Y. 


**We have purchased many different kinds of tires in our efforts to secure 
the very best equipment, ’’ says Mr. Foreman in his letter. ‘‘At present our 
entire fleet of tracks and cars is running on Kellys.’’ 
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ENO is the commercial capital of the 

Great Basin, a section of the inter- 

mountain tableland sweeping from 
eastern California across Nevada. It may be 
termed the “office” and distributing center 
for the industrial concerns which are de- 
veloping the mineral, timber, livestock and 
agricultural resources of this big region. 


The city is situated on the principal rail 
highway across the central part of the coun- 
try, on the main line of the Southern Pacific, 
twelve miles east of the California boundary. 
Surrounded by mountains, it lies in a fertile 
valley 4,500 feet above the sea on the banks 
of the beautiful Truckee River. Its climate 
is moderate, healthful and invigorating. 


The volume of business in Reno is as large 
as that of cities having twice its 16,000 popu- 
lation. Bank clearings have increased over 
60 per cent since 1908. Savings deposits in- 
creased 75 per cent from 1916 to 1924. Post 
office receipts have more than doubled since 
1914. Building material, produce, grain, mill 
stuffs, groceries, hardware, oils and gasoline, 
automobile supplies and dairy products are 


(Ce 


nis? 


Where to reach them 


shipped from here to all points of the inter- 
mountain district. The city has packing 
plants, creameries, flour mills, machine shops, 
planing mills, foundry, brick and rock crush- 
ing plants. Near Reno is one of the largest 
silver mills in the world. 


_ Water and electrical energy are available 
in ample volume and the cost is moderate. 


At Reno is the University of Nevada, in- 
cluding the famous Mackay School of Mines 
and an agricultural and stock farm of 213 
acres. The University offers recognized 
courses in the arts, sciences, engineering, 
pre-medical and agriculture. The secondary 
and primary schools of Reno are excellent. 


Only fifty miles from Reno lies beautiful 
Lake Tahoe, atop the Sierra Nevada Moun- 
tains in a region that attracts sportsmen, 
tourists and vacationists from all parts of 
the world. ~ 


Reno is well built. Tree-bowered, paved 
streets, substantial public buildings and 
homes, and beautiful parks and playgrounds 
contribute to the city’s agreeable living con- 
ditions. 


For information 


® Address ‘‘General Agent, Southern Pacific Lines’’ ® 


—The Postman Knows Him. 
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